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indicates the scouring ac- 
tion of the steam jet in 
cleaning the flues. 
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Over one-half of locomotive boiler capacity 
comes from flue heating surface. 


To secure full boiler capacity, full locomotive 
ton mile capacity, flues must be kept clean. 

With the Superior Locomotive Flue Blower, 
two minutes’ operation at occasional intervals 
while the engine works, maintains flues and com- 
bustion chamber free from soot and cinder. 





Improve hauling capacity—avoid roundhouse 
cleaning—save coal. 
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ACCO' CHAIN 


Lifting a 
30 Ton Boiler 
from Flat Car 


to Engine Frame 


Another instance where strength 
means safety. Safety of opera- 
tion, equipment and human lives. 


When heavy loads are hoisted 
proof tested chains inspire abso- 
lute safety. 


Every pound of “Acco” Chain is 
proof tested. This gives positive 
assurance that every link in Acco : 
Chain will stand the strain for 
which it is intended. 


eae a es 


American Chain Company 


Incorporated 


Bridgeport, Connecticut 
In Canada: Dominion Chain Co., Ltd., Niagara Falls, Ont. 
DISTRICT SALES OFFICES:—Boston Chicago New York Philadelphia Pittsburgh San Francisco 
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In view of the more or less frequent charge that railroads 
place too much emphasis on price as opposed to serviceability 
in buying shop equipment and machin- 


Quality ery, it is gratifying to hear the other 
Based side of the story occasionally. Inter- 
on Tests viewed regarding this subject, a pro- 


gressive modern manufacturer recently 
expressed his unqualified opinion that in the majority of 
cases, railroads are now buying on a quality basis, placing 
more and more dependence on the advice of their mechanical 
and engineering test departments rather than invariably giv- 
ing business to the lowest bidder. Apparently the man- 
ufacturers of reliable equipment which can demonstrate 
savings are having far less difficulty with prices than former- 
ly. According to the manufacturer in question, who among 
other things makes rivet forges, his problem is practically 
solved when he can get his equipment tested. A large eastern 
railroad, for example, tested one of his stationary rivet forges 
carrying its own individual blower in comparison with a 
home-made unit. The former showed a marked saving in 
both air and oil consumption, and better rivets were turned 
out at less labor cost. As a result of this test, the railroad 
bought 64 units or about three carloads of rivet forges, cost- 
ing approximately $23,000 and estimated to save $15,000 a 
year in air and oil consumption alone. This railroad 
determined to its own satisfaction that the purchase price of 
rivet forges is incidental compared to the efficiency of such 
equipment. Either home-made or patented equipment which 
is unscientifically constructed is dear at any price compared 
to products developed with understanding and the _ best 
engineering skill. The manufacturer closes his testimony as 
follows: “It is our belief that where railroads do allow us 
to co-operate with them, they buy as intelligently if not 
more so than industrial concerns.” 


Recent reports show a slight gain in the number of service- 
able locomotives, due to a considerable extent to the receipt 


; of 293 new locomotives during the 
Locomotives month of April. The number awaiting 
Alone Are heavy repairs, 22 per cent of the total, 
Not Enough is still a long way from the 15 per 


cent mark set by the American Railway 
Association in the program to be carried out by October 1, 
1923. Repair shops, even though used to full capacity, will 
not be sufficient without the fullest assistance from loco- 
motive terminals. New locomotives will help the traffic sit- 
uation and many of the 1,956 still on order will be delivered 
by next fall. The vital thing, however, is not so much the 
number of serviceable locomotives as the number of locomo- 
tive hours spent in moving traffic. To count a locomotive 
as serviceable may look well in a collection of statistics, but 
traffic cannot be moved while a locomotive is subjected to 
terminal delays because of inadequate facilities. Consider- 
able new power now being delivered is heavier than older 
standards and consequently adds that much to the difficulties 
of coaling, cleaning fires and boiler washing, not to mention 
the extra work required for repairs and handling heavier 
parts. In some places the number of stalls in the round- 
house is insufficient, or the length of the stalls is such that 
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inspection and certain running repairs must be made on 
tracks outside of the house. This is an inconvenience and 
inevitably results in delays and added expense. The pinch 
may not be so severe during the summer, but the antici- 
pated traffic peak and cold weather may arrive at about the 
same time. Terminal facilities at many points were almost 
hopelessly inadequate to handle the business promptly and 
economically during previous traffic peaks and while some 
roads have made plans to improve their terminals, others 
have purchased additional locomotives but have not yet taken 
the necessary steps to place their terminals in suitable con- 
dition to meet the increasing requirements of heavier power. 
Expenditures for terminals may frequently accomplish far 
more than equivalent expenditures for locomotives. 


The bright colored cars on the elevated lines of the Inter- 
borough Rapid Transit Company in New York are bringing 
. results. The company decided some 
Attractive weeks ago to paint its elevated cars a 
Colors. Increase “goldenrod orange.” This, with more 
Traffic frequent service, it was hoped, would 
attract passengers to the elevated lines 
and relieve in some measure the growing congestion in the 
company’s subways. Although only a portion of the trains in 
service have so far been painted in the new colors, the: in- 
novation is having the desired effect. The increase in traffic 
has been substantial and steady, whereas until the adoption 
of the new program, traffic on the elevated lines was actually 
declining. ‘People got tired of looking at the old drab 
equipment,” an officer of the company said, “and we figured 
that a change would quickly attract attention. That it did 
so has already been proved by the letters of commendation 
coming into our offices. In fact, I might say that the newest 
departure in the elevated service has probably been the most 
popular thing the Interborough has yet done.” The adop- 
tion of a similar policy by a steam railroad would doubt- 
less meet with the same approval from its patrons. Bright 
colors encourage neatness and give a road a valuable in- 
dividuality in the eyes of the general public. The question 
“Why have attractive colors been scrapped?” which was 
raised by H. G. Boutell in a letter to the editor which was 
published in last week’s Railway Age, is a pertinent one. 


Public opinion in the average small town usually emanates 
from one man, and adverse opinion usually comes from 
someone radically inclined. This 
radical is the man who must be met, 
argued with, convinced and changed to 
a booster. This was the declaration— 
believed, apparently, to be warranted 
by the observations of experienced judges—of an officer of 
the Pennsylvania Railroad at the recent annual dinner of . 
the station agents of the Middle Division of that road. It 
is a good point for each local agent, everywhere, to paste in 
his hat. To just what extent the statement is true, we do 
not know: but it is a useful idea, even if it is an exaggera- 
tion. Public opinion is at times very elusive, and it is a 
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very good and business-like move to personify it in a single 
individual. At least that is the way to start. In any com- 
munity, large or small, the most aggressive leaders may be 
found to be not the strongest and most truly public spirited 
citizens; and the railroad agent then has the duty to do all 
that he can to arouse those who ought to be leaders but who 
are neglecting their duty and opportunity. Who is the Con- 
gressman in your district? Are you on good terms with 
him? If he is weak, whom can you stir up to educate him 
in vigorous and intelligent devotion to the public interest? 


The cancellation or postponement otherwise of a large num- 
ber of sizeable building contracts in various centers and 
notably in the metropolitan district of 


Not Due New York City and Chicago, has set 
to Buyers’ everybody to talking about a buyers’ 
Strike strike. As a natural result, business 


psychology has been put in a rather un- 
certain state because the experts are coming forth with their 
several varying or conflicting opinions as to whether the sit- 
uation does or does not presage an extension of the buyers’ 
strike to other fields and accordingly an end in the near future 
to our present business boom. The heavy buying of cars and 
locomotives which has been under way for several months 
seems to be entering a status of lessened activity. The loco- 
motive orders in April totaling 150 and the freight car orders 
totaling 9,744 were the lowest of the first four months of 
the year. The passenger car orders totaling 179 were less 
than those of January or March but more than in February. 
It further appears that the orders to date in May have been 
small. The Car Service Division reports that there had been 
delivered to the Class I roads up to May 1, 50,151 cars 
and that there were still on order on that date 115,756. 
Locomotive deliveries had totaled 1,228 and there were still 
on order 1,956. These amounts, fortunately, are compara- 
tively large and indicate both good business thus far this year 
and a maintenance of a high rate of production for an ex- 
tended period in the future. The reason that the orders 
were not heavier in April is unquestionably due to the 
large volume of equipment for which the railroads are await- 
ing delivery. A. condition of this kind is hardly evidence 
that there is any buyers’ strike in the railway equipment 





market. 
Car AND LocoMoTIveE OrpERS 
Locomo- Freight Passenger 

tives cars cars 
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ne ad Cheba hehe aer awae eeu 514 34,514 291 
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A recommendation made by one of the committees at the 
meeting of the Purchases & Stores division of the American 
: Railway Association this week in 

Evolution Chicago, while insignificant in itself, 
Rather Than points to a tendency in American prac- 
Revolution tice which has a definite bearing on 

the recurring agitation for the intro- 


duction of the metric system in this country. The 
proposal to abandon the dozen and gross as_ units 
of quantity in railway stores in favor of the deci- 


mal system is in line with a movement toward the 
simplification of the English system of weights and measures 
which has been in progress in this country for a long time. 
We say “English” advisedly because the changes which 


have already taken place have resulted in a marked divergence 
from the system as it formerly prevailed in this country and 
as it is still observed in England. How marked this di- 
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vergence is can be judged readily from a perusal of any 
English technical journal where weights of locomotives or 
the stresses in a bridge will be given in pounds, hundred- 
weights (112 lb.) and tons (2,240 lb.). In this country the 
hundredweight is obsolete while the ton is 2,000 lb. for all 
except a few commodities, such as rail, pig iron, etc. In 
bridge design we have practically abandoned the ton, all 
calculations being made in pounds or thousands of pounds, 
sometimes known as kips. The American surveyor has long 
since abandoned the chain of 66 ft. in favor of one of 100 
it. graduated, not in inches, but in tenths and hundredths 
of feet. Legislation is gradually forcing out the system of 
measure as applied to bulk commodities, in favor of measure- 
dry measure as applied to bulk commodities, in favor of 
measurement by weight, but in general this gradual simpli- 
fication of our units of weight and measure is being effected 
through action by the industrial or commercial interests rather 
than through statutes, as illustrated by the recent action of 
one of the large cement manufacturers in discarding the 
imaginary barrel in quoting prices in favor of the sack of 
actual usage. But we are not out of the woods yet. Many 
further changes must be made before our system will ap- 
proach that degree of simplification which will disarm the 
oft repeated arguments for the adoption of the metric system. 
We are making progress and through this process of evolution 
we will be saved the pain of a revolution. 


The Appointment 
of Mr. McManamy 


HE APPOINTMENT of Frank McManamy as a member of 

the Interstate Commerce Commission to succeed W. M. 
Daniels has been received by different classes of persons 
with widely differing feelings. Mr. McManamy was former- 
ly assistant chief, and later chief, of the Bureau of Loco- 
motive Inspection of the Interstate Commerce Commission. 
He was assistant director of operation of the United States 
Railroad Administration in charge of the Mechanical De- 
partment. He has been recently in charge for the Railroad 
Administration of the liquidation of claims with respect to 
equipment arising from government control. 

In his various positions and activities he has been regarded 
by many railway officers as associated in his views with those 
leaders of organized labor who are hostile to private man- 
agement of railways. He had the unanimous backing of 
organized labor for appointment to the Interstate Commerce 


Commission, and it was stated at the White House that he . 


had been appointed as a representative of labor. There is 
no question whatever as to the attitude of a majority of 
railway labor leaders toward private ownership and manage- 
ment of railways. They wish to destroy it. They know the 
surest way in which to destroy it is unduly to limit the net 
return of the railroads. Therefore, they attack both the 
capitalization and the valuation of the railways as grossly 
excessive, and use every form of propaganda in their a wer 
to prevent the carriers from earning a net return sufficient to 
enable them under private ownership to develop and improve 
their properties adequately. If Mr. McManamy should rep- 


resent organized labor on the Interstate Commerce (om- 
mission to the extent of using his influence as a commissioner 
to secure the adoption by the Commission of the policy of 
regulation favored by the railway labor leaders the results 
of his appointment at this critical juncture would be ex- 


tremely serious. He was one of the few personal appointees 
of Director General McAdoo in the Railroad pews tration 
and had much influence with him, and his appointment to 
the Interstate Commerce Commission by an administri tion 








May 1! 


that has 
operatiol 
We fear 
licy 0 
will be 
But t 
man of 
with res 
characte 
be of a 
of men 
semi-ju 
roads a 
positior 
Clark 1 
to the 
only 01 
constru 
former 
his ap 
he has 
has ca 
ness. 
Opi 
memb: 
posed 
upon ° 


W 
Ty 


and ; 
call | 
Wisc 
of th 
com 
confi 
utter 
mad 
exce 
pare 
mac 
atio 
C 
suff 
Thi 
ade 
stat 
pur 
Th 
cal 
Dv 
si0 
wa 





May 19, 1923 


that has been supposed to condemn and abhor government 
operation and all its works is a most interesting development. 
We fear he will be expected by organized labor to favor a 
policy of regulation adverse to private management and it 
will be apprehended by railway officers that he will do this. 

But those who know him know that Mr. McManamy is a 
man of ability and courage. While in the past his duties 
with respect to the railways have been of an administrative 
character, they will in future, as a member of the Commission 
be of a semi-judicial character. There are many examples 
of men of ability who before being placed in judicial or 
semi-judicial positions were regarded as unfair to the rail- 
roads and who after being placed in judicial or semi-judicial 
positions treated the railroads with great fairness. E. E. 
Clark was a railroad labor leader, but after his appointment 
to the Interstate Commerce Commission he proved to be not 
only one of the ablest but also one of the fairest and most 
constructive members of that body. Louis D. Brandeis was 
formerly a sharp critic of railway management, but since 
his appointment to the Supreme Court of the United States 
he has taken a part in the decision of railroad cases which 
has called forth commendation of both his ability and fair- 
ness. 

Opinions regarding Mr. McManamy’s work as a 
member of the Commission should be based, not upon his sup- 
posed or real attitude toward the railways in the past, but 
upon the actual performance of his duties as a commissioner. 


Which Does the Public Want? 


HE “National Conference on Valuation of American 

Railroads” which is to be held in Chicago on May 25 
and 26 will, and should, attract nation-wide attention. The 
call for this conference was issued by Senator LaFollette of 
Wisconsin as chairman of the “committee on transportation 
of the Progressive group” of Congress. The personnel of the 
committee is sufficient to foreshadow what the results of the 
conference will be. Every member of it has already in public 
utterance attacked the tentative valuation of the railways 
made by the Interstate Commerce Commission as grossly 
excessive. The obvious purpose of the conference is to pre- 
pare to carry on propaganda to cause the final valuation, when 
made, to be billions of dollars less than the tentative valu- 
ation. 

One assertion made in the call for the conference is 
sufficient to show the spirit animating those who issued it. 
This is, that the “public interest was not being properly or 
adequately represented in the proceedings before the Inter- 
state Commerce Commission.” It was indicated that one 
purpose of the meeting was to arrange for such representation. 
This assertion is so obviously misleading that it promptly 
called forth an answer from an authoritative official source. 
Dwight N. Lewis, a member of the Iowa Railroad Commis- 
sion, who is president of the National Association of Rail- 
way and Utilities Commissioners, on May 8 issued a state- 
ment saying: “I take issue with one of the statements made 
in the call,” and adding that “the National Association of 
Railway and Utilities Commissioners has for years main- 
tained a general solicitor in Washington whose main duty 
has been to represent the public in all valuation matters before 
the Interstate Commerce Commission.” He added that a 
committee composed of members of the state commissions 
“has been doing most effective work in placing the public’s 
interest before the Commission,” and that “to say that the 
public interests have not been represented effectively is not in 
accord with the facts.”’ In the Rate Advance Case in 1920, 
in which the tentative valuation was made by the Interstate 
Commerce Commission, three members of state commissions 
chosen by their national association sat with the Interstate 
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Commerce Commission, heard all the evidence introduced and 
expressly concurred in the findings made regarding valuation 
and advance in rates. In all the valuation hearings before 
the Interstate Commerce Commission every interest affected 
has been represented. 

The calling of this conference for the purpose of forming 
an organization under the leadership of members of Con- 
gress to try to secure a large reduction in the valuation upon 
which the rates of the railways are now based is a matter 
of importance to the railways, but the railroads are not 
the only owners of property that are threatened by it. The 
call significantly declares that ‘“‘the total stake involved is, 
however, much greater because the theories and methods of 
valuation which are finally adopted with reference to the 
railroads will unquestionably be applied to all public utilities 
in the United States.” In this way notice is given that the 
“progressive bloc” intends to try to secure the adoption of 
principles and methods of valuation that will vitally affect the 
welfare of every concern and industry which has been or 
may be held to be engaged in a business that is “affected with 
a public interest.” 

Nor is this all. Provisions of the federal constitution pro- 
hibit the taking of private property without due process of 
law and just compensation. The courts have held that to 
so regulate rates as to deprive a railway or other public 
service concern of opportunity to earn a fair return upon 
its fair value is to violate these constitutional provisions, and 
the theory and practice of valuation have been developed to 
determine upon what basis a concern must be allowed to earn 
a return in order to avoid unconstitutional confiscation of 
its property. The value to be ascertained in a case involving 
the reasonableness of the rates of a railroad or other public 
service concern is exactly equivalent to the value of any other 
kind of property which must be ascertained to determine 
how much the government or any agent of the government 
must pay for it when taking it in the exercise of the power 
of eminent domain. It necessarily follows that whatever 
theories and methods may finally be accepted by the courts 
with respect to the valuation of the railways will establish 
a precedent in regard to the ascertaining of the value of other 
kinds ot property to be taken in the exercise of the power 
of eminent domain. ‘Therefore, in attempting to secure the 
adoption of novel theories and methods in the valuation of the 
railways the so-called “progressive group” is trying to change 
the interpretation and application of the constitutional pro- 
visions that protect all kinds of property from confiscation— 
railroads, public utilities, manufactories, mines and farms. 

The immediate question raised goes to the very heart of 
the railroad problem of this country. The railroad problem 
will or will not be solved under private ownership according 
as the railways are or are not allowed to earn an adequate 
net return. , 

The net return they are allowed to earn will 
depend first, upon the valuation finally placed on their 
properties, and secondly, on the percentage of return they are 
allowed to earn upon this valuation. 

It is commonly assumed and often asserted that the valu- 
ation finally made will have a great effect upon the rates 
charged by the railways. A writer in the Hearst newspapers 
recently said that if the “water” was squeezed out of rail- 
way capitalization and valuation rates could be reduced 50 
per cent. The truth is so utterly different that no effort should 
be spared to make the public understand it. The statistics of 
the railways’ earnings and operating expenses in March may 
be used to illustrate how relatively unimportant, from the 
standpoint of the rates the public must pay is the question 
of valuation. The railways in March earned a net operating 
income -of $83,568,000, which was at an annual rate of 5.84 
per cent upon a valuation of $19,400,000,000. The total 
earnings in March were $535,541,000. Senate Brookhart 
and other so-called “progressives” claim that the valuation 
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is $7,000,000,000 too large. 
earned net return at the annual rate of only 534 per cent 
upon a total valuation of only $12,400,000,000, their net 


operating income, and also their total earnings, would have 


been only $30,888,000 less than they were, or 5.77 per cent 
less. In other words, the scaling down of the valuation to 
the extent of $7,000,000,000 would, on the basis of the actual 
earnings, expenses, and taxes in March, have saved the 
public less than 6 per cent in all the rates that it had to 
pay. 

While, however, on the basis of present earnings, ex- 
penses, and taxes, the saving in rates that would be made 
io the public by thus scaling down the valuation would be 
less than 6 per cent, the loss suffered by the railways would 
be relatively very much larger because all this saving in rates 
would be made at the cost of the net return. The reduction 
of the valuation advocated by Senator Brookhart would re- 
duce the net operating income the railways were allowed to 
earn by about 37 percent. This would so greatly restrict their 
net return that, as previously has been repeatedly pointed 
out in these columns, it would make it impossible for a very 
large majority of the railways to pay any dividends on their 
stock, would bankrupt a large part of them by making it 
impossible for them to pay the interest on their bonds, and 
would absolutely stop railroad development as long as private 
ownership was maintained. The ultimate result probably 
would be to force the railroads into government ownership 
and deprive the public of the advantages of private man- 
agement. 

The principal advantage derived by the public from private 
management is economical development and operation of the 
railways. We will cite just one striking example of how 
this economy of operation is secured. The country had 26 
months of government operation. ‘The last two months of 
government operation were January and February, 1920. The 
railways handled more freight business in January and Feb- 
ruary, 1923, than they did in the same months of 1920. In 
these two months in 1920, however, they had an average of 
1,985,315 employees. In the corresponding months in 1923 
they had only 1,781,535 employees, a reduction of 203,780 
employees. The average ton-miles of freight handled per 
employee in the last two months of government control was 
31,334, while in the corresponding months of 1923 it was 
35,565, an increase of 1314 per cent. The average earnings 
per employee for January and February, 1920, were $264,- 
while in the same months of 1923 they were $270. The 
average wage was still higher than under government con- 
trol, but a saving in operating expenses was effected in Jan- 
uary and February, 1923, as compared with the same months 
in 1920, due solely to the employment of a smaller number of 
men, of almost $55,000,000. In other words, the total wages 
paid would have been this much larger if the same number 
of men had been employed as in the same months of 1920. 
This saving did not injure railway emplovees, since the men 
actually employed received a higher average wage. It bene- 
fited the entire business of the country by making available 
for other industries, when there was a labor shortage, over 
200,000 men that were needed in other industries. It is due 
entirely to the increase in the efficiency of operation, especial- 
ly well illustrated by this reduction of the number of men 
employed, that the railways have been able to stand the re- 
ductions of rates made since January 1, 1922. On the basis 
of present freight business these reductions of freight rates, 
which average 13 per cent, are now saving the producing and 
shipping public at the rate of $729,000,000, a year. 

There will continue to be increases in the efficiency and 
economy of operation if, first, private management continues 
to prevail, and secondly, the railways are allowed to-earn a 
net return which will enable them to effect improvements 
which are absolutely requisite to continued increase in the 
economy of operation. Even in March when the railways 
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If in March the railways had earned a return at the annual rate of 5.84 per cent, their 


operating expenses consumed more than 78 cents out of 
every dollar they earned, while the net return received by them 
amounted to less than 15 cents out of each dollar they earned, 
It is quite obvious, therefore, that any substantial reductions 
of rates which may be made in the future must be secured 
chiefly through reductions of operating expenses. A reduc- 
tion of only 7 per cent in present operating expenses would 
make possible as large a reduction of rates as a reduction of 
$7,000,000,000 in the total valuation of the railroads. . 

Which does the public want? Does it want a policy of 
regulation which, by arbitrarily scaling down the valuation 
of the railways, will establish a precedent that will endanger 
all rights of property, and which will stop development of 
the railroads, make private management impossible, and lead 
to the inflated expenses, high rates, and deficits, always 
characteristic of government management? Or does it prefer 
a policy of regulation which will permit the railways to earn 
an adequate net return, and which will thereby make possible 
under private management the adequate development of the 
railways and the continued effecting of large and important 
economies in operation and reductions of rates? This is the 
issue squarely raised by the policy of drastic and destructive 
regulation of railway values and management which the “‘pro- 
gressive” conference to be held in Chicago has been called 
to promote. 


An Opportunity to Strengthen 
the Maintenance Organization 


A* THE PRESENT TIME when many roads are considering 
the revision of their scales of wages of maintenance- 
of-way employees, the foremen and particularly the section 
foremen should receive special consideration. Railway offi- 
cers are aware of the fact that because these men have never 
pressed their claims as vigorously as many employees in 
positions of corresponding responsibility in other branches 
of railway service, they have not received adequate recogni- 
tion. Their work is an important one calling for the exercise 
of mature judgment. They are responsible for the expendi- 
ture of relatively large sums of money. They must act 
largely on their own initiative for close supervision is im- 
possible. Traffic is increasing, requiring a higher standard 
of maintenance. Yet in spite of all of these considerations 
the class of men to be found in this service today does not 
compare favorably with that of a decade or two ago. ‘The 
position of section foremen is no longer attractive for men 
of the caliber of those found in track work in the past. 
Responsibility for this condition rests with the roads. 

There has been a tendency on the part of some to depre- 
ciate the position of section foremen to the point where 
there is little or no competition for it today. The outlook 
for the future is even more discouraging as a sufficient number 
of young men are not entering the gangs to meet the demand 
for foremen as vacancies develop. The remedy for this 
condition is to make the position more attractive. This 
means primarily higher wages. Some roads have already 
recognized the merit of this suggestion and have taken steps 
to place these men on a higher level. A number did not 
take advantage of the opportunity to reduce the wages of their 
foremen when reductions were authorized by the Lator 
Board last summer, and at least one road has raised the pay 
of its foremen considerably above any level previously estal- 
lished. The reaction among the men on these roads has 


justified this policy. It is yielding good returns in increased 
loyalty and interest, which in turn lead to greater output 
of labor and more careful use of materials. 
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The 5-Ton Unloader in the Foreground Is Used for Unloading and Cleaning Up 
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New Deep Water Terminal Put in Operation 


Lehigh Valley Completes First Unit of Claremont Project 
for Handling Ore and Miscellaneous Freight 


HE LEHIGH VALLEY has recently completed and put 

into operation the first unit of its large Claremont 

pier and terminal development in the Greenville sec- 

tion of Jersey City, N. J. The Claremont project, in the 
ultimate, will include three piers each approximately 7,000 
ft. long and separated by two slips 450 ft. wide and deep 
enough to accommodate vessels drawing up to 35 ft. of water. 
The first unit consists of a 3,500-ft. structure of combined 
pier and backfill construction upon which there have been 
located ore-unloading machinery, a large two-story freight 
house, an open storage space and loading tracks served by 
gantry crane, machine shop, transfer table and a complete 
yard track system. Narrow-gage, electric poling locomotives 
are used for handling cars, the layout being one of the largest 





installations of this kind. 
at this pier at one time. 

The new unit is located on the tidewater flats off Jersey 
City approximately midway between the Lehigh Valley’s 
piers at Black Tom and Constable Hook. This property 
which totals about 600 acres adjoins the Greenville terminal 
of the Pennsylvania Railroad. 

An article descriptive of the entire scope of the project 
appeared on page 599 of the October 8, 1920 issue of the 
Railway Age. Briefly the project calls for the construction 
of three piers, two of which are 400 ft. wide including back- 
fill with a double pier 700-ft. wide in the center. The 
lengths vary from 6,650 ft. for the north pier to 7,800 ft. for 
the south pier. These piers will be built inshore from the 


Five large steamers can be berthed 

















The Outer End of the Fireproof Warehouse During Construction 
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government bulkhead line for a distance of 3,000 ft. as a 
combination backfill and pier. The outer construction will 
be pile supported with a concrete deck and fill all designed 
for Cooper’s E-60 loading. Facilities on the piers will in- 
clude complete equipment and yard layouts for handling ore, 
coal, miscellaneous import and export freight, lumber and 
other products. Car movement will be across Newark Bay 
to the Lehigh Valley’s Oak Island yard where classifica- 
tions will be made. Because of this it was necessary to 
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sufficient adjoining space to permit of the berthing of two 
large ships. This section is adjoined on the inshore end by a 
720-ft. open dock for one large ship and equipped with a 
30-ton gantry with revolving crane, spanning four loading 
tracks and serving an open storage area. Each of these units 
is served by its own tracks. 

This trackage consists chiefly of an empty storage yard 
for the ore-dock and a yard for ~ open storage and ware- 


house docks with capacities of 422 cars and 210 cars respec- 


V4 30-fon gentry 


F sede of concrete wall. 
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Engine house for electric power 


provide for considerable yard trackage on the piers them- 
selves. Plans have also been made for a complete engine 
terminal to be constructed later on the filled inshore end of 
the project. It is estimated that from 12,000,000 to 15,- 
000,000 cu. yd. of fill will be necessary. 


The Design of the First Unit 


The first unit is the inshore end of the south pier extend- 
ing from a point about 250 ft. outside the government bulk- 




















ee 


A 


Narrow gage electric track, 


Shore End of the Pier 


tively. In addition to this trackage, there are three tracks 
for loaded cars, holding 25 cars each, an advance empty yard 
with a capacity for 70 cars, three repair tracks, six tracks 
serving the open storage space and the warehouse, and four 
tracks serving the ore-unloaders. Movement to and from the 
ore-unloaders has been arranged to provide for a one-way 
use of the tracks. 

This unit is a combination of pier and back fill construc- 
tion, the outer 40 ft. along the slip and across the end beyond 












































Gantry Dock 





including this extreme outer end upon which the transfer 
table is located. The outer section of the pier is utilized for 
the ore dock and provides berthing capacity for two vessels 
500 ft. to 600 ft. long. This is equipped with one 15-ton ore- 
unloader of the bucket and boom type and one 5-ton machine 
of the cable and grab-bucket type. The next section includes 
a 127-ft. by 816-ft., two-story concrete freight house with 


head line with a wharf frontage of approximately 3,500 ft. the bulkhead line being on pile foundations. Different de- 
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Typical Sections of the Dock 


signs were used at the different sections of the pier, 
henvieat construction being at the ore dock. In general, 
piles 55 ft. to 60 ft. long were driven in double row bents 
spaced approximately 12 ft. 6 in. apart with two short single 
row bents spaced between these under the wharf edge as addi- 
tional foundation support for one end of the ore-unloaders. 
The tops of the caps are at an elevation slightly higher 
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than mean high water. The wharf edge consists of a con- 
crete wall. The remainder of the loading between this wall 
and the bulkhead is carried on a reinforced concrete slab 1 ft. 
4 in. thick at an elevation slightly above mean high water. 
The bulkheading consists of a single line of 8 in. by 12 in. 
tongue and grooved sheet piling. Under the warehouse the 
piling was driven in clusters under each column support 
in the usual manner. Closely spaced, single row bents were 
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length of the first pier unit and 7,200 ft. of 250-ft. channel 
to deep water. 


Transfer Table Speeds Up Operation 


The outer end or ore dock is operated by the Bethlehem 
Steel Corporation, Bethlehem, Pa., which utilizes it for un- 
loading its large vessels plying between the Port of New 
York and Cruez Grande, Chile, and for its smaller vessels 


Channel dredged to 35 at mean low water 
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Bay End of the Pier 


driven under the line of the back legs of the ore machinery 
and gantry crane, and concrete walls poured similar to those 
on the pier edge. 

The line of sheet piling running across the end of the pier 
was continued along the government bulkhead and connected 
with a stone dyke on the edge of the built-up, adjoining 
land of the Pennsylvania Railroad. The area between the 
shore, the sheet piling and the stone dyke was then filled by 


plying between the port and Daiguire, Cuba. As stated, the 
operation of ore cars is one way. Empties are placed in a 
three-track yard and are fed by gravity to a lead of two 
tracks with a narrow-gage track between them. Here they 
are picked up in cuts of two on each track by an electric 
locomotive and placed on the transfer table. The handling 
of cars by the electric “‘mule” is carried out through the use 
of two air-operated poling arms which drop down on each 





The End of the Warehouse and the Open Dock Served by a 30-Ton Gantry Crane 


the material dredged from the channel. Actually, the filling 
extended beyond the limits of the present development, a 
large part of the area lying inshore from the proposed units 
being built up to well above mean water level. A total of 


about six million yards was dredged, about one and one- 
half million of this yardage being taken up in the rehandling 
This included a channel 300 ft. wide for the 


of material. 


side and between the ends of the car frames. In. actual 
operation the two lead tracks to the transfer table are kept 
well filled with inbound empties to reduce the length of haul 
by the mules. 

From the transfer table, the empties are “kicked” out onto 
the ore loading tracks of which there are four. These tracks 
are interspaced by two intermediate narrow-gage tracks. 
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The cars which are put off on these tracks are picked up by moving four cars at a time on a three-minute cycle and also 
electric locomotives and spotted under the ore unloaders. of moving steam locomotives should that be necessary. It is 
Under peak operation two additional locomotives are used for 105 ft. 4 in. long and 44 ft. 6 in. wide, and designed for 
the purpose of taking the loaded cars away and placing them E-60 loading. The pit is 137 ft. 10 in. long with a depth 
in an outbound make-up yard of four tracks. from pit rails to running rails, of 3 ft. 2 in. The pit rails 
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Details of the Transfer Table 
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First Floor Plan 
The Freight Shed Is a Large Structure 


The transfer table which is the keynote of this operation consist of five lines of two-rail tracks, the transfer tabl 
takes the place of a drill track originally considered and having five sets of four-wheel trucks under each side. Th: 
permits of a faster and more economical operation. This transfer table is motor driven, the installation consisting o 
table is a modern structure of heavy design and capable of two motors driving 10 wheels on each side of the tabk 
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These units are designed for mecting the following conditions: 
(a) to move the table 94 ft. in 50 sec. when loaded with 
two barneys and four empties weighing 60,000 lb. each and 
(b) to move the table 94 ft. in 90 sec. when loaded with two 
barneys and one Class N-3-A engine with a total weight on 
axles of 480,000 Ib. 

An interesting feature of this table is the provision of two 
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running of the barneys. When pushing two empties the 
movement is at the rate of 90 ft. in 25 sec. 


A Fireproof Freight House of Large Capacity 


The warehouse, as stated earlier, is a two-story structure 
measuring 127 ft. wide and 816 ft. long with a storage ca- 
pacity of about 600 cars of freight. A 12-ft. 6-in. covered 
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The Transfer Table Has Been Designed for Quick and Efficient Movement of Equipment 


barneys, one for each standard-gage track. These barneys 
act as bumpers when empties are kicked onto the table, the 
electric locomotives seldom going onto the table. At the 
conclusion of the transfer movement, the empties are kicked 


platform extends the full length along the rear. It is of 
modern fireproof construction being of concrete, terra cotta 
and steel with cement tile roofing slabs. It is divided into 
four sections by terra cotta fire walls. It is supported on 
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A String of Empties Being Fed Under the Ore Unloaders by Two Electric Locomotives S20 ail 


off the table and well down into the ore-loading tracks by 
the barneys, the amount of kick being under the accurate 
control of the transfer table operator. Both ends of the 
tables are provided with limit switches to prevent the over- 





piles, the clusters being capped with concrete pedestals spaced 
24 ft. longitudinally and 33 ft. 4 in. transversely. These 
pedestals carry the steel column and girder construction for ’ 
the second story and roof, and the cargo hoist and walkway. 
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The sidewalls and end walls are of reinforced concrete, terra 
cotta being used only over the windows and doors and in 
the sidewalls near the firewalls. The flooring consists of 
8-in. of concrete overlaid with 2-in. asphalt block paving 
on the first floor and 6-in. of reinforced concrete on the 
second. 

The arrangement for door space and lighting is excep- 
tionally efficient. On the dock side, practically the entire 
wall area of the first story is equipped with steel rolling 
doors for the full length of the building, there being two 
doors 12 ft. wide and 14 ft. high for each 24-ft. bay ex- 
cept at the firewalls. On the second floor there is one door 
of the same construction, 10 ft. wide by 11 ft. 6 in. high, 
to each 24 ft. bay except at each bay adjoining the firewalls, 
while the upper half of the intermediate space is given over 
to steel sash. On the platform side of the dock there is 


one rolling steel door 9 ft. wide by 9 ft. high to each 24-ft. 
panel with sash in the intermediate space. 


The second floor 
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warehouse tracks are continued parallel with this storage 
space and are utilized when necessary in connection wit it. 
An 18-ft. concrete highway about three-fourths of a imile 
long has been constructed, connecting the inshore end of the 
warehouse with Linden avenue, and paralleling the extended 
warehouse tracks in order that incoming and outgoing dray- 
age may be handled. 


Power Supply and Distribution 


Electric power for lighting and for the operation of all 
machinery on the pier is purchased from the Public Service 
Corporation of New Jersey. The power company’s meters 
are placed in a switch and meter house located at the eastern 
end of Linden avenue, about 1,800 ft. west of the foot of the 
pier. From the meter house the power is carried at 13,200 
volts over a pole line to a sub-station owned and operated 
by the Bethlehem Steel Company, which is located on the 
pier about 1,000 ft. in from the pier head. In this sub-sta- 


The Interior of the Sub-station Is Well Arranged and Well Lighted 


is arranged with steel sash for the full length of the building. 
All sash are 6 ft. 10% in. high. 

Each of the four sections of the house is equipped with an 
elevator having 9-ft. by 9-ft. doors and a platform measur- 
ing 9 ft. 4 in. by 17 ft. They are completely enclosed in 
8-in. terra cotta wells. Each section is also equipped with 
two platform scales measuring 3 ft. 9 in. wide by 11 ft. 
long. One drop gangway bridge has been installed per 
section and provision has been made for the installation of 
a second. Freight will be handled by means of cargo hoists 
carried from a steel superstructure over the dock side of the 
building. This cargo hoist superstructure is 65 ft. above the 
dock floor level and extends the full length of the building 
with a walkway in conjunction with it to facilitate the chang- 
ing of unloading tackle. Two standard-gage tracks adjoin 
the rear of the building. Provision has been made for a 
battery charging room as it is expected that electric tractors 
will be used in the operation of the freight house. 

The open storage arrangement consists of four tracks 17 ft. 
center to center along the dock, adjoining which there is an 
open storage space 55 ft. wide and 1,100 ft. long. The two 


tion the power is again metered, transformed and distributed 
for both steel company and railroad apparatus. 

The sub-station apparatus provides for electric power of 
four different characteristics, namely, constant current for 
series lighting, 250-volt direct current for the operation of 
cranes, locomotives and other power apparatus, 220-volt 
alternating current for the multiple lighting lines, and 3 
phase, 220-volt alternating current for the operation of 
motors. 

All of the large power transformers are located in a wir 
enclosure outside of the sub-station and a bank of smalle 
transformers for lighting and power are mounted on the e! 
trance pole structure. After being carried through the hig 
tension oil switches, all the 13,200-volt power is carried out 
side to the transformers and back a second time at a lowe 
voltage through bushings for connection to a static condenser 
and for the operation of two 500-kw., 250-volt direct current 
6-phase, 60-cycle synchronous rotary converters. The 250 
volt direct current power is used for the operation of the un 
loaders, the locomotives, and the transfer table. High peak 
loads which may be occasioned by the operation of the power 
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apparatus would increase the rate at which power is paid for 
and for this reason, a fly wheel generator set was installed to 
take care of sudden load peaks. This set consists of a 13-ton 
fly-wheel connected to a 500-kw., 250-volt direct current gen- 
erator, the speed of which varies from 1,000 to 1,200 r.p.m. 
A separate exciter mounted on the generator shaft provides 
field current for the generator and operates in conjunction 
with a regulator similar to a voltage regulator. The regula- 
tor causes the set to carry a portion of the load momentarily 
when the current requirement of the unloaders and locomo- 
tives is large. 

The locomotives were built by the General Electric Com- 
pany and develop a draw bar pull of 12,500 Ib. at a speed of 














The Deck of the Transfer Table—Two Electric Locomotives 
Showing Poling Arms in Two Positions 


eight miles an hour. The current is collected from two in- 
sulated conductor rails placed between the two running rails 


and protected by a covering of plank. The covering affords . 


protection for those who must walk about on the track and 
also provides for protection against short circuits caused by 
iron ore falling on the track. 

An enginehouse provides space for housing four locomo- 
tives and includes also a pit section on which a fifth may be 
placed for repairs. One room in the enginehouse is given 
over to two motor-driven air compressors which supply air 
through a 4-in. air line to the Claremont yard and also for 
local trains. The air compressors are Chicago Pneumatic 
Simplate valve compressors, size 15-9 by 19 and are driven 
by 125-hp. 3-phase, 60-cycle, 440-volt General Electric 
motors running at 860 r.p.m. The 440-volt alternating cur- 
rent power is provided from the 13,200 volt line through a 
bank of transformers mounted’ on a pole structure just out- 
side of the enginehouse. The air pressure is maintained 
between certain limits by Cutler-Hammer full-automatic 
control apparatus. Cooling water for the air compressors is 
provided by a Gould centrifugal pump driven by a 3-hp., 
60-cycle, 1,750 r.p.m. Westinghouse induction motor. A hot 
air furnace and a motor driven fan are used to supply heat 
for the enginehouse. 

The dredging in connection with the construction formed 
a considerable item since it was necessary to move about 
414 million yards, much of which had to be re-handled 
because of the class of material encountered. A total yard- 
age of approximately six million was thus moved by hy- 
In addition to this 
about one-half million yards were dredged by clam shell at 
the outer end,of the channel, taken to sea and dumped. Work 
was prosecuted in 10-ft. stages, one 20-in. dredge being used 
at first. 

This was later augmented by a 26-in. 
owned machine. Working singly, material was pumped 
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efficiently for distances up to 5,000 ft. while distances up to 
10,000 ft. were attained when the two were worked in 
parallel, booster fashion. ‘These machines were operated 
cdntinuously, the men working on three shifts. Daily yard- 
age handled ran from 6,000 to 21,000 cu. yd. 

The Claremont terminal project was designed by and con- 
structed under the direction of the engineering department 
of the Lehigh Valley, G. T. Hand, chief engineer and J. J. 
McCleece, architect, with W. R. Johnston, terminal engineer 
in direct charge of the field work. The dredging was 
handled by one company plant and by the Gahagan Dredg- 
ing Company, Brooklyn. The contractor for the warehouse 
was the Henry Steers Company, New York City. The ore 
handling equipment was furnished by the Wellman-Séaver- 
Morgan Company, Cleveland, Ohio, and the Meade-Morri- 
son Manufacturing Company, East Boston, Mass. 


I. C. C. to Keep Posted on 
Transportation Needs 


Wasurnecton, D. C. 

OMMISSIONER AITCHISON of the Interstate Commerce 
} Commission has recently addressed a letter to the 

presidents of the Class I railroads advising them that 
hearings in the commission’s investigation of the adequacy 
of the locomotives and cars and of the car service of the 
railroads will begin on May 28, and calling for a large 
amount of statistical information to give the commission 
complete knowledge of the steps taken and to be taken to 
provide adequately for the transportation needs of the 
country during the present year. The commission is not 
unmindful, he said, of the program recently adopted by the 
railroads. 

“The importance of making this program, or some 
other program, promptly effective is apparent and it is 
our purpose to so closely follow the matter that the extent to 
which it is worked out in practice may be currently known.” 

Among the data called for are statements showing for 
monthly periods the estimated number of freight cars, by 
classes, required to meet current needs, and steps taken. to 
meet those needs. As much of the information called for 
is now currently filed by the carriers with the American Rail- 
way Association, Mr. Aitchison suggested that it would prob- 
ably simplify matters if the information sought is filed with 
the commission by the carriers jointly through the Car Serv- 
ice Division. 

Chairman Gormley of the Car Service Division has ar- 
ranged to furnish the commission about the tenth of each 
month a statement showing the results obtained under the 
program adopted at New York on April 5, during the pre- 
vious month, but he asked for a reconsideration of some of 
the requests of the commissioner which would require addi- 
tional reports from the railroads. Commissioner Aitchison 
replied that it was not desired that the carriers compile any 
statistics which will be unduly burdensome if statistics now 
prepared substantially meet the requirements. He, there- 
fore, modified his request so that reports as made to the 
Car Service Division will comply, with two or three excep- 
tions as to which the Car Service Division is modifying its 
report forms. These will, therefore, now show freight cars 
and locomotives building in railroad shops separately from 
those on order and will separate the freight cars and locomo- 
tives turned out of shops as between heavy and light re- 
pairs. 

Mr. Aitchison had asked for a weekly statement showing 
cars ordered and cars furnished for certain specified com- 
modities which move in other than open top cars and as to 
which this information is not now compiled, but since there 
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is now no appreciable shortage, according to the reports, he 
said that for the time being it will not be necessary to supply 
information other than that currently compiled. If a serious 
car shortage should be experienced in the immediate future, 
he said, the commission would want some such information. 

The commission has postponed until further order so much 
of its supplemental order entered March 23 requiring the 
railroads, respondent to its proceeding regarding the ade- 
quacy of locomotives and cars, to furnish the commission 
with information called for in Appendix S to its question- 
naire calling for classified statistics regarding cars loaded 
with various commodities, miles hauled, etc. 


Progress Made in 
Transportation Program 


Wasuincton, D. C. 

HE CAR SERVICE DIVISION of the American Railway 

Association, in accordance with the directions of the 

board of directors, has prepared a statement of the 
progress made on the “Program to Provide Adequate Trans- 
portation,” as approved by the members’ meeting of the 
American Railway Association and of the Association of 
Railway Executives on April 5. 

Subsequent reports will be made on or about the tenth of 
each month covering the progress made during the preceding 
month and will be sent to all interested. 

The total cars of revenue freight loaded for the 17 weeks 
to April 28 inclusive shows a consistent increase above the 
estimated figures as well as far in excess of the total for the 





1923 1922 1921 1920 

Grain and grain products.. 715,590 732,397 636,261 569,175 
IX eee ae 549,877 483,442 491,493 512,490 
See  divnkeal ae ceweed eae ees 3,151,544 2,639,276. 2,481,086 3,059,967 
ES ath ein gurantee aarti a 255,463 135,855 129,602 180,683 
Forest products........... 1,213,244 869,886 833,194 1,041,491 
EE ae eee ee 228,055 98,753 122,754 248,168 
Mdse., L. C. L. and misc.. 8,980,613 7,804,944 7,144,257 7,933,434 

cud turwewanacs 15,094,386 12,764,553 11,838,647 13,545,408 





same periods of the previous years for which we have record. 
Above is the cumulative loading by commodities and 
total for the first 17 weeks of 1923 compared with the cor- 
responding period of previous years. 

The statement also gives the following showing the .prog- 
ress made in various directions: 
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New Equipment Put 1n SERVICE AND ON ORDER 


Put in service 


Jan. 1, to On order 

Cars May 1, 1923 May 1, 192 
eR aie i ig ie mr 22,826 49,737 
eee 5,545 14,795 
SE “aiihwpu eo valaaeewina an Mes 19,130 46,194 
BR, irc are Pancreas uke ete eae 1,368 1,981 
WR avaal hcg. cee Ghd dnrabaccik woe eee ee 893 2,049 
GN ob kote beocse cen necaes 389 1,000 
ER ic cate Kia ote a oe ak 50,151 115,756 
DING. i soe sccoaniaae was 1,228 1,956 


Aut Freigut Cars AwaitTInG REPAIRS 


January 1, 1923 May 1, 1923 
Heavy ..... 164,041 cars, or 7.2% Heavy 151,435 cars, or 6. 
PS ewes 51,970 cars, or 2.3% Light 59,070 cars, or 2 
peas 216,011 cars, or 9.5% Total 210,505 cars, o1 

STEAM Locomotives AWAITING REPAIRS 

January 1, 1923 Mav 1, 1923 
Heavy ..-. 13,587 loco., or 21.1% Heavy 12,473 loco., or 19.4% 
Light page 1,962 loco., or 3.0% Light sores 1,658 loco., or 2.6% 
i a 15,549 loco., or 24.1% aa 14,131 loco., or 22.0% 

RatLROAD Furet Srocks 

January 1, 1923 May 1, 1923 
Tons in 7 eee 2,443,460 Tons in cars.... sesee 2,630,955 
In stock piles..cccccces 4,313,426 In stock piles.......... 4,842,393 
BOONE 4b edhes axe acubass 6,756,886 2 coece 8,401,348 


Tons Per Car and Miles Per Car Per Day 


Enough figures are not available at this time to show the 
progress being made to reach the goal of 30 tons and 30 
miles per car. From the increased amount of freight being 
handled by the railroads it is evident that figures for March 
and April will show an improvement over January and 
February. 


Freight Car Loading 


Wasuincton, D. C. 

EVENUE freight car loading during the week ended 

May 5 was slightly below that for the preceding week, 

but the total, 961,029, was far in excess of any pre- 
vious figures for the corresponding period of the 
year. This represents an increase of 213,829 as 
compared with the corresponding week of last year 
and of 239,307 «as compared with 1921. As _ com- 
pared with last year, there was an increase of 100,- 
000 cars in the loading of coal, 15,000 cars in the loading of 
forest products, 26,000 in ore, 68,000 in miscellaneous. The 
ore movement showed an increase of 13,000 cars over the 
preceding week. The movement of grain and grain prod- 
ucts, coal, forest products and miscellaneous decreased. 





SumMarkyY Aut Districts, Comparison or Totats Tunis Year, Last Year, Two Years Aco. Week ENprep Sarurpay, May 5, 1923 


Grain 
and grain Live 

Districts Year products stock Coal Coke 
Eastern ......s<:ss+> 1923 6,121 3,182 55,166 4,185 
192 9,022 2,967 8,226 1,336 

Allegheny 1923 2,010 2,495 54,238 6,999 
1922 1,989 2,558 12,241 4,315 

Pocahontas . . Re 10 114 23,354 489 
192 187 47 25,922 300 

Southern . 1923 3,761 2,220 21,158 1,442 
1922 3,139 2,020 20,822 585 

Northwestern _ . 1923 8,600 9,169 4,107 1,363 
1922 11,209 8,079 2,850 1,265 

Centralwestern weve 3980 9,550 13,582 13,931 476 
1922 10,817 11,915 3,385 161 

Southwestern ~ 1923 3,845 2,746 3,912 146 
1922 3,556 2,358 1,679 172 

Total West, Dists . 1923 21,995 25,497 21,950 . 1,985 
1922 25,582 22,352 7,914 1,598 

Total all soads.. ~- 1923 34,097 33,508 175,866 15,100 
1922 39,919 29,944 75,125 8,134 

192] 34,705 27,320 144,874 4,691 

Increase compared... 1922  ...... 3,564 100,741 6,966 
Decrease compared... 1922 [ae )0=CsCwasaese 06C CSC 
Increase compared... 1921 ~~ ...... 6,188 30,992 10,409 
Decrease compared... 1921 . oe ee eee 
 Bisgesdanes xen 1923 34,097 33,508 175,866 15,100 
GS ey 36,922 31,703 180,127 15,729 
SE Ms 4 Gs se hedeee 1923 38,125 33,317 179,762 16,010 
OEE Es a 39,329 30,319 182,356 16,014 
SO ere 1923 39,353 30,883 164,089 16,076 


Totai revenue freight loaded 
t= oe ——- 
Corresponding period 

, 





Forest Mdse. Miscel- —-—— —— 
products Ore we ok laneous 1923 1922 1921 
5,494 4,319 66,582 97,934 242,983  ..... aac 
5,160 1,990 70,304 a... 179,605 179,728 
4,007 6,874 48,327 88,686 213,63¢ — se 
2,910 2,377 49,765 * ae 142,263 143,957 
1,978 295 6.527 5,357 38,324 ae: 
1,390 31 6,079 See = so sawwe 38,012 31,891 
23,865 1,585 39,858 45,339 139,228 nie Pr 
18,005 953 37,176 39,946 ‘aie 122,646 108,02 
19,045 21,162 29,947 39,860 133,253 ~~ : ‘ 
16,860 3,815 30,316 32,214 ee 106,608 97 ,368 
9,863 3,158 34,995 52,384 137,935 : ce ab 
6,343 1,859 34,950 eer 110.073 102,965 
7,902 550 14,609 21,956 55,666 siti P 
6,177 435 14,020 >. ie 47.993 87.786 

36,810 24,870 79,551 114,200 326,858 ee 

29,380 6,109 79,286 XX. ee 264.674 58,11! 
72,154 37,943 240,845 351,516 961,029 . 

56,845 11,460 242,610 BONGefwewaes 747,201 

48,116 12,794 215.286 3 7 
15,309 pers 68,353 213.820 

apt ey 1,765 a alas ed te an 

24,038 25,149 25,559 117,580 239,307 

72, 37,943 240,845 351,516 961,029 747,20 721,722 

77,255 24,135 241,388 356,435 963.694 751,111 721,08 

80,14( 19,903 238,520 351,966 957,743 706,137 704,632 

77.313 18,296 238,636 344,496 946,759 700,155 702,116 

73.9 15,381 234,208 321,820 895,767 706,013 694,881 
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Railway Development Officers Meet in St. Louis 


Active Discussion on Good-Will Building and Industrial 
Track Leases Feature Annual Convention 


HE FIFTEENTH ANNUAL CONVENTION of the American 
Railway Development Association was held in the 
Chase Hotel, St. Louis, Mo., on May 9,10 and 11, with 
President J. B. Lamson, agricultural development agent of 
the Chicago, Burlington & Quincy, presiding over the gen- 
eral sessions and Matt Lucy, Missouri Pacific, and W. H. 
Hill, New York Central, in charge of the separate sessions 
on industrial and agricultural topics respectively. Daniel 
Upthegrove, president of the St. Louis Southwestern, ad- 
dressed the association, as did also Robert S. Binkerd, as- 
sistant to the chairman of the Association of Railway Ex- 
ecutives, Joseph H. Beek, executive secretary of the National 
Industrial Traffic League, C. B. Hutchings, director of trans- 
portation of the American Farm Bureau Federation and W. 
Frank Carter, a director of the Missouri-Kansas-Texas. The 
subject of public relations figured prominently in the dis- 
cussions. 

The Association officially expressed its belief that there 
should be a fitting celebration of the hundredth anniversary 
of railways. This sentiment was expressed in the form of a 
resolution, recommending “that the railroads should give 
serious and immediate consideration to the holding of a cen- 
tennial celebration, fully national in scope and representa- 
tive of the combined energies of all American railroads”; 
and declaring itself “ready and willing to co-operate in con- 
ducting the necessary preparations directed to this end.” This 
resolution will be brought to the attention of the American 
Railway Association, with a view to arousing further interest 
in this subject. 


Daniel Upthegrove Predicts An Industrial Shift 


Expressing regret that many railway officers are so bur- 
dened with the details of their immediate work as to miss 
the larger view of things which is so important in meeting 
present day problems, Daniel Upthegrove, president of the 
St. Louis Southwestern, portrayed the degree to which in- 
dustrial development and civilization itself has depended 
upon the development and the expansion of the railroads. 
While railway men can point with pride to the present im- 
portance of railroads to industry, he pointed out that they 
must not overlook the degree to which the railroads in turn 
are dependent upon industry. The truth of this is borne 
out especially by the situation in the southwest where a large 
portion of railway equipment must lie idle through the greater 
part of the year because of the lack of industries. Mr. Up- 
thegrove, however, predicted a shift in industry which will 
improve conditions in the western sections. Dwelling upon 
the advantageous position occupied by the development 
officers in promoting the interest of railroads, he pictured 
the relationship between industry and railroads as a part- 
nership, with the development officers occupying a middle 
ground and acting as representatives of both parties. These 
railroad officers will serve the interest of their railroads best 
by cultivating the industries in their jurisdiction. One of 
the railroads’ chief troubles, he asserted, is the lack of con- 
tact with the people along their line which the development 
officers particularly are in a position to establish. 


Farm Bureau Proposes 
Local Transportation Committees 


C. B. Hutchings, director of transportation, American 
Farm Bureau Federation, reminded the railroads of their 
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continuing duty to take care of the people and the country. 
He divided the people of the country into three classes, 
business men, labor and farmers. It is the farmers, he 
asserted, who hold the balance of power and who will ulti- 
mately determine the fate of the railroads. It is essential 
that the farmers and railroads understand each other. Other- 
wise both interests are bound to suffer. At the present time 
the farmers do not have the facts and have been agitated by 
car shortages. One great fault in the prevailing situation, 
he declared, is the lack of a contact between the railroads 
and farmers at points of shipment. To remedy this it is 
proposed so to arrange that each county farm bureau will 
have a transportation committee, upon which the railroads 
are to be represented. All grievances that arise in the locality 
will be reviewed by this committee, which will also place 
itself at the service of the farmers in other ways. 

W. Frank Carter, chairman of the Citizen’s Committee of 
St. Louis, and a director of the Missouri-Kansas-Texas, 
speaking at the banquet held on the evening of the second 
day, vigorously opposed the grouping of railroads as a solu- 
tion of the transportation problem and argued that there was 
nothing constructive in the talk of consolidation. Dwelling 
upon the situation in the southwest, he argued that the effect 
of the proposed grouping there would make St. Louis a 
way-station. 


Public Should Know the Facts 


Joseph H. Beek, executive secretary of the National In- 
dustrial Traffic League, appealed to the development officers 
to use their influence on every occasion to improve the pre- 
vailing political situation as affecting transportation. The 
divers attacks being made upon railroads and other attempts 
to harass them, he declared, are traceable to a well organized, 
though not obvious plan to force the “most efficient trans- 
portation system in the world” into government ownership. 
He pointed to Italy’s experience as an example of what this 
country might expect from such an occurrence. In the 67 
years during which the railroads in Italy have been govern- 
ment owned, the expenses have increased more than the 
revenues, leaving a deficit each year to be made up by taxa- 
tion. During the same period the number of employees in- 
creased 46 per cent. He referred tothe fact thatin the United 
States, the number of men employed on railroads in 1920 was 
289,956 larger than in 1917, and the wages paid about $1,- 
942,000,000 greater, which, while not altogether chargeable 
to Federal control, were held not to be void of meaning. As 
a further argument in support of the inefficiency of govern- 
ment ownership, he presented statistics showing that where 
loss and damage amounted to $35,000,000 in 1917, it ad- 
vanced to $55,000,000 in 1918, increased to $104,000,000 
in 1919, and reached $119,000,000 in 1920, whereupon, with 
the resumption of private ownership it fell to $92,000,000 in 
1921 and dropped to $50,000,000 in 1922. Mr. Beek laid 
special emphasis upon the ominous trend of taxes charged 
against railroads, reporting that during the period from 1911 
to 1922, railroad taxes had increased 91 per cent, the taxes 
per mile increasing from $680 in 1911 to $1,179 in 1921 and 
to $1,302 in 1922, the last figure being equivalent to $100 per 
acre of right-of-way as compared with a maximum of $2.20 
for farm property. It is by familiarity with such informa- 
tion, said Mr. Beek, that development officers can render 
their employers and the country a valuable service. The 
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people must be shown that it is idle to expect railroads to 
provide adequate facilities and serve the public properly 
without revenues which will make it possible for them to 
develop their properties. 

Robert S. Binkerd, assistant to chairman, Association of 
Railway Executives, New York, further emphasized the im- 
portance of public relation work by railroads and the in- 
fluential position occupied by members of the association for 
service in this direction. While dwelling somewhat upon the 
seriousness of the prevailing situation, he declared that the 
future of the railroads is in their own hands and left the 
impression that if the railroads will apply themselves to 
correcting misunderstandings as vigorously as they have ap- 
plied themselves to reducing operating costs and improving 
operating conditions since federal control, the results will be 
striking. In this connection, he pointed optimistically to the 
fact that there was never a time when the railroads attached 
as much importance to public relations work as at the present 
time. It is not sufficient, however, he pointed out, to rely 
upon the activity of centralized bureaus for the conduct of 
this work, experience having proved conclusively that this 
system alone is of limited value. To achieve success in public 
relations work, the railroads must have direct contact. The 
stand which should be taken toward the Transportation Act, 
in view of the attacks being made upon it, stated Mr. Bin- 
kerd, should be one of support, in the knowledge that the 
Transportation Act, whatever its faults, has justified its 
existence because of the protection afforded transportation 
from political interference. 


Loss and Damage on Farm Products Runs High 


In a paper on freight claim prevention J. Marshall, of the 
freight claim division of the American Railway Association, 
developed the extent of the losses which the railroads suffered 
in handling farm produce. During the 20 years prior to 
1921, payments for loss and damage claims increased 815 
per cent, as compared with an increase of only 223 per cent 
in revenues. The loss and damage bill for 1922 was $48,- 
048,999 as compared with $96,730,376 in 1921, a reduction 
of 50.3 per cent. Fresh fruit and vegetables represented 18.4 
per cent of the total loss and damage bill; grain, 5.6 per cent; 
live stock, 4.2 per cent; eggs, 1.5 per cent; butter and cheese, 
0.8 per cent, and cotton, 0.9 per cent. 

Considering only carload traffic, it was shown that the 
loss and damage claims paid on shipments of fresh fruit and 
vegetables amounted to $8,453,324 in 1922, or 27.2 per cent 
of the total carload loss and damage suffered by railroads. 
It was shown that 32.5 per cent of this large damage re- 
sulted from delays, 23.1 per cent from rough handling, 12 
per cent from defective refrigeration and ventilation, and 
18.4 from defective heaters and other causes. As a means 
of reducing the loss and damage bill of railroads still 
further, he advocated inspection at origin and destination. 

The effect of shipping point inspection, asserted H. B. 
Rogers, Erie, is not only beneficial to the railroad through 
the reduction in loss and damage claims, but, indirectly 
through the improved condition of the region affected. While 
government inspection is beneficial, he argued that the rail- 
roads must also have individual inspection, especially when 
handling perishable produce. B. A. Little (C. & N. W.) 
condemned federal and state inspection at the shipping point 
as “inefficient and unreliable.” ‘The best results,” he de- 
clared, “come from well-organized inspection bureaus, rather 
than from political organizations.” J. H. Miller (D. & R. 


G. W.) agreed with Mr. Little, but cautioned against over- 
looking the weight given to government inspection by the 
courts. He declared that a uniform system of shipping point 
inspection will save the railroads millions of dollars, in sup- 
port of which he cited the experience of the Pennsylvania, 
which has saved about $750,000 per year, as a result of es- 
tablishing shipping point inspection service. 
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The discussions held by the industrial section disclose 
decided differences in many of the methods and policics 
pursued by the railroads in the construction and management 
of their industry, properties and tracks. The discussions 
indicated that, with the exception of the Delaware & Hudson, 
all of the roads represented, when constructing temporary 
tracks, charge the industry with the entire cost of track 
under an agreement providing for the refunding by the rail- 
roads of the value of at least all metal materials if the track 
should be removed. On the Delaware & Hudson it is the 
practice to put in temporary tracks under the same terms as 
permament tracks, the road constructing the track from the 
switch to the clearance point at its own expense. On the 
St. Louis Southwestern it is discretionary with the railroad 
to take the tracks back. The general practice when extend- 
ing house or team tracks by moving the switch is to maks 
the industry pay the expense of construction, the ownership 
remaining in the railroad. On the Soo Line, however, W. 
H. Schutt reported that such additional facilities are pro- 
vided without charging the industry for such construction. 

It is the policy of the Big Four, according to John C. 
Emig, to require surety bonds of shippers to cover extra 
hazardous risks by reason of unloading or loading devices 
installed on or over tracks, the other roads present relying 
instead upon the liability clause in the agreement for their 
protection in such contingencies. The statement of John C. 
Emig that the Big Four apportions charges for maintenance 
against industries occupying tracks according to the respec- 
tive business handled met with disapproval, the general 
practice being to assess the property according to the track 
frontage, some roads showing an inclination to favor the prac- 
tice of making the charge on a flat rate basis. All the roads 
represented require industry track agreements from new in- 
dustries locating cn existing tracks constructed for others, 
while it is the general practice for the industry to pay for the 
removal of telegraph or telephone poles made necessary by 
the construction of industry tracks. A discussion of the policy 
of roads with respect to leasing rail to industries to con- 
struct private tracks, disclosed the fact that neither the Kan- 
sas City Southern, the Big Four, the Delaware & Hudson 
or the St. Louis Southwestern make a practice of leasing 
rail for such purposes, while the other roads represented, 
including the Soo and the Burlington are agreeable to leasing 
rail at nominal rentals. On the Missouri Pacific the track 
must usually extend for more than a mile before rail will 
be leased for this purpose. 

Considerable interest was also shown in a suggested plan 
of solving the problem of liability insurance. At the present 
time, it was pointed out, the insurance laws forbid the issu- 
ance of insurance policies covering liability, property and 
fire loss, while on the other hand the liability clauses in- 
corporated in side track contracts or lease agreements do 
not furnish an adequate protection to the railroad from losses 
encountered from these causes. To meet this situation, an 
insurance policy has been devised which is based on the 
right of subrogation, between the industry and railroad, the 
industry taking out the policy and the insurance company 
acting as the agent of the railroad for all three liabilities 


Preferable to Lease Property to Industries 


Some difference of opinion arose with regard to the proper 
method of placing industry tracks installed prior to the 
standard form of agreement. In such a contingency, the 
Missouri Pacific, the Big Four, and the Delaware & Hudsot 
refuse to serve the industry until a new agreement is entered 
into, while on the Missouri-Kansas-Texas and the Chica0 
Burlington & Quincy such recourse is considered imp 
ticable. It was the consensus of opinion that railr 
should be willing to lease their right-of-way for industrial 
use. As against the stand taken by the Delaware & Hud 
as reported by George Bates, of discouraging industries trom 
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locating on railroad property, O. F. Scudder (C. B. & Q.) 
argued that the leasing of such property, where possible, 
establishes a relationship between the railroad and industry 


which is mutually beneficial. 
far as to sell locations on right-of-way, but in general this 
practice was discountenanced, a lease being preferred. 

When executing agreements for side tracks, the Delaware 
& Hudson and the Chicago, Burlington & Quincy, depend 
upon the three-party agreement in order to obviate any trouble 
that may arise from not having the signature either of the 
owner or the tenant of the property as the case might be. 
On the Baltimore & Ohio and the Missouri Pacific, the 
agreement is entered into with the industry rather than the 
owner, While on the Soo, according to W. H. Schutt, the 
agreement is entered into with the owner, rather than the 
tenant, the agreement stipulating that no assignment may 
be made without the railroad’s consent. 

After considerable argument and in the face of consider- 
able opposition, the section adopted a recommendation sug- 
gested by W. H. Schutt, Soo Line, calling for the leasing 
of pipe line rights to oil companies at a minimum rate of 
$10 per year, the objection to the prevailing practice, aside 
from the lack of uniformity, being the failure of many leases 
to require a charge after the first year, as a result of which 
trouble is entailed in keeping track of such leases. 

Other subjects discussed at the convention included papers 
on The Result of Public Relation Meetings on the Chicago 
Great Western by T. A. Hoverstad, and on The Use of 
Warehouse Receipts for Credit by T. T. Cole, St. Louis 
Southwestern; a paper describing the institute for research in 
land economics by Dr. Richard T. Ely, professor of econom- 
ics, University of Wisconsin, and discussions on community 
development and the value of co-operation with various 
organizations. 

The following officers were chosen to serve for the coming 
year: president John F. Fox, assistant general immigration 
agent, Northern Pacific, St. Paul, Minn.; first vice-president, 
J. F. Jackson, general agricultural agent, Central of Georgia, 
Savannah, Ga.; second vice-president, A. Leckie, industrial 
agent, Kansas City Southern, Kansas City, Mo.; secretary- 
treasurer, W. H. Hill, agricultural agent, New York Central, 
Chicago. The next meeting will be held at Savannah, Ga. 


Who Will Represent the Public 
in Valuation Proceedings? 


COMMON CHARACTERISTIC of the politicians who pre- 
A tend so vociferously to represent the public in their 

efforts to stir up hostility to the railroads and other 
corporations appears to be their lack of confidence in other 
representatives of the public. Senator La Follette, in his 
statement announcing the valuation conference called by the 
“progressives” to meet in Chicago next week, referred to it 
as “the first concerted movement to insure proper representa- 
tion of the public interest in the valuation proceedings before 
the commission and the courts.” In three other places in the 
announcement the statements were made that “the public 
interest was not being properly or adequately protected,” 
that “the commission has been in the position of having only 
one side—the railroads—adequately represented before it,” 
and that “the public interest has not been and is not now be- 
ing effectively represented.” In three more places announce- 
ment was made of the intention and purpose of the con- 
erence to “effectively and vigorously” maintain, and “to 
‘romote and protect” the “immense public interest’? involved 
in these valuation proceedings so that “the commission will 
not be obliged to bear the entire burden of protecting the 
eople’s rights.” 
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One might almost gain the impression from all this 
language that the public interest had heretofore been rather 
lost sight of in the administration of the valuation law, for 
which Mr. La Follette has heretofore claimed some credit, 
at the hands of the Interstate Commerce Commission, whose 
eleven members were appointed by successive Presidents 
and who include at the present time six men who formerly 
represented the public as state railroad commissioners and 
one who for many years was repeatedly elected to Congress. 

However, Senator La Follette has since given out copies 
of his correspondence with the Interstate Commerce Commis- 
sion, in which he had been informed by the commission un- 
der date of April 4, or over a month before the call for 
the conference was issued, that it has permitted any one 
to file protests and intervene in hearings when they signify 
a desire to do so and that “state commissions individually 
and through the National Association of Railway and 
Utilities Commissioners, labor organizations and others, have 
participated in the valuation hearings and arguments.” As 
this shows clearly that some attempt has been made to 
represent the public, unless it is to be understood that 
Senator La Follette believes the state commissioners and 
representatives of the labor organizations referred to have 
been actuated by selfish or personal motives, we must as- 
sume that the reiterations which form so large a part of 
the recent announcement regarding the conference are to 
be taken as applying to the quality of the representations 
heretofore made and the ability of those who made them. 

Certainly Senator La Follette was aware of the fact that 
the association of state commissioners has been exceedingly 
active in its participation in the valuation proagpings from 
the start, that it has continuously maintained ar Washington 
representative for that purpose, first Clyde B. Aitchison, 
who was later appointed a member of the federal commis- 
sion, then Charles E. Elmquist, and now John E. Benton, 
general solicitor of the National Association of Railway and 
Utilities Commissioners. The association has also main- 
tained a valuation committee which has been somewhat 
active and many detailed protests to the tentative valua- 
tions served by the commission have been filed by various 
state commissions. Five states have already protested 
against the recent Great Northern valuation. 

When the senator and his progressive associates say 
that these gentlemen have not “properly” or “adequately” 
or “effectively” represented the public, they must be re- 
ferring to the results they have attained, not to the efforts 
they have made. The Interstate Commerce Commission 
tentatively estimated the value of the railroads for rate- 
making purposes at $18,900,000,000 as long ago as 1920, 
since when a considerable additional investment has been 
made, and, of course, the La Follette valuation law was 
never intended by its advocates to produce any such re- 
sult. However, when it is considered that the valuation 
figures contended for by some of the railroads would result 
in a total nearly as far above the commission’s tentative 
valuation as that advocated by La Follette, Brookhart and 
some others would be below the commission’s figure, it 
would appear that, if the public’s interest lies in a low 
valuation, it has been represented by some one to some ef- 
fect thus far. The “progressive’s” statement says that the 
difference between the valuation contended for by the rail- 
roads and the basis of valuation which is being advocated by 
“responsible public authorities’? amounts to about ten billion 
dollars. 

If these unnamed responsible public authorities are that 
close to the railroads, La Follette and his crowd had better 
get after them too. And if, in the course of human events, 
La Follette and Brookhart should themselves disagree by 
a billion or two in their appraisal of the railroads (as may 
result if the latter continues to follow the Wall street quo- 
tations), just as Clifford Thorne and the late Glenn E. 
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Plumb occasionally failed to make their figures jibe at the 
time they were so improperly, inadequately and ineffectively 
representing the public where shall the lonely Interstate 
Commerce Commission turn for relief from its burden. 


Appointments to Labor 
Board and I. C. C. 


Wasuincton, D. C. 

RESIDENT HARDING on May 11 announced the appoint- 
Pp ment of three members of the Railroad Labor Board to 

fill the vacancies which have existed since April 15, 
and also the appointment of Frank McManamy, manager 
of the department of equipment in the Division of Liquida- 
tion Claims of the Railroad Administration, as a member 
of the Interstate Commerce Commission to succeed Winthrop 
M. Daniels, resigned to become Strathcona professor of 
transportation at Yale University. All of the appointments 
are subject to confirmation by the Senate, but in Mr. Mc- 
Manamy’s case the term for which he is appointed will ex- 
pire at the end of the year, or soon after the next Congress 
meets. 

The delay in making the appointments to the Labor 
Board had caused considerable comment because there had 
been repeated announcements from the White House for the 
past month that they would be made in a few days. The 
prompt appointment of a new member of the Interstate Com- 
merce Commission, however, came as somewhat of a surprise 
because the resignation of Mr. Daniels had received very 
little publicity. 

R. M. Barton, who has been a member of the Railroad 
Labor Board since its organization in 1920, and who was 
its first chairman, was reappointed as one of the three repre- 
sentatives of the public on the board. He was formerly a 
judge of the Tennessee court of civil appeals. Horace 
Baker, who was formerly general manager of the Cincin- 
nati, New Orleans & Texas Pacific, and who has also been a 
member of the board since its organization, was reappointed 
as a representative of the carriers. The terms of Mr. Barton 
and Mr. Baker had expired on April 15. E. F. Grable, for- 
merly grand president of the United Brotherhood of Main- 
tenance of Way Employees and Railway Shop Laborers, was 
appointed as member of the labor group, succeeding Albert 
Phillips, who has served for a three-year term and was 
formerly vice-president of the Brotherhood of Locomotive 
Firemen and Enginemen. All three appointments are for 
the full term of five years. The representatives of the car- 
riers and of labor were selected from nominations made by 
the railroads and by the labor organizations. 

Mr. Daniels has been a member of the Interstate Com- 
merce Commission since 1914. He was formerly professor 
of political economy at Princeton University and from 1911 
to 1914 was a member of the New Jersey Board of Public 
Utility Commissioners. His first term as a member of the 
Interstate Commerce Commission expired in December, 1916, 
and his corifirmation by the Senate was delayed by the op- 
position of the “progressives,” both at the time of his orig- 
inal appointment and when he was reappointed. His second 
term would expire at the end of this vear. 

In connection with the announcement cf Mr. McManamy’s 
nomination at the White House he was referred to as a 
representative of labor. It is understood that he was en- 
dorsed by the railroad labor organizations but that he also 
had the support of a number of railroad officials. The 
President has indicated several times his policy of giving 
representation on the commission to various groups or in- 
terests. At the time the appointments were announced, it was 
stated at the White House that Commissioner Cox repre- 
sented the commercial travelers and that Commissioner 
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Campbell represented the agricultural interests. President 
Harding had also appointed Commissioner Potter, who was 
a railroad officer, Commissioner Esch, who had had long 
experience with railroad legislation in Congress, Commis- 
sioner Lewis, who was a state railroad commissioner, and 
had reappointed Commissioners Aitchison, Eastman and 
McChord, who had also formerly been state railroad com- 
missioners. Mr. McManamy’s appointment represents one 
of the few cases in which a former subordinate in the com- 
mission has been appointed a member of the commission. 

Mr. McManamy was born near Altoona, Pa., in 1870 
and entered railway service in the maintenance-of-way de- 
partment of the Pennsylvania in 1886. He was then in the 
service of various railroads in the maintenance-of-way de- 
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partment and as shop employee, locomotive fireman, locomo- 
tive engineman, air brake instructor and engineer of tests 
and was for a time manager of the western district for the 
air brake department of the International Correspondence 
Schools. He entered the service of the Interstate Commerce 
Commission on February 8, 1908, as inspector of safety ap- 
pliances. While serving in that capacity he was a member 
of the committee which drafted the present safety appliance 
standards. In 1911 he was appointed to the position of 
assistant chief inspector of locomotive boilers of the Inter- 
state Commerce Commission. In 1913 he was promoted to 
chief inspector of locomotives. After the government took 
over the railroads, he was appointed in February, 1918, man- 
ager of the locomotive section of the United States Railroad 
Administration, retaining his office with the Interstate Com- 
merce Commission, but on July 1, 1918, he resigned from 
the commission and was appointed mechanical assistant to 
the director of the Division of Operation, having jurisdiction 
over the car repair and inspection and test sections and 
general charge of matters pertaining to locomotive and car 
equipment. In connection with this work he was chairman 
of the committee on standards for locomotives and cars. 
Since the termination of federal control, he has been man 
ager of the department of equipment, Division of Liquida 
tion Claims of the Railroad Administration, in which capac- 
ity he has investigated and reported on claims for main 
tenance of equipment. While with the Interstate Commerc: 
Commission he was influential in bringing about the require 
ment that the railroads use highpower headlights and while 
with the Railroad Administration he took an active part in 
connection with the negotiation of the national agreement 
with the shop crafts and the abolition of piece-work. 

Mr. Grable was until recently president of the Mainte 
nance employees’ organization. He was defeated for re- 
election by the elements of the union’s membership which 
were dissatisfied with his refusal to call the union out on 
strike when the shop crafts struck last summer. 
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Vountain Type Locomotive of 54,160 lb. Rated Tractive Force 








Mountain and Mikado Types for the Frisco 


New Oil-Burning Locomotives Based on U. S. R. A. 
Designs Modified to Suit Railroads’ Standards 


N IMPORTANT ADDITION to the motive power equipment 
of the St. Louis-San Francisco has recently been re- 
ceived from The Baldwin Locomotive Works, which 

has built 50 heavy locomotives for this road—15 of the 
Mountain or 4-8-2 type for passenger service, and 35 of the 
Mikado or 2-8-2 type for freight. In general design, these 
locomotives are based on the heavy Mountain and Mikado 
types built for the United States Railroad Administration 
with details revised throughout to suit the standards of the 
Frisco Lines. 

Both types of locomotives burn oil for fuel, and are built 
to specifications which, apart from the necessary changes in 
dimensions, are closely similar. The locomotives are de- 
signed for operation on curves of 20 deg. and grades of 2 
per cent, and are built with height and width limits of 
16 ft.-2 in. and 11 ft.-O in. respectively. The following are 
the principal details that are interchangeable in the two 
types: Throttle, dry-pipe and accompanying fittings; all 
smokebox details, smokestacks, and boiler fittings, such as 
plugs, etc.; cab-fittings, cabs (except front sheets), front 
bumpers and pilots, drawbars and connecting devices be- 
tween engine and tender, and principal frame cross-ties and 
frame fillings; cylinder and steam-chest packings, steam- 
chest heads and bushings, piston valves and power reverse 


gear; front and back main rod brasses, and front, interme- 
diate and back side rod brasses and crank pins; main driving 
boxes, brasses and axles, and front and back engine truck 
boxes, axles and wheels; electric headlight equipment, and 
such furniture as sandboxes, steps, etc. The tenders are 
duplicates throughout. 

The boilers of both classes are of the conical wagon-top 
type, with combustion chambers. The firebox sides, crown 
and combustion chamber are in one piece, and the combus- 
tion chamber seam is welded on the bottom center line. The 
inside throat-sheet is welded to the firebox and combustion 
chamber, and the tubes are welded at the firebox end. The 
seam in the fire-door opening, which measures 16 in. by 20 
in., is also welded. Provision is made so that arch-tubes 
and stokers can be subsequently applied, should it be neces- 
sary to change the locomotives to coal burners. 

These locomotives are equipped with Baker valve motion, 
controlled by the Ragonnet power reverse mechanism. The 
piston valves used on both types have a steam lap of 1% in. 
and are set with a travel of 834 in., and with a lead on the 
passenger locomotives of % in., and on the freight locomo- 
tives of 3/16 in. In the former case the exhaust clearance 
is 4% in., while in the latter the valves are line and line on 
their exhaust edges. The front stubs on the main rods are 
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fitted with adjusting wedges, while the back stubs are of the 
solid end type with hard bronze bushings which float in gun 
iron bushings pressed into the rods. Similar bushings are 
used in the main connecting stubs of the side rods. The 
pistons are of rolled steel with gun iron bull-rings, and the 
guides and crossheads are of the Laird type. 

The main frames of both types are 6 in. wide, spaced 41 
in. between centers, and have exceptionally strong transverse 
bracing. Between the cylinders and the firebox there are 
three intermediate boiler supports on the Mikado type, and 
four on the Mountain type. The front and rear supports, 
which are each 9 in. wide, and have a length equivalent to 
about one-third of the boiler circumference, are steel cast- 








TaBLe oF DIMENSIONS, WEIGHTS AND PROPORTIONS 
nee ere eee St. Louis-San Francisco 
SHPO OF ICSMIOIVE. cccccccceceesss ° 4-8-2 - 
REESE a ee ere ‘sa Passenger Freight 
Cylinders, diameter and stroke........ 28 in. by 28 in. 27 in. by 32 in. 
I catiewtioce cee senes & Baker Baker 
Weseee, PONE WIRE, GCs occ ccrcccvcs 14 in. 14 in. 

ESS EESTI ee 83% in. 8% in. 
.  ) a eer es 1'4 in, 1% in. 
Te rr 1g in, 0 in, 
oe DO ee re Y% in, 3/16 in. 


Cut-off in full gear, per cent........ 
Weights in working order: 


ND odiwamuae wen See ceeleaelae® 232,100 Ib. 244,690 lb. 
NS ne 56,700 Ib. 25,870 Ib. 
Ce EEE ES eee ee 51,000 Ib. 49,820 Ib. 
REE ee eee 339,800 Ib. 320,380 Ib. 
NS ewe aoe bata Go «ada oaiee, ow 244,700 Ib. 244,120 Ib. 
Wheel bases: 
ae 18 ft. 0 in. 16 ft. 9 in. 
EE re Poe 39 ft. 6 in. 36 ft. 1 in. 
Total engine and tender............. 76 ft. 9% in. 72 ft. 31% in. 
Wheels, diameter outside tires: 
ba BT CEEOL CTL COURT TELE 69 in. 63 in. 
0 A ee ee 33 in, 33 in. 
0 eee 43 in, 43 in. 
Boiler: 
Pca bGtid bes eune ene RE a Ke RRA Con, wagon top Con. wagon top 
SONNE endnss ceecece rece we 200 Ib. 190 Ib. 
DP cctpindcselaweesenhes aw eeenus Oil Oil 
Diameter, first ring, inside.......... 82 in. 86 in. : 
Firebox, length and width........... 120% by 84% in. 120'§ by 84% in. 
Height mud ring to crown sheet, back 68 in. 68 in. 
Height mud ring to crown sheet, front 91% in. 91% in. 
Tubes, number and diameter........ 219—2% in. 219—2% in. 
Flues, number and diameter......... 45—5™% in 45—5% in. 
Length over tube sheets............. 21 ft. 19 ft. 
EE carp ie ey eine bite e meee Tee" 70.3 sq. ft. 70.3 sq. ft. 
Heating surfaces: 
Firebox and comb. chamber......... 329 sq. ft. 286 sq. ft. 
. Oe OS eae ree ae 4,053 sq. ft. 3,666 sq. ft. 
I bine die hewn ane e ee 4,382 sq. ft. 3,952 sq. ft. 
SHUPCTRERTEMY 206s ccecccccccccscoess 1,107 sq. ft. 1,048 sq. ft 
Comb. evaporative and superheating. . 5,489 sq. ft. 5,000 
Tender: 
Style cccces (ses setnderereeneieuseee 12 wheel 12 wheel 
WEEE GREENS ccccciecccesecersoves 12,000 gal. 12,000 gal. 
EE iseccaterevectccseuenes 4,500 gal. 4,500 gal. 
General data estimated: 
Rated tractive force, 85 per cent.... 54,100 Ib. 60,000 Ib. 
Cylinder horsepower (Cole)......... 2,824 493 
Weight proportions: 
Weight on drivers total weight en- 

GINS, POT COMt. wc ccccrcccceccccces 68.3 76.4 
Weight on drivers+ tractive force... 4.29 4.08 
Total weight engine cylinder hp.... 120.0 Ib 128.5 Ib. 

Boiler proportions: 
Comb, heat surface~ cylinder hp..... 1.94 2.00 
Tractive force+ comb. heat. surface. 9.86 12.00 
Tractive force X dia. drivers comb. 

I eee 680 756 
Cylinder hp.+ grate area............ 40.3 35.5 
Firebox heat. surface+ grate area.... 4.7 4.1 
Firebox heat. surface, per cent of 

eee r 7.2 

Superheat. surface, per cent of evap. 
ls DN at dear hies iasenbacens 25.8 26.5 





ings, radially planed to give a smooth sliding surface. The 
front support is bolted to the guide bearer, and the rear sup- 
port to a frame crosstie. The intermediate supports each 
consist of two 6-in. by 6-in. angles, which are bolted to ver- 
tical expansion plates. One of these supports on the Moun- 
tain type (and the only intermediate support on the Mikado 
type) is placed under the gusset course of the boiler. The 
angle irons are riveted to a liner by rivets having counter- 
sunk heads on top and the liner is then secured to the shell 
by rivets placed outside of the angle irons. The vertical ex- 
pansion plate is then inserted between the angles and bolted 
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into place. Liners are also riveted to the outside of the 
boiler shell above the sliding supports. 

The rear frames are of the Commonwealth cradle type, 
arranged for the Delta type B trailer truck with booster ap- 
plication. Boosters have been fitted on three locomotives of 
each type, and the other engines can subsequently be 
equipped should this appear desirable. These boosters are 
supplied with super-heated steam. 

The equipment of all these locomotives includes automatic 
drifting valves on the cylinders, and flange lubricators on 
the leading drivers. Another interesting detail is an in- 
candescent lamp mounted on the top of the stack in position 
to throw its light in an upward and rearward direction, so 
that the fireman can tell at night whether the locomotive is 
throwing smoke. Careful attention has been given all details 
with a view to providing comfort and convenience for the 
crew. 

The tenders have one-piece, cast steel frames, and the 
trucks are of the six-wheel equalized pedestal type with 
frames of the same material. The oil and water capacities 
are 4,500 and 12,000 gal. respectively. 

Further particulars of both types are given in the table of 
dimensions. 


Great Northern 
Protests Valuation 


WasuHineton, D. C. 

DETAILED PROTEST against the tentative valuation 
A served by the Interstate Commerce Commission as of 

April 14 has been filed with the commission by the 
Great Northern, which states that the valuation is grossly 
inadequate to represent the value of the company’s property 
as of the present date, since substantially all material and 
labor costs and land values have now reached and in future 
will continue to maintain a much higher level than existed 
on the dates as of which such costs and values were ascer- 
tained by the commission for the purpose of the tentative 
valuation. It is also stated that any valuation based thereon 
would be improper, erroneous and inadequate. Even as of 
the valuation date, the protest also says, the reported valua- 
tion is greatly inadequate because of errors. Objection is 
also made to the statement of the outstanding capitalization 
as of valuation date as $607,755,422. This figure is mis- 
leading, the road states, because it includes $215,227,000 of 
joint obligations of the Great Northern and Northern Pa- 
cific issued on account of the purchase of Burlington stock 
and half of this amount should be deducted from the total 
outstanding capitalization against the Great Northern leav- 
ing $500,141,922. It is also stated that the figure used for 
the value of the total owned and used property is mislead- 
ing because it includes nothing but the physical plant of the 
Great Northern used for carrier purposes and that the 
total net assets of the company on the commission’s own 
basis of valuation should be stated at approximately $643,- 
000,000 as compared with the capitalization of $500,141,922. 
Five states, Minnesota, Wisconsin, Iowa, North Dakota and 
Idaho have also filed protests with the commission against 
the Great Northern valuation. That of the Railroad & 
Warehouse Commission of Minnesota says that the $80,- 
874,436 representing the cost of reproduction new of the 
property owned and used in Minnesota is excessive by at 
least $22,348,969 and that all value figures predicated upon 
that base figure should be correspondingly reduced. The 
various items in which the commission’s report is declared 
to be erroneous are given in detail. All of the state protests 
object to the allowance of 4 per cent for engineering as 
excessive. The state of Washington has also protested. 
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[.C.C. Explains Valuation Methods to LaFollette 


Questions Indicate Special Interest in Original Cost of 
Property and in Land Values 


Commerce Commission in its work of ascertaining 

the value of the railroad property, with a statement 
of the progress made, has been furnished by Division I of 
the commission to Senator La Follette in response to a series 
of questions submitted by him to the commission as chair- 
man of the committee on transportation of the “Progressive 
Group” in Congress. The questions and the replies of the 
commission, dated April 4, was made public by the People’s 
Legislative Service on May 11. The questions asked indicate 
a particular interest in the original cost of railroad property 
and in the subject of land values. 

The commission’s answers indicate that although only one 
final valuation report has been rendered, 132 tentative valua- 
tions have become final because no protest was filed and 
hearings have been held on protests by 90 carriers as to 
which final reports are expected in the near future. 

The questions and answers are as follows: 


\ N OUTLINE of the methods followed by the Interstate 


1. C. C. Reply to Questions Submitted by Committee 
on Transportation of the Progressive Group 


Question A-1—Does the commission “ascertain and report in 
detail as to each piece of prcperty, other than land, owned or 
used by said common carrier, the original cost to date,” as re- 
quired by the valuation act? 

Answer—Yes, as far as possible. In a disappointingly large 
number of cases there is nothing sufficiently reliable on which we 
can base an opinion. 

Each common carrier is required to report in detail as to the 
outlays for each unit of rolling stock equipment, for each road- 
way machine, for each piece of machinery and for each piece of 
miscellaneous equipment owned or used on the date set for valua- 
tion of the property. These returns are checked by the commis- 
sion and summaries of the units and costs are reported. As to 
land, original cost to date is stated as far as obtainable, as stated 
in answer to questicn A-2. 

The commission does not report in detail the original cost to 
date of each piece of property, other than land, machinery, ma- 
chines, and equipment. The act cannot be narrowly construed. 
Original cost should be repcrted in all practicable detail, but the 
words “each piece of property” can, as a practical matter, be given 
application only to various sections of the constructed railroad, 
rather than to the individual ties, rails, and similar elements. 
Numerous instances have been found in which the only recorded 
costs were lump sum payments made for property or contract 
payments for entire sections of road with appurtenances. Any 
attempt at a subdivision in such cases would result in arbitrary 
amounts that would only represent individual judgment without 
complete knowledge of the conditions existing at the date of the 
transaction. 

Original cost tc date of whole properties generally cannot be 
definitely ascertained from accounting records alone, owing to 
incompleteness of books of account and supporting details, to 
insufficiencies in the descriptive details, and to the failure on the 
part of carriers to record, as such, all outlays for additions and 
betterments to the properties made in their development. On the 
other hand the carriers have not been careful to record the re- 
tirements of all property. 

It was demonstrated in the early stages of the work that it was 
usually impossible or impracticable, to ascertain original cost to 
date by a review of all vouchers, invoices, pay rolls and other 
available sources of debits and credits, followed by a recasting 
of the accounts, as was done in the case of the Texas Midland 
Railroad; or by a method that contemplated the determination of 
outlays for property in existence on the date of valuation by a 
study of the accounts that contained charges for labor, material 
and incidentals representing the property in existence, as was done 
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in certain early cases. Since then the commission has reported all 
available data recorded by the carriers in their investment account, 
or found in the construction accounts of whatever concern built 
the property, that are considered as indicating accurately the 
original cost of property under the classification of accounts that 
is now in effect. 

Specific mention is made in reports of those sections of road 
for which no data are available and of those sections for which 
details are available only in part. When the original cost can be 
ascertained only for portions of the common-carrier property, the 
ascertained facts are reported. The supplying of deficiencies in 
recorded data and all conclusions of judgment as to the missing 
facts have been reserved to the commission itself. 

Findings of original cost to date are supplemented in each case 
where possible by a full statement of the history of financing and 
of corporate operations of the carrier, which affords all available 
information on the maximum amount of money that could have 
been put into the property. 





Question A-2—Does the commission “state in detail and sepa- 
rately from improvements the original cost of all lands, rights-of- 
way, and terminals owned or used for the purpose of a common 
carrier and ascertained as of the time of dedication to public use,” 
as required by the valuation act? 

Answer—Yes, to the extent that they can be verified. The 
commission has on file for each common carrier maps showing 
each parcel of land and each right in public or private domain 
that is owned or used by it. This information is complete in 
detail as to the manner and time of acquisition and as to use and 
includes full statements by the carrier as to the outlays by it or 
its predecessors in connection with the acquisition and use so far 
as ascertainable from existing records. These statements are 
checked and the reported costs are classified between those verified 
in the accounting records and those not verified and are summarized 
in the reports of the accounting section, as a subdivision of the 
chapter devoted to original cost to date, according to the com- 
mission’s classification of the lands and rights as to ownership 
and use. 

Questicn A-3.—Does the commission “ascertain and report the 
amount and value of any aid, gift, grant of right-of-way, or dona- 
tion, made to any such common carrier or to any previous cor- 
poration operating such property, by the government cf the United 
States or by any State, county or municipal government, or by 
individuals, associations, or corporations,” as required by the 
valuation act? 

Answer —Yes. The commission requires from each common 
carrier a report upon each aid, gift, grant of right-of-way and 
donation received from sources named above by it or by any pre- 
vious corporations operating such property; the amount and value 
at time of acquisition of each such aid, etc., and other information 
as detailed in the commission’s Valuation Order No. 16, copy 
of which is submitted herewith. The returns so made by the 
carrier are checked by the commission, and such amount, value 
and other information, so far as existing records show them,-are 
reported in the chapter devoted to aids, gifts, grants and donations 
in the accounting report. There are also shown in that chapter 
any other aids, gifts, grants of right-of-way, or donations that 
may not haye been reported by the carrier but may be found of 
record in the examination cf the accounts, or other sources of re- 
liable information. The present value of all lands so donated is 
reported in the underlying land reports. 

Question A-4.—Does the commission “ascertain and report the 
grants of land to any such common carrier, cr any previous cor- 
poration operating such property by the government of the United 
States, or by any state, county, or municipal government, and 
the amount of money derived from the sale of any portion of such 
grants and the value of the unsold portion thereof at the time ac- 
quired and at the present time, also, the amount and value of 
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any concession and allowance made by such common carrier to the 
Government of the United States, or to any state, county or 
municipal government in consideration of such aid, gift, grant or 
donation,” as required by the valuation act? 

Answer.—The commission has complied with the above require- 
ments in so far as the present values of land now devoted to com- 
mon carrier purposes are concerned, but in pursuance of its policy 
first to value property entering into the rate base, it postponed 
the ascertainment of the other information detailed in the above 
question and is new formulating plans looking forward to the 
ascertainment of such information. 





Question A-5.—Aside from ascertaining and reporting in detail 
“the original cost to date, the cost of repreduction new, the cost 
of reproduction less depreciation” does the commission present “an 
analysis of the methods by which the several costs are obtained 
and the reason for their differences, if any,” as required by the 
valuation act? 

Answer—Yes. It presented its analysis in Valuation Docket 
No. 2, Texas Midland Railroad case. On August 22, 1918, this 
analysis of methods was transmitted to the Congress. It has 
been modified only in minor respects and to meet changes in the 
law. To save needless repetition reference is made in valuation 
reports to pages 108 to 186 cf the Texas Midland Railroad case. 





Question A-6—When the commission ascertains and reports 
“separately other values, and elements of value, if any, of the 
property of such common carrier” does it present “an analysis 
of the methods cf valuation employed and of the reasons for any 
differences between any such value and each of the foregoing 
cost values,” as required by the valuation act? 

Answer.—In the cases so far reported upon the commission has 
found no “other values, and elements of value” to which specific 
sums could be allocated. See Texas Midland Railroad case, 
pages 181 and 182. The commission is, however, in a number of 
cases submitted after hearing an argument, considering the con- 
tentions of parties, chiefly representatives of carriers, that specific 
amounts could and should be reported for going-concern value, 
appreciation, and other alleged elements of value. 





Question A-7.—1n what way and to what extent is the commis- 
sion complying or preparing to comply with the following re- 
quirements of the valuation act: “Upon the completion of the 
valuaticn herein provided for, the commission shall thereafter in 
like manner keep itself informed of all extensions and im- 
provements or other changes in the condition and value of the 
property of all common carriers, and shall ascertain the value 
thereof, and shall from time to time revise and correct its valua- 
tions, showing such revision and correction classified and as a 
whole and separately in each of the several states and territories 
and the District of Columbia, which valuation, both original and 
corrected, shall be tentative valuations and shall be reported to 
Congress at the beginning of each regular session?” 

Answer—We are complying with this requirement. Reference 
is made to Valuation Order No. 3, second revised issue, supple- 
ments 1, 2 and 3 to said order. Copies are hereto attached. 
They require that carriers report all additions to and retire- 
ments from capital account; which reports are subject to our 
check and policing. 

In conformity with the law which contemplates the completion 
of the valuation first, it has been the policy of the commission to 
carry to an advanced stage all of the underlying work before 


beginning the task of bringing valuation to date. The commission 


has, however, done much work preparatory to this undertaking. 
It has compiled a great amount of unit cost and other data. It 
has been impossible, under the curtailed appropriations, te advance 
the underlying work and to provide more than a small portion 
of the force needed by the commission to compile and summarize 
the returns made by the carriers. Within the last few months 
the commission has begun to put men into the field to check and 
police the reports made under Order No. 3. One of the specific 
appropriation requests made for the next fiscal year was to cover 
such policing and checking. The appropriation will permit such 
work to be carried on actively. 





Question A-8.—If the commission has not complied with the 
apparent requirements of the act in any one or more of the in- 
stances as to which inquiry has been made, we request a brief 
statement of the reasons which have moved the commission to 
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omit the performance of such requirements of the valuation act, 

Answer—Except as may be indicated in answers to the above 
questions the requirements of the act have been fully complied 
with by the commission. 





Question A-9—Is the commission of the opinion that it jis 
authorized to make or publish either a tentative or final valuation 
of the property of a common carrier arrived at by following a 
method of procedure substantially different from that provided 
in the valuation act, in view, particularly, of the language of 
Section 19a—(b) Fifth (c)? If the commission is of such 
opinion, by virtue of what grant of power by Congress does the 
commission claim the right to exercise such authority? 

Answer.—The commission is not of opinion that it is authorized 
to make or publish either a tentative or a final ‘valuation of the 
property of a particular common carrier by following a method of 
procedure substantially different from that provided in the 
valuation act. 


Question A-10.—Dces the commission recommend any further 
action by the Congress either increasing or diminishing the re- 
quirements of the valuation act in such manner as to relieve the 
commission of duties hitherto imposed or to provide more 
specifically or effectively for the substantial fulfillment of such 
duties ? 

Answer.—The commission is not prepared at this time to make 
specific recommendations. It will give this question consideration 
in the preparation of the annual report which it is required to 
make to the Congress. 





Question A-11.—In addition to those specifically given the right 
to file protests with the commission under Section 19a (b), Fifth 
(h), does the commission recognize a right to protest in other 
parties such as organizations of shippers, consumers, railroad 
employees, or public officials, representing groups of individuals 
or communities whose interests are directly or indirectly affected 
by the establishment of valuations of railroad properties? If 
such a right is recognized, what other parties have received 
notification from the commission of tentative valuations completed? 

Answer.—The commission furnishes copies of underlying land, 
accounting, and engineering reports to the governors of each state 
traversed by each carrier valued. It also furnishes tentative 
valuation reports and sends proper notices to all parties mentioned 
in the valuation act, to the regulatory commissions of states 
affected, and to such other parties who make application and who 
are deemed by the commission to be interested in the premises. 
It freely allows anyone to have access to the tentative valuation 
reports on file in the cffice of the secretary of the commission. It 
permits any one to file protests and intervene in hearings wher« 
they signify a desire to do so. State commissions individually 
and through the National Association of Railway and Utilities 
Commissioners, labor organizations, and others have participated 
in valuation hearings and arguments. 





Question A-12.—Are all the records and data of the commis- 
sion concerning the valuation of railroad property open to inspec- 
tion and examination by the public or by those in behalf of whom 
this letter is sent, or by any designated representative of them 
or has the commission ordered otherwise in accordance with the 
provision of Section 19a—(b) Fifth (e), and if so, what ar 
the stated “reasons therefor’? 

Answer—Underlying land, accounting, and engineering reports 
and tentative valuation reports, so far as the same have bee! 
completed, can be inspected by anyone desiring to do so. Referenc: 
is made to the order of the commission dated October 9, 1922, i1 
the matter of the request of carriers for permission to insp 
records and: working data of the Bureau of Valuation. Copy 
the order, which was sustained, on attack by the carrier, by t 
Supreme Court of the District of Columbia, follows: (omitte: 





Question B-1.—How many final valuations have been made? 
list of the railroads covered, together with mileage and final valu 
found is desired. 

Answer.—See Exhibit A. Although the commission has ren- 
dered its final report only in the case of the Evansville & I: 
dianapolis Railroad hearings have been had on protests filed by 
90 carriers and it is expected that final reports on these carrier 
will be issued in the near future. 
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Question B-2.—How many tentative valuations have been made 
and served; and how many made and not yet served? A list of 
the railroads covered, together with mileage, tentative values 
found, and dates of service of notice. 

Answer.—See Exhibit B-1 and B-2. 





Question B-3.—How many protests have been filed in the matter 
of tentative valuations and final valuations, and by whom, and 
how disposed of, or what is the present status of those 
proceedings ? 

Answer—Tentative valuations have been served in 132 cases, 
against which no protests have been filed. These became final 
valuations by operation of the law, which provides: 

If no protest is filed within 30 days, said valuation shall become 
final as of the date hereof. (Paragraph (h), section 19a, Inter- 
state Commerce Act). 

In 188 cases tentative valuations have been served, against which 
226 protests have been filed by carriers; in 10 cases protests have 
been filed by state railroad commissions, and the Western Union 
Telegraph Company has filed motions to intervene in 68 cases 
where its lines are located on the rights of way of the railroads. 

The evidence has been taken in 88 cases where protests have 
been filed, and oral arguments have been heard in 15 of these cases; 
14 cases have been heard and submitted on printed briefs; 11 
cases are ready to be heard on oral arguments, dates for which 
are to be fixed; 23 cases have been submitted without briefs or 
arguments; evidence is being received in 18 cases, and 32 cases 
are set for hearing on future dates. 

The statute does not provide for any protests to final valuations. 
In one case the final valuation order has been entered, the carrier 
not desiring to submit any evidence in support of its protest. 





Question B-4.—Concerning how many roads, representing what 
mileage, has the preparation of -valuation data been completed for 
the consideration of the commission ? 

Answer—tThe following statement shows the number of 
properties, with miles of road owned, for which the accounting, 
engineering and land reports, or some combination of those 
reports, were filed at close of work March 23, 1923. 





Representing 
' A acy | 
Miles of road 
Corporations own 
Accounting, engineering and land reports filed.... 1,035 158,088 
Accounting and engineering reports filed.......... 33 25,128 
Accounting and iand reports filed.............. 31 1,034 
Engineering and Jand reports filed.............. 72 3,844 
ee = | Pr eer er ee 136 12,436 
MN SI I eg ras o<cid dees oie wees bee ua 57 2,694 
Total properties for which some report has been 
MN rae er reke ovale se acbe SA wine wae wins Galely meee 1,364 203,226 
Recapitulation— 
Accounting reports filed.......ccccccesccces 1,099 184,250 
Engineering reports filed.............sceeeee 1,276 199,496 
ee ee SE errr ree 1,195 165,660 


a are no properties for which the atcounting report. only has been 
ed. 





Question B-5.—In all valuation work to date, to what extent 
has the data referred to in the questions in Division A been 
prepared? 

A list of railroads with appropriate answers to this question 
as to each railroad is desired. 

Answer—The commission understands this question to call for 
information concerning the extent to which the valuation work 
has been done on individual railroads, and is therefore trans- 
mitting herewith “PROGRESS CHART SHOWING STATUS 
OF WORK, DECEMBER 31, 1922.” 


Question B-6—To what extent are copies now available of 
records of valuations, of hearings upon valuations, and of com- 
mission opinions concerned with valuation questions or with 
valuations found either as tentative or as final valuations? 

Answer—In each valuation case the record is on file in the 
office of the secretary of the commission, open at all times to 
public inspection. Stenographic transcripts of hearings and argu- 
ments in each case are made by the official reporters, from whom 
copies may be obtained. The present official reporters are Smith 
and Hulse, Whitford Building, Washington, D. C. 

Reports have been filed by the commission in Texas Midland 
Railroad Company, Valuation Docket No. 2; Kansas City 
Southern Railway Company, Valuation Docket No. 4; and Win- 
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ston-Salem Southbound Railway Company, Valuation Docket No. 
5; copies of which are herewith transmitted, together with copy 
of the final order in Evansville & Indianapolis Railroad Company, 
Valuation Docket No. 51. No formal reports have been made in 
any other cases. 

The commission has on file at least one copy of tentative valua- 
tion reports in each case enumerated in Exhibits A and B-1l. 
Except where such reperts have recently been promulgated, the 
supply of extra copies has been exhausted and, in the interest of 
economy, no reprints have been made. In those cases where extra 
copies are available, tentative valuation reports are being trans- 
mitted herewith. 


Wage Increases Granted 
on Seven More Roads 


HE UPWARD TREND in the wages of railroad labor has 
been given added impetus during the past week by 
announcements of increases on seven roads. The 

New York Central, the Baltimore & Ohio, the Rutland, the 
Pennsylvania, the Great Northern, the Nashville, Chat- 
tanooga & St. Louis and the Chicago & Alton have granted 
higher schedules to employees of nearly all classes. The 
recent activity among the labor organizations also came to 
a head in requests for advanced wage rates on four roads. 
Three of these, the Pittsburgh & Lake Erie, the New York 
Central and the Baltimore & Ohio, are understood to have 
received demands from the railway employees department 
of the American Federation of Labor for a substantial in- 
crease in the wages of the shopcrafts employees which it 
represents on those roads. The fourth demand was the case 
brought to the Railroad Labor Board by the maintenance- 
of-way employees on the Denver & Rio Grande Western and 
the Rio Grande Southern. 

The increases on the New York Central involve an addi- 
tional annual expenditure of $1,600,000. The advances 
which have been made are as follows: Stationary engineers, 
$5 per month; gang foremen, four cents per hour to $10 
per month; section foremen, $5 per month; assistant section 
and gang foremen, one cent per hour; masons and carpenters, 
three cents per hour; mason and carpenter helpers, one cent 
per hour; section laborers, four cents per hour; shop laborers, 
three cents per hour; watchmen two cents per hour to $6 per 
month. Approximately 20,000 men are affected by the 
increases on this road. 

The advance wages granted by the Baltimore & Ohio, 
effective as of April 1, are as follows: bridge and building 
foremen, $10 per month; section foremen, one cent per hour, 
plus the equivalent of $5 a month distributed in accordance 
with terms of a special agreement; bridge and building 
mechanics, four cents per hour; mechanic’s helpers, one cent 
per hour; section laborers, one-half cent to 3% cents per 
hour; watchmen, $3 per month; drawbridge tenders and 
pumpers, $5 per month. The increases on the Baltimore & 
Ohio will apply to approximately 5,000 men. 

The Rutland adjustment affects the rates of pay of work- 
ers in certain classifications of the maintenance-of-way and 
shop departments and are effective as of March 17.. Me- 
chanics in the maintenance-of-way and bridge and -building 
departments are allowed an increase of three cents per hour; 
helpers, one cent per hour; track laborers, 234 cents per 
hour; shop laborers, 244 cents per hour. In addition, the 
Rutland has made the following adjustments: steam shovel 
engineers, new rate of $180 per month instead of $227.04 
per month in 26 days and 8 hours daily. Revised rate 
covers all working days 8 hours daily; steamshovel cranes- 
men, $150 instead of $152.04 per month. 

The increases on the Pennsylvania will affect some 1,800 
clerical and shopcrafts employees and range from 3 to 7%4 
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cents per hour. Maintenance-of-way employees on the Great 
Northern outside the supervisory class, were advanced from 
2 to 3'4 cents per hour. Track foremen and assistants re- 
ceived a flat raise of $5.84 per month. A new feature of 
the increase on the Great Northern is the seasonal raise for 
common labor, two cents additional per hour being paid 
during the summer months. This step was made necessary 
because of the competition by the farms for common labor. 

_ The increases on the Nashville, Chattanooga & St. Louis 
affect shopmen only and amount to two and three cents per 
hour. Mechanics and boilermakers, their helpers and ap- 
prentices, and car repairers received the two-cent advance 
and common laborers received three cents. Maintenance-of- 
way employees on the Chicago & Alton, to the number of 
2,500, received increases which will cause an additional 
annual expenditure of $10,000. Foremen in the mainte- 
nance-of-way department have been granted an increase of 
from $3 to $10 per month, and carpenters and section 
laborers received advances of from two to five cents per 
hour. 

The contemplated demands for increases by the shopcrafts 
employees of all roads that are organized in the railway 
employees department of the American Federation of Labor 
came to light through a notice served on the Pittsburgh & 
Lake Erie, asking a boost in the wage level for this class 
from the present rate of 70 cents per hour to 90 cents. This 
demand affects machinists, boilermakers, blacksmiths, elec- 
tricians, sheet metal workers and carmen. For all helpers 
of the above crafts, a minimum rate of 67 cents an hour was 
asked. It is understood that the New York Central has 
received a similar petition and that the Baltimore & Ohio is 
conferring with its employees at this time on the same 
question. 

It is believed that the move which has been started is 
one which will probably affect a large number of roads in 
all sections of the country in a short time. Since the initia- 
tive has been taken by the railway employees’ department 
of the American Federation of Labor, it is probable that the 
roads which refused to deal with this organization following 
the strike last summer, will escape the present demand. In 
many instances, roads which have negotiated with company 
unions are now paying rates several cents an hour higher 
than those dealing with the national organization. It is 
understood, however, that the companies which settled the 
strike with the national shopcrafts organization will receive 
the same petition for increases as have the Pittsburgh & Lake 
Erie, the New York Central and the Baltimore & Ohio. 

The dispute between the Denver & Rio Grande Western, 
the Rio Grande Southern and the maintenance-of-way em- 
ployees on these lines, which involves total increases amount- 
ing to $750,000 annually, has been brought to the Labor 
Board for adjudication following unsatisfactory negotiations 
between the roads and the brotherhood. Now that the three 
vacancies on the board have been filled, it is probable that 
the case will be docketed for hearing in a short time. The 
requested increases, which average 33 per cent, are as fol- 
lows: bridge, building and construction foremen and their 
assistants, 15 cents an hour; track and assistant track fore- 
men, 11 cents an hour; mechanics helpers, 81% cents an hour; 
track laborers, 15 cents an hour; gang foremen, 1114 cents 
an hour; stationary engineers, 10 cents an hour and common 
shop laborers, 13 cents an hour. 

The Labor Board has issued a statement indicating the 
manner in which its members and groups have voted during 
the period from April 15, 1921 to April 15, 1923, on ques- 
tions having to do with the jurisdiction of the board. The 
report was taken direct from the minutes of its meetings. 


The tabulation does not cover wage and rule decisions, - 


Chairman B. W. Hooper explained, by reason of the large 
number and variety of roll calls leading thereto, as well as 
the impracticability of making a statement of the facts with- 





Vol. 74, No. 24 


out voluminous explanations. In general terms, Mr. Hooper 
said, all wage increases during this period have been voted 
by the public and labor groups and all wage decreases by 
the public and railroad groups. The analysis follows: © 


-—-Vote Favorable to—, tal 

Group Member Carrier Employee \ otes 
Public: 

ee her eT ee 38 88 126 

NE ecdig rd rid acd ori eladie Ghee 27 111 138 

EE 6 Saidio eho ened weeness 69 42 111 
Employee: 

PE hs wena neeeneme none ees 0 118 118 

trae da Sachccniretane ease 0 146 146 

PIU Aviiacctubeedea tes 12 133 145 
Railroad: 

ee Ore eee 99 39 138 

EY Cc dhe ad bd 5, cre eee ce make 125 20 145 

SEE aédes dain bie seve heen cee 137 0 137 


In the same period, according to Mr. Hooper, there were 
21, five to four votes. Upon these roll calls the public 
group voted as follows: 


7-Vote Favorable to~ =Total 


Member Carrier Employee Votes 
ee ee a een 11 10 21 
RN aa eran oo especie etc at nak Greve 0 21 21 
PE on oc ecdcicceswaneewens . 21 0 21 


Express employees in clerical classifications have filed a 
petition with the Labor Board for increases of from 10 to 15 
vents per hour. The advance would affect 6,500 employees 
and would involve an additional annual expenditure of over 
two million dollars. The United Brotherhood of Mainte- 
nance of Way Employees and Railway Shop Laborers filed 
a petition with the board on May 15, asking an increase in 
wages for maintenance-of-way employees of the Midland 
Valley. The new demand is for the same increases as those 
already asked by this organization for employees it represents 
on 30 other lines. A. R. McDonald of Kaukauna, Wis., 
has been appointed a member of the Railroad Commission 
of Wisconsin. 

The Labor Board began on May 14 what is, in effect, the 
fourth year of its existence. With its membership now 
completed, it will begin consideration of the pleas for wage 
increases which are the forerunners of what is thought 
to be an organized drive by all branches of the labor or- 
ganizations. A decision in the Philadelphia & Reading wage 
case which was heard some seven weeks ago is expected 
shortly and, while of relative unimportance in itself, is ex- 
pected to reveal the attitude of the board toward general 
wage increases at this time. The first case on the docket 
of the board was the controversy between the Minneapolis, 
St. Paul & Sault Ste. Marie and the federated shopcrafts over 
the question of whether the employees of the road should 
be represented by a company union or by the national or- 
ganization. It is considered likely that the board will order 
another election with the shopcrafts’ representatives on the 
ballot, as was the decision in a similar Grand Trunk case. 

Maintenance of way employees on the Western Pacitic 
and the San Antonio & Aransas Pass filed petitions with the 
board on May 14 asking increases for common labor of 
from two to five per cent and flat monthly raises for other 
classes. 


A SpectaL Train from Los Angeles, Cal., to Chicago, over the 
Atchison, Topeka & Santa Fe, last week, run for a sick man, made 
the trip in 47 hours and 17 minutes, including stops, said to be 
record. The train left Los Angeles on Saturday, May 5, at 1:33 
p. m. and arrived in Chicago on Tuesday, May 8. The distance 
according to the Official Guide, is 2,231 miles, making the rate 47.18 
miles an hour. 

A correspondent, writing from Dodge City, Kans., says that 
the run from Dodge City to Newton, 153 miles, was made without 
a stop in 142 minutes, which is at the rate of 64.6 miles an hour. 
The train consisted of four coaches, 270 tons, and was hauled over 
this section of the road by locomctive 1206, a Pacific type, run 
by Engineman P. Richardson. 
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Pere Marquette Has Record Corporate Net 
This Result Secured in 1922 Without Heavy Traffiic— 


Evidences Change in Fortunes Since Reorganization 


HE SHOWING made by the Pere Marquette in 1922 is 
further evidence of the splendid earning power which 
in recent vears—notably since the reorganization in 
1917—has characterized the operations of that property. In 
spite of the various adverse conditions met in 1922, the Pere 
Marquette’s net after charges was the best in the company’s 
history. The figure was $4,350,560, better by $584,680 than 
the figure for 1921, which was the best previous record. The 
net railway operating income for the year, $6,080,575, was 
not as good as the company made in 1919, during the second 
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year of the federal control period. In that year, the net after 
rents was $6,717,880 but, of course, these splendid earnings 
accrued to the Railroad Administration rather than to the 
Pere Marquette corporation which had a standard return for 
operations during federal control of $3,748,196. 

The factor of leading importance in the splendid earnings 
for 1922 hinges on the fact that the road did not do any un- 
usual volume of business. Its revenue tons and its revenue 
tons one mile have’ been exceeded in various earlier years, 
notably 1918, 1919 or 1920. The 1922 revenue tons were 
more than in 1917, but the revenue ton-miles were less. 
The 1922 revenue ton-miles exceeded the figure for the year 
ended June 30, 1916, by only a small margin. Details of 
this kind indicate an extremely favorable situation—if in 
present year the Pere Marquette should handle a record ton- 
nage, and such an accomplishment seems not at all un- 
likely, in view of the present situation, the earnings for 1923 
should be most gratifying. 


A Checkered History 


The Pere Marquette has had a checkered history. Its 
fortunes since the reorganization in 1917 have been of a 


much different character from what they were in the years 
prior to that time. The change as between the two periods 
has been pronounced enough to make the story of the Pere 
Marquette one of the most interesting that might be written 
about almost any railroad property. The Pere Marquette 
operates a total of 2,213 miles of line, of which it owns or 
controls 2,020 and operates under trackage rights 227. It 
has an east and west line from Buffalo to Chicago with a 
parallel line to the north through Port Huron and Saginaw 
to Ludington on Lake Michigan, and two north and south 
lines, one from Grand Rapids north to the head of the 
Michigan peninsular and the other between Bay City and 
Toledo, with various branches. In addition, it operates four 
car ferry lines, two across Lake Erie to Conneaut Harbor and 
two across Lake Michigan from Ludington to Milwaukee 
and from Ludington to Manitowoc, respectively. The 227 
miles of trackage rights include about 130 over the Michigan 
Central which give the Pere Marquette its access from St. 
Thomas, Ont., to Suspension Bridge and Bridgeburg at the 
Niagara Frontier. They include also the Pere Marquette’s 
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entrance to Toledo over the Ann Arbor or ‘New York 
Central and its access to Chicago over the New York Central, 
Baltimore & Ohio and Rock Island. Joint facility rents 
cost the Pere Marquette about $800,000 yearly. 

The lines forming the nucleus of the Pere Marquette were 
built to open up the lumber resources of the state of Michi- 











PERE MARQUETTE OPERATING 
Net 

Year Gress Operating operating Op. 

ended revenues expenses revenues ratio 
po a S| ee $18,028,210 $13,444,014 $4,584,196 74.57 
Se eee 21,210,053 14,530,425 6,679,629 68.51 
*December 31, 1916..... 11,879,620 8,002,672 3,876,948 67.36 
i a: Ae)’ 5,275,208 4,699,998 575,210 89.10 
tDecember 31, 1917..... 18,232,648 12,681,448 5,551,200 69.55 
December 31, 1918..... 28,955,012 23,387,876 5,567,136 80.77 
December 31, 1919..... 35,443,137 26,848,728 8,594,408 75.75 
December 21, 1920..... 40,372,814 36,731,955 3,640,859 90.98 
December 31, 1921..... 38,161,241 30,279,574 7,881,667 79.35 
December 31, 1922. 38,397,933 28,911,265 9,486,669 75.29 








‘Six months. 
‘Includes 


*Three months. 
standard return. 


tNine months. 


The Pere Marquette did not accept the guaranty for the period March 1 to Au 





RESULTS, 1915 TO 1922 

Rev. tons Rev. 

Surplus Revenue carried per 
after Revenue tons cne mile ton per Rev. Rev. 
fixed tons carried per mile Aver. mile— train car 
charges carried one mile of road haul cents load load 
Def. $1,419,265 11,362,169 1,966,916,513 850,147 173 0.614 465 19.82 
254,558 12,908,719 2,225,740,512 988,572 172 0.652 519 19.99 
339,464 7,041,369 1,206,547,817 536,542 171 0.663 544 20.84 
Def. 1,406,630 3,091,931 564,814,971 251,168 183 0.630 535 21.76 
2,643,838 10,178,209 1,790,696,069 796,431 176 0.705 563 21.66 
1,894,1251 14,242,477 2,660,659,345 1,188,569 187 0.799 637 25.45 
1,896,931! 14,783,616 2,511,959,726 1,125,415 170 1.005 604 23.87 
1,393,973! 14,855,393 2,449,010,342 1,096,235 165 1.157 588 24.22 
3,765,88CG 12,786,731 2,051,243,172 919,378 160 1.366 546 22.79 
4,350,560 13,910,640 2,286,084.876 1,031,194 164 1.243 584 22.82 


gust 31, 1920. 
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gan and during the period when the lumbering operations 
were under way, notably in the nineties, the condition of the 
lines was prosperous. Later a dearth of traffic and un- 
fortunate financing brought the road into difficulties which 
it did not succeed in overcoming until the drastic reorganiza- 
tion in 1917. The name, “Pere Marquette” dates back to 
1899, in which year three companies were joined into a new 
company by that name. The new company was prosperous 
for a short time. In 1904 it was taken over by the Cincin- 
nati, Hamilton & Dayton through ownership of the com- 
mon stock and supplemented in 1905 by lease. In the lat- 
ter year both companies went in the hands of receivers. The 
Pere Marquette was reorganized in 1907 and in 1911 the 
stock in the hands of the Cincinnati, Hamilton & Dayton was 
disposed of as a part of the payment to J. P. Morgan by 
the Baltimore & Ohio for its purchase of C. H. & D. The 
Pere Marquette reorganization of 1907 was not a favorable 
one. The new company assumed the old bonded debt and 
there were sold to stockholders at par, $5,000,000 of 6 per 
cent debenture bonds to cover receiver’s certificates, short 
term notes, etc., thereby increasing fixed charges by $300,- 
000. The fixed charges were too heavy for the reorganized 
company to carry, with the result that in 1912 the company 
again went into receivership. 

The reorganization of 1917 was of a very different order. 
In that case the fixed charges were scaled drastically so that 
whereas the old company had $25,000,000 stock and approx- 
imately $84,000,000 in funded debt, the new company had 
$68,700,000 stock and funded debt of only $36,300,000. 
The Pere Marquette’s funded debt as of December 31, 1922, 
had become about $45,000,000, the increase since the re- 
organization being largely in the equipment trust certificates 
for the standard equipment allocated by the United States 
Railroad Administration. It is of interest in this connection 
that the Pere Marquette payments of interest in 1922 were 
$2,143,748, whereas in 1916 and the years immediately 
prior thereto they were about twice as much, or over $4,- 
000,000. 


Industrial Growth of Territory Served 


The drastic character of the reorganization was not the 
only thing, however, which has worked out to the Pere Mar- 
quette’s advantage. Another factor of equal or greater im- 
portance has been the expansion of industry in the Pere 
Marquette’s territory, due to the establishment of automobile 
manufacturing in the southern part of Michigan. The Pere 
Marquette, of course, because of its serving important auto- 
mobile manufacturing centers, such as Detroit, Lansing and 
Flint, naturally secures a very large traffic in automobiles. 
This, however, is not the important factor so much as the 
improved conditions in the territory served generally, which 
has created a miscellaneous traffic of all sorts such as would 
be expected in an industrial territory. The state of Michigan 
has also benefited and, therefore the Pere Marquette, from 
an increasing volume of agricultural products, due to the 
utilization of lands previously covered with lumber which 
have gradually been brought under cultivation. Able man- 
agement has assisted in enabling the property to secure com- 
mensurate advantages from the territory’s improved traffic 
conditions and from the change in the financial status of 
the property. 

The Pere Marquette for some time has been carrying on 
an extensive program of improvements. These have in- 
cluded the expenditure of large sums of money for shops 
and terminals at strategic locations, where such expenditure 
has been of a character which should be reflected in improved 
conditions of operation. Among the notable projects which 
have been carried out might be mentioned the new engine 
terminal at Saginaw, which included a 30-stall roundhouse 
and accompanying facilities costing about $900,000; a new 
classification yard, engine terminal, etc., at New Buffalo, 
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Mich., where business destined to Chicago is handled and 
costing in the aggregate about $650,000; a new engine 
terminal at Plymouth, Mich., costing about $300,000; new 
shops at Grand Rapids, Mich., now under construction and 
which are estimated to call for the expenditure of about 
$1,500,000, etc. 

The company’s 1923 budget will amount to over $10,000. 
000, which, together with the expenditures on capital account 
since the reorganization effective April 1, 1917, will make a 
total of over $40,000,000. Among the large items in the 
1923 program is one for a new engine terminal at Detroit 
on which there is to be spent this year $1,200,000; new 
equipment totaling over $4,000,000; about $1,000,000 for 
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The Pere Marquette 


new rail, amounting to about 18,000 tons; the Flint Belt Line 
which it is expected to complete this year, the total cost of 
which will approach about $600,000, etc. The Pere Mar- 
quette at the present time has 85 or 90-lb. rail on approx- 
imately all of its main line track and most of the 85-lb. 
section is on the lines in Canada. The line between Detroit 
and Chicago is equipped with automatic signals. Signals 
are to be put in this year between Alexis and Carlton on the 
line to Toledo; another important feature of the 1923 pro- 
gram is the double tracking of the main line from Detroit 
west to Plymouth. 

In view of the large expenditures to capital account 
which the Pere Marquette has made since its reorganization 
in 1917, there are certain limitations when it comes to taking 
the standard return of the property as a proper index of the 
pre-war earnings figures. However, the standard return was 
$3,748,196. In 1921 the property had a net railway oper- 
ating income of $5,674,557 and in 1922 of $6,080,575. ‘This 


is probably one of the best indices of improvement which has 
come about in Pere Marquette fortunes in the last five or six 
years. That the Pere Marquette should have been able to 
secure as favorable a net operating income as it did in these 
two years, both of which were not characterized for their 


favorable traffic conditions, seems to be eloquent evidence 
that the sums spent in improving the property must have 
effected considerable economy in the operations of the rail- 
road, and similarly it follows that a large amount of cred 
must accrue to the management which was willing to make 
such expenditures or able to improve the operating efficie! 
of the railroad to the extent that it has been improved 
The Pere Marquette has been able to put its prefem 
stock on a full 5 per cent basis. In the reorganization 
were established three classes of stock, the prior preference 
stock totaling $11,200,000 which has received its 5 per cen! 
dividends since its issue; the 5 per cent preferred sito 
totaling $12,429,000 and the common stock totaling >). 
046,000. The preferred stock was cumulative after J! 
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1, 1919. No dividends were paid on that issue, however, 
until late in 1921, when it was placed on a regular dividend 
basis. In January, 1922, a payment of 10 per cent was made 
to clear up the accumulations of 1919 and 1920, and the re- 
maining accumulations have since been covered so that the 
issue is now on a full paid 5 per cent basis. The next step 
will be the establishment of dividends on the common stock, 
although it is, of course, futile to estimate when that par- 
ticular step may take place. The Pere Marquette operating 
results for 1922 are given in, the comparative table which is 
reproduced with this article. The road has started 1923 
very favorably, its net operating income for the first three 
months of the year being $1,379,499 as compared with $1,- 
143,999 for the first three months of 1922. One of the most 
favorable aspects of its condition at present is its favorable 
equipment situation. On April 15 it had only 3.9 per cent 
bad order cars and on April 1, only 13.1 per cent of locomo- 
tives held for repairs requiring over 24 hours. The road 
reached some months ago the objectives which the A. R. A. 
program has set for attainment on October 1 of this year. 


Superior Locomotive Flue Blower 


N APPLIANCE designed for installation on locomotives 
A to permit the tubes and flues to be cleaned periodically 
by a jet of steam has been placed on the market by 

the American Railway Appliances Company, New York. 
The device is known as the Superior locomotive flue blower. 
On modern locomotives the heating surface of the tubes 
and flues produces about one-half the steam generated by the 

















Fig. 1—Cross-Sectional View of Superior Flue Blower, 
Showing Position of Nozzle When Not in Use 


boiler. Soot is a very effective heat insulator and therefore 
it is important that the heating surfaces be kept free from 
soot and cinders. A coating of soot 1/5 in. thick reduces the 
——— of heat as much as a covering of asbestos 1 in. 
thick. 

The importance of keeping flues and superheater units 
free from soot and cinders is realized by railroad men and 
this is accomplished by periodical boring or blowing out at 
terminals. Roundhouse cleaning, however, frequently neces- 
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sitates holding the locomotive out of service and even then 
is effective for only a short time after each cleaning. Soot 
and cinders coat and obstruct the tubes and flues while the 
engine works and during a large percentage of the time this 
part of the heating surface is rendered only partially effec- 
tive. 

The Superior locomotive flue blower can be operated while 
the locomotive is in service. It increases the effectiveness 
of the flue heating surface, avoids plugged flues and elimi- 
nates loss of locomotive time and the expense of roundhouse 
cleaning. It has been found that by operating the blower 
for about one and one-half to two minutes every four hours 
in freight service and every 100 miles in passenger service, 
while the locomotive is working, the combustion chamber, 
flues and superheater units can be kept absolutely clean. 

This insures full sustained steaming capacity, insures 
maximum hauling capacity and is an important factor in the 
success of long continuous runs. It also reduces roundhouse 

















Fig. 2—Method of Applying Superior Locomotive Flue Blower 


labor, increases the life of superheater units and reduces 
firebox maintenance costs. 

The Superior flue blower consists primarily of two nozzles 
so mounted on sliding and oscillating sleeves as to provide 
a means of directing a jet of steam over all parts of the tube 
sheet. The nozzles are retraced into a tube in the water leg 
as shown in Fig. 1 when not in use, thus preventing burning 
of the nozzles. The sleeves are carried in body castings 
which are mounted on the outside of the boiler, one on each 
side, approximately 36 in. back of the tube sheet. Steam is 
piped from the steam turret to the body castings and carried 
through ports in the movable sleeves to the nozzles. The 
steam supply is controlled by operating valves located within 
easy reach of the crew and so arranged as to operate one 
nozzle at a time. Means are provided for projecting and re- 
tracting the nozzle and for oscillating it while in the firebox. 
Movement of each nozzle is controlled independently from the 
cab by the lever A and handwheel B, Fig. 1. 

The nozzle directs a wide, flat powerful jet of dry steam 
with uniform intensity into the tubes and flues. This band 
or jet of steam is slightly wider than one-half the width of 
the tube sheet and from 8 in. to 12 in. in height. 

Best results are obtained by operating the flue blower on 
the road as the locomotive works, but tubes and flues should 
be blown at the end and start of each run. When the flue 
blower is turned on, the exhaust is noticeably black and 
loaded with soot blown off the heating surfaces. When the 
exhaust is clean and white the tubes and flues are clean. 

The method of applying the Superior flue blower to the 
locomotive is shown in Fig. 2. A short length of arch tube 
is applied in each side of the water leg of the firebox, the 
nozzle normally being retracted into this tube. The body 
castings carrying the nozzles are secured to the side sheets by 
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four studs. Steam is piped from the steam turret to the 
globe valves controlled from the cab and then to the body 
castings on either side of the firebox. 

The cab operating mechanisms are located one on each 
side of the cab. They are attached to the boiler by small 
brackets and are connected to the nozzle mechanism by suit- 
able operating rods. All operating controls are located con- 
venient to the engine crew. 

On a large Eastern railroad a two months’ service test 
was conducted to determine the effectiveness of the Superior 
flue blower in service. During the first 30 days the flues and 
combustion chamber were kept entirely clean by the use of 
the flue blower and without any hand cleaning whatsoever. 
During this time the locomotive made 1,915 miles and at the 
end of this time the combustion chamber, flues and front end 
were entirely clean. 

During the succeeding month the flue blowers were dis- 
connected. The flues sooted up after a few days, considerable 
ash deposit was found on the flues, and honeycomb formed 
on the flue sheet. The walls of the combustion chamber be- 
came sooted and a deposit of cinders built up on the floor of 
the combustion chamber to a depth of 10 in. after 10 days of 
service. A number of tubes became plugged and the entire 
two bottom rows of tubes were blanked off by the deposit. 
This necessitated shoveling out the combustion chamber 
every few days to keep the locomotive in operation. 

To demonstrate the thermal results of the use of the flue 
blower a test was made by taking the locomotive with dirty 
flues and a heavy fire with the locomotive standing and all 
auxiliaries shut off. Starting with the steam pressure sta- 
tionary at 185 lb., the flue blower was used for two minutes 
to clean the flues. Immediately after the blower was shut off 
the steam pressure started to build up and in four and one 
half minutes, without the fire being touched, had built up to 
200 Ib. 

The performance of the flue blower as observed in service 
and demonstrated by tests show that: it keeps combustion 
chamber, flues and superheater units absolutely clean, ‘m- 
proves locomotive boiler performance, eliminates roundhouse 
flue cleaning and makes an appreciable reduction in coal 
consumption. 


Sabotage on Lehigh Valley 
During Shop Strike 


Wasutneton, D. C. 
ORE THAN TWO HUNDRED specific instances of 
M sabotage on the Lehigh Valley during the shopmen’s 
strike, which began on July 1 last year, were detailed 
by F. M. Hibbits, superintendent of motive power, before 
the Interstate Commerce Commission on May 16, when the 
general investigation into the efficiency and economy of rail- 
road management which the commission is making was re- 
sumed. This testimony was given in substantiation of 
charges that interference with traffic and increased operating 
cost on the Lehigh Valley were largely traceable to sabotage 
which took place during the strike. 

Mr. Hibbits testified that every case of sabotage cited by 
him had been carefully investigated and that he was con- 
vinced that a malicious effort was made each time to em- 
barrass the operation of the railroad. In connection with 
each instance he gave the point at which the case of sabotage 
had been committed, the date, and detailed the nature of the 
damage. 

He told of one instance where a locomotive at Pittston, Pa., 
had been discovered with an oil pipe leading to its stokers 
blocked at one end with a lump of coal wrapped in an old 
work order with a green flag packed in on top, while the other 
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end of the pipe had been blocked with another lump of coal, 
In August, September, October and November, 330 air hose 
on cars were found cut in the shops of the Lehigh Valley at 
Sayre, Pa. He also told of numerous instances where the 
homes or other property of employees had been dynamited, 
while there were scores of cases where glass, grit, iron or, 
ashes and dirt had been maliciously placed in journal boxes, 
and feed valves on locomotives. 

In a number of instances he said employees had _ heen 


found tampering with locomotives for the purpose of delay- 
ing trains or destroying property. 
Mr. Hibbits read statements from four master mechanics 


of the Lehigh Valley which showed that, by loosening bolts, 
many locomotives had been put temporarily out of commis- 
sion. 

One master mechanic alone reported 50 such cases 
He told in detail of an agreement made between the railroad 
and the organization of its present employees as a substitute 
for the old national agreement as modified by the Labor 
Board, and said the new agreement would save the railroad 
thousands of dollars annually in increased shop efficiency. 

Another witness was J. F. Maguire, general manager of 
the Lehigh Valley, who told of negotiations with the shop- 
crafts employees prior to the strike, asserting the men had 
gone on strike after their leader had told them they had no 
grievance against the Lehigh Valley, but would have to go 
out because of orders from the national organization. He 
said when they were ready to return to work the Lehigh 
Valley had built up a new force with which the management 
had negotiated an agreement covering rules and working 
conditions and was in no position to discuss the matter with 
any other body. 


We'll Bite; What's So Disgraceful About Itr 























eh a 


AND SINCE IT IS THE HOPE OF EVERY AMERICAN FAMILY THAT THEIR SON MAY HAVE THAT 
ABILITY— 








| 
| 
| SOE 
| 


ie 


|  ¢SF S — — 
WHY IS IT THAT CHASING THEM IS SUCH A GREAT POLITICAL SPORT AND VOTE GETTEF 
From the Philadelphia North American 















Pu 


T 


May 
Chica 
was ¢ 
sions 
super 
Quin 
ident 
The 
and 
recla’ 
catal 
250 
atten 
i 
the 
keep 
Ame 
of ti 
tice 
hari 
and 
of 1 
and 
best 
7 
yea 
stor 


Mu 


















































Purchasing and Stores Officers Meet in Chicago 


Scrap and Material Handling, Coal Storage and Office 
Methods Discussed at Fourth Annual Convention 


Stores Division, of the American Railway Associa- 

tion, was held at the Hotel Sherman, Chicago, on 
May 15, 16 and 17, with F. D. Reed, vice-president, 
Chicago, Rock Island & Pacific, presiding. The meeting 
was called to order at 10 a. m. Chicago time, and the ses- 
sions begun with opening remarks from J. H. Waterman, 
superintendent timber preservation, Chicago, Burlington & 
Quincy, followed by an address by R. H. Aishton, pres- 
ident American Railway Association, and by the chairman. 
The business of the convention included the presentation 
and discussion of reports on the classification, inspection, 
reclamation and handling of materials; rules; office records; 
cataloging; organization; and fuel cpnservation. About 
250 officers from the United States and Canada were in 
attendance. 

J. H. Waterman, superintendent timber preservation of 
the Chicago, Burlington & Quincy, and a former store- 
keeper, expressed the hope that the railroads establish an 
American Railway Association bureau for the inspection 
of ties as a substitute for the decidedly unsatisfactory prac- 
tice now prevailing. He also emphasized the importance of 
harmony within the department of purchases and_ stores 
and urged purchasing agents to cultivate the acquaintance 
of their subordinate officers. It is only through harmony 
and by a close understanding within the departments that 
best results can be obtained. 

The following officers were elected to serve for the coming 
year: Chairman, U. K. Hall, general superintendent of 
stores, Union Pacific, Omaha, and, vice-chairman, A. W. 
Munster, purchasing agent, Boston & Maine, Boston. 


R. H. Aishton Addresses Section 


Mr. Aishton, expressed himself optimistically as to the 
results being accomplished by railroads in moving the traffic 
of the country. The volume of business being handled is 
greater than ever before and is being handled successfully, 
as is indicated by the fact that last week about 970,000 
cars of revenue freight were loaded, which is within three 
per cent of the largest number of cars ever loaded in an 
equal period. Mr. Aishton called attention particularly 
to the traffic program outlined by the American Railway 
Association, which he characterized as a promissory note 
of the railroads to the public, that it is essential for the 
railroads to meet on maturity. In reviewing this report 
he called attention to the one item in the program calling 
for the reduction in bad order cars from nine per cent at 
present to five per cent by October 1, as well as the re- 
duction in locomotive out of service to 15 per cent, also 
the completing of all storage of company coal by September 1. 
He emphasized the important part the purchases and stores 
officers have in making it possible for the railroads to meet 
their obligations, and urged upon the association to make the 
program a special subject for consideration before adjourn- 
ment. By way of emphasizing the important place oc- 
cupied by the purchases and stores department, in determining 
economy and efficiency on the railroads, he pointed out that in 
his experience the scrap pile comes first, the storehouse is 
the next in importance. Dwelling upon the greater re- 
sponsibility of the railroads to the public, he appealed to 
the association and its membership, to use every means when 
in contact with the public to show what the railroads are 
doing to provide better transportation. In this respect he 
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also called attention to the necessity for the stores officers 
of all railroads to work together, the importance of which 
is seen when it is considered that the public does not make 
distinctions when criticizing railroads but rather considers 
the railroads as a whole. 

In complance with Mr. Aishton’s request, the association 
devoted considerable attention to the program for improved 
transportation, special pains being taken to impress upon 
the members the importance of co-operating in this movement. 
A number of speakers testified as to the measures taken on 
the roads which they represented with respect to the early 
award of contracts for equipment, to the heavy loading of 
cars with company material and to insuring that such cars 
are promptly released. The association adopted a resolution 
asserting its willingness and intention to do its part in the 
expeditious movement of traffic. 


Buildings and Facilities for Handling Materials 


The purpose of the committee in this report has been to 
give as guides for making studies of local conditions, details 
of design affecting operations, which have been found by ex- 
perience to give the best results after the buildings and fa- 
cilities have been completed. The committee desires again to 
bring to the attention of all concerned in. the design of store- 
houses, the vital importance of obtaining the recommenda- 
tions of those experienced in handling material before the 
location, with reference to shop buildings, is decided on. A 
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End Elevation 
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Side Elevation. 


Rack for Storing Coupler Knuckles 


proper preliminary study of the location of buildings and 
facilities may result in a large saving in operating expenses 
throughout the life of the plant. 


Design of General Storehouses 


General—The first consideration after the location has 
been decided on is that of general dimensions of the building 
which in turn are determined through a consideration of land 
value. With cheap land, the storehouse would be entirely on 
one floor. With this type of construction, it is possible to 
obtain natural light by use of skylights and provide shelter 
over the loading platform. As the land increases in value, 
the ground area occupied must be decreased by the construc- 
tion of additional floors. A one floor storehouse of brick, 
steel and concrete may be constructed for approximately 
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$4 per square foot, excluding bins and other interior equip- 
ment. Additional floors above the first floor may be con- 
structed for probably 90 per cent of the first floor cost. The 
width of the storehouse is important. If the house is made 
too narrow, a large percentage of the floor area is lost by the 
main aisles, as one main aisle can serve a storehouse 80 ft. 
wide as well as one 40 ft. wide. A plan embodying the best 
ideas in design of a four-floor general storehouse is attached 
in which the maximum economical width has been fixed at 
80 ft. 

Basement—The necessity for the construction of the first 
floor on the car floor level about 414 ft. above the ground 
level, makes the construction of a basement economical and 
desirable, particularly since some commodities need the 
uniform temperature throughout the year which a basement 
provides. A ramp should be provided to permit trucks to 
operate directly from the platform into the basement and a 
chute should be provided on the receiving side from the out- 
side platform into the basement. 

First Floor—Ample receiving space and shipping space is 
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End Fflevation Side Elevation 


Steel Rails Set in Concrete for Piling Axles, Wheel Centers, 
Plates, etc. 


essential and should be placed near the center of building. 
The area necessary must be determined by a study of local 
conditions. Bins should be provided adjacent to the shipping 
space for assembling the material prior to the date of ship- 
ment by supply car to balance the work throughout the in- 
tervals between supply cars. It is essential that the exact 
location of bins be determined before the architect proceeds 
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Platforms—Loading and unloading platforms along the 
sides of the house should be not less than 10 ft. wide and 
constructed of concrete with a mastic concrete surface. When 
the storehouse consists of more than one floor, it is necessary 
to omit the shelters over the platforms. A lack of shelters 
for the platform is less objectionable than a lack of natural 
light for the first floor, since tarpaulins may be used to pro- 
tect the material while being handled on the trucks. 

Elevators—Generally speaking, one elevator should serve 
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FRONT ELEVATION 


Bar Iron Rack for Use at Consuming Points 


20,000 sq. ft. of floor space. The capacity of each freight 
elevator should be five tons. Elevators should be so located 
that opposite sides will be open, thus permitting trucks to 
enter and leave without reversing their operation. Passenger 
elevators should only be installed when the offices are above 
the second floor, and where the number of employees justify. 

Locker Rooms—Locker rooms and lavatories should be 
provided on each floor, except the basement, for serving the 
estimated number of employees on that floor to prevent loss 
of time in passing from floor to floor. 

Material Shed—Every general storehouse must provide 
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General Storehouse Layout 


with the details of design, as the posts must be located within 
the limits of the bins to prevent the obstruction of aisles. 
Platform scales flush with the floor should be provided on 
the receiving side of the house. The number of scales must 
be determined by the size of the house. At the 1920 meeting 
of this division a report was adopted recommending that the 
first floor be designed to carry a load of 1,000 Ib. per sq. ft. 
and upper floors 500 lb. per sq. ft. This committee sees no 
reason for recommending any change in those figures. 


protection for certain classes of material of little value when 
measured in pounds, and too bulky or too irregular in con- 
tour to store in the main storeroom, but justifying storage 
space, fully protected from the weather and in close proximity 
to loading track. The committee suggests the construction 0! 
a material shed, shown on the attached plan, for the storage 
of locomotive rods, air pumps, injectors, automatic fire 
doors, and material of similar nature. The building need 
not be lined or heated. Because of the need for floor space 
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jor piling heavy material in the center of the house, bins 
along the side and end walls are suggested with windows 
above the bins. A system of mono-rail hoists installed in 
this building will save considerable labor even though a 
system of trucks is also operated. 

’ Fire Protection—Provide for hydrants and hose reels, both 
inside and outside of buildings, fire extinguishers and other 
devices prescribed by the National Board of Fire Under- 


writers. 
Design of Fixed Storehouse Facilities 


Material Racks—The racks adopted at the June, 1920, 
meeting of this division are thought by this committee to meet 
present requirements. A growing tendency is noticeable to 
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Section 
Fireproof Cabinet for Storing Torpedoes and Fuses 


Front Elevation 


omit all partitions and to depend upon unit piling for 
proper segregation of material. While the omission of all 
partitions has not yet been practiced long enough to justify 
its adoption as standard practice, there is enough merit in it 
to suggest its use for such material as can be readily and 
economically piled at all times. 

_ Bar Iron Rack—A bar iron rack of angles and channels 
is shown, with overhang for the protection of the stockman 
and for the material. A rack of this type is for use only at 
the consuming point. -Any storage facilities for bars at a 
general storehouse should be so located as to be reached with 
a crane, 

Racks for Wheel Centers and Axles—Steel rails set in con- 
crete make desirable permanent racks for axles, wheel centers 
and other commodities requiring lateral support which can 
be readily handled by a crane. The concrete piers without 
the imbedded rails are desirable as foundations on which to 
store locomotive tires. 

Coupler Knuckle Rack—A sketch shows an inexpensive 
wood rack in which to store coupler knuckles. 

Fireproof Torpedo and Fusee Cabinet—One of the 
sketches shows a desirable steel cabinet in which torpedoes 
and fusees may be safely stored. 


Labor Saving Devices for Handling Material 


The manufacturers of cranes, trucks, tractors, etc., have 
developed types for highly specialized uses, and it is neces- 
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sary that local conditions be closely studied before a type is 
decided upon for any particular point. A complete study 
of the situation is essential if losses are to be prevented by 
reason of having an idle investment in a special type of crane 
or truck which can be used only a small part of the time. 
This is particularly true of the tractor and trailer types which 
are usually only economical with more complex operations 
and where comparatively long hauls are involved. 

From the smallest to the largest operations, the types of 
trucks which will be found most economical, run generally in 
the following order: 

1—Plain platform trucks (power operated). 

2—Platform trucks with hoists. 

3—Elevating platform trucks with skids and containers. 

4—Tractors and trailers. 

The manufacturers are usually willing to furnish ex- 
perienced persons to assist in studying local situations for ° 
the purpose of recommending the type of crane or truck most 
suitable. It is unwise to attempt to use the saving in operat- 
ing cost obtained at one point to justify the installation of 
such facilities at other points, unless the conditions are 
known to be similar. It rarely happens in stores work that 
operating conditions are nearly enough the same at any two 
points to make such comparison reliable. 

In estimating the cost of operating electric trucks a figure 
of $3.50 per day may be used, which covers interest, de- 
preciation, repairs, charging of batteries and all incidental 
expenses, except wages of operator. 

When trucks are operated exclusively outside storehouses, 
or other buildings, the gasoline truck is most economical. 
The types of gasoline trucks are numerous and the relative 
merits of each are readily obtainable. 

One railroad uses small gasoline tractors in delivering 
material to shops, saving approximately $12 per day per 
tractor. 

Another railroad has at one point, five electric swivel hoist 
trucks, and saves five common laborers per truck. Trucks 
are used for delivering material from storehouse to finishing 
machines, and from machine to machine. 

The saving at this particular point is estimated as follows: 


Re ee ee eee a Tee Oe Sa ae eee re eS $4,500 per year 
Cost of truck operation, excluding wages or operator $3.50 
a ee er ee me rrr Terre pie re ies Lt 1,050 per year 
DEUt: SHOU CEP BOON ia) 6S iai hi wa e648 ewes deo nen ener $3,400 


Discussion 


C. C. Kyle (N. P.), taking exception to committee’s rec- 
ommendations that elevators should have two openings to 
allow the entry or departure of trucks from either side, con- 
tended not only that there should be no openings in elevators 
to allow entry from the outside of the building, but that a 
single opening is the most desirable, in support of which he 
cited a case where an outside opening to an elevator had been 
closed because of the tendency to result in accidents. J. G. 
Stuart (C. B. & Q.), however, asserted a preference for 
the double entrance for elevators and the desirability of 
having a platform opening, as is being provided for in 
the storehouse being constructed by the Burlington at 
Denver. He was supported in this contention by J. C. 
Kirk (C. R. I. & P.), U. K. Hall (U. P.) strongly favored 
the covering of unloading platforms, citing the experience 
of the Union Pacific where adequate light is obtained by 
the use of wire glass in the canopy. The Union Pacific 
favors a 40-ft. width for building in preference to the 80-ft. 
width recommended by the committee, on the ground that this 
construction avoids the use of inside roof supports. Mr 
Stuart asserted a preference for an 80-ft. width of store- 
house as a distance saver for trucking by allowing a shorter 
length of building and was supported in his remarks by Mr. 
Kirk, who reported that the Rock Island storehouse at 
Silvis is 100 ft. wide and has proved entirely satisfactory. 
H. E. Ray (A. T. & S. Fe.), recommended the more ex- 
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tensive use of concrete roads in preference to cinder or 
earth as greatly increasing the efficiency of trucks. All 
storehouses built in the last 10 years on the Santa Fe are 
of fireproof construction and are one story. The con- 
sensus of opinion was that the 10 ft. width of platform as 
recommended by the committee should be a minimum. H. 
C. Stevens (Wabash), contending that the general store plat- 
form should not be less than 14 ft. and preferably 16 ft. in 
width, especially where industrial trucks are used. 


Accounting and Office Appliances 


With a view of promoting office economy and accuracy 
the committee recommends, where the saving is sufficient to 
warrant, that the following mechanical facilities be used: 

Visible Card System—This system is particularly efficient 
in stores department pricing due to the accessibility of price 
records. Six 12-in. oblique stands arranged in a half circle 
with four wings, two in the center and one at each end are 
provided for each price clerk, the cards being inserted in 
frames in an almost upright position. Each stand holds 
1,600 cards making 9,600 cards accessible from a sitting 
position. 

The advantage of this method of pricing is that a great 
number of prices are visible at one time, and a price clerk 
can very readily locate the particular price card which is 
required, thereby saving a great deal of time. 

Dictaphone—The advantages of the dictaphone are as fol- 
lows: 





1. Stenographer is not required to duplicate work in shorthand 
and on the typewriter. 

2. The correspondent finds that he can dictate the moment he 
is ready. 

3. After office hours work can be accomplished. 

4. The dictaphone registers as rapidly as the letters can be 
dictated. 

5. Production work can be followed more systematically, as 
no interruptions to take additional dictation are made. 

Fan-Fold Typewriter—This machine is recommended for 
use where one clerk performs continuous work of a similar 
nature requiring several carbon copies. 
structed very similarly to a typewriter with an additional 
lever, which mechanically shifts carbon from one set of forms 
to the next, thus eliminating the time it would take for a clerk 
or operator to interleave carbons and remove them after the 
form has been written. 

The great reduction of carbon paper handled reduces the 
consumption of carbon paper about 75 per cent, as the major 
portion of the carbon paper is ruined under the old plan by 
being wrinkled and dog-eared and not from actual use. One 
set of carbons will make from two to four hundred copies. 

Duplicator Machines—This machine is designed for use 
where bulletins or circular letters of 25 or more copies are 
desired, and will reprint statements or statistical reports ‘on 
forms as large as 17 in. by 22 in. The original copy is type- 
written in the usual way, from which as many as 100 legible 
copies can be made. The original typewritten sheet is placed 
on the copying surface of the roll. It is permitted to remain 
there from one to two minutes, at which time it is removed 
and the desired number of copies run through the machine, 
by merely coming in contact with the imprint. 

Addressograph—This machine is very valuable for print- 
ing price books, stock bin cards, stock sheets and inventory 
sheets. It is also well adapted to payroll and labor distribu- 
tion. Numerous small attachments, such as counters, cut- 
offs, daters, duplicators, triplicators, automatic ejector, gages, 
repeaters, selectors, etc., render this machine very proficient. 

Tabulating Machine—With the use of this machine, in 
stores accounting, the old method of hand sorting and mental 
recapping of requisitions is entirely eliminated. These ma- 
chines are absolutely accurate and can be operated simultane- 
ously by one operator. 


The machine is con- . 
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Filing System—It is the recommendation of the committee 


that a numerical subject filing system, based on the standard 
classification of material, or the Dewey-Decimo system, be 
used, this system to be concentrated to meet local conditions 


on each railroad. It is also recommended that all files, both 
open and closed, be handled in ‘a filing bureau under the 
jurisdiction of a file clerk. 

It is a good practice to bind daily an extra carbon copy of 
all correspondence for reach reference—letters to be grouped 
in file number order. Interested officers of the department 
can by going through this file daily, keep in touch with all 
matters being handled. 

The members of the committee are: G. A. Secor (C. & A.) 
(chairman), W. E. Brady (A. T. & S. F.), F. N. Dobbs 
(S. P.), L. T. Hoffman (U. P.), C. H. Rost (C. R. I. & P.) 
and D. C. Curtis (C. M. & St. P.). 


Supply Train Operation 


Information obtained from various railroads operating 
special supply trains indicates that their average cost of 
operation is $1.43 per mile. In congested territories 
there may be railroads which can distribute their materials 
and supplies better by means of supply cars operated in 
revenue freight trains, weekly or monthly as the service 
requires, due to operating conditions and volume of traffic. 
Other roads are operating monthly supply cars on lines 
where the volume of business and traffic conditions are such 
as to justify the operation of supply trains and where such 
service would be a more efficient means of handling line 
delivery of material, for the reason that when supply cars 
only are operated, the service performed is not given that 
special attention which it gets in a train operated especial- 
ly for that purpose. 


Delivery of Oils 


On some railroads where large quantities of gasoline, 
illuminating oil and distillate are consumed and where 
proper storage facilities have been provided, the supply 
is furnished direct from tank cars to such storage tanks 
by means of a hose connection. On roads where no stor- 
age tanks have been provided, supplies of oils are drawn 
from storage tanks in the supply car and carried to and 
emptied into tanks kept at stations for this purpose. Gaso- 
line is furnished in 50-gal. shipping drums, or smaller 
containers. 

Containers for miscellaneous oil, such as lubricants for 
section motor cars, pumping stations, coal chutes, etc., are 
either filled at the main store oil house, or en route from 
storage tanks in supply cars. Both practices are good, but 
it is considered more efficient to fill cans at the main store 
oil house, so they can be delivered promptly and empty cans 
taken in exchange. This practice has advantages in that 
cans are filled under better conditions, whereas, filling cans 
while the train is in motion is difficult. Supplying il- 
luminating oils and lubricating oils is further simplified 
on some railroads by purchasing such oils in five-gallon 
tin containers. Where large quantities of gasoline. il- 
luminating oil and distillate are used, the committee recom- 
mends that proper storage tanks be provided and filled di- 
rect from tank cars, such tanks to be fitted with a pump, 
suitably housed. 

Proper equipment for use with supply train cars is of 
vital importance. Therefore, attention is directed to the 
advisability of using such appliances as a five-ton locomo- 
tive crane, equipped with generator and magnet, or a port- 
able crane which can be fastened to the stake pocket of @ 
car and operated by air taken from the train line, for loading 
scrap, frogs, switches and rails. 

The members of the committee are O. Nelson (U. P.) 
(chairman), E. J. Becker (S. P.), O. V. Daniels (Penn:.), 
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1. G. Morrison (C. B. & Q.), Wm. Shaw (A. T. & S. F.) 
and R. J. Elliott (N. P.). 


Discussion 


Considerable objection was raised to the committee’s stand 
on supply trains. The discussion developed that the Penn- 
svlvania not only operates both supply cars and supply trains 
but also uses motor trucks and that in terminal districts the 
cars are operated at about one-sixth the cost of supply trains. 
No supply trains are used on the New York Central east of 
Buffalo but extensive use is made of motor trucks in supply- 
ing signal towers at a saving of $100 per month. Elsewhere 
motor truck shipments to points within 17 miles have reduced 
terminal delays from two days to one or two hours. The 
Southern and the Rock Island use supply cars exclusively, 
the Santa Fe favors supply trains but also uses supply cars. 
The Southern Pacific abandoned the use of supply cars for 
supply trains to overcome delays and to promote efficiency 
of line inspection. The Baltimore & Ohio Chicago Terminal 
operates monthly supply trains successfully within a terminal 
area. 


The Reclamation of Discarded Material 


Employees of all departments who have to do with the 
handling and use of material should be constantly reminded 
of its great value. All railroad employees, no matter what 
position they occupy, should be educated to the fact that 
“material is money.” 

The reclamation of waste, is being followed to some ex- 
tent on most railroads, but the possibilities for savings in 
this commodity are apparent, and in our opinion some plan 
for doing this should be worked out on every railroad. 
The annual savings on three large railroads are as follows: 


RN il a rand aa ante h Sco 4 Sr brea aia em are ea $3,140.00 
Southern Pacific— 

ECR eee COTTE Ce TT $46,188.09 

po Ee ee re ree 3,985.97 50,174.06 
Union Faeiie, “Cece Shett Tate. ncivicccs cncvevececssenet 7,311.43 


Reclamation of Track Work by 
Oxy-acetylene and Electric Welding 


As the result of a questionnaire sent to various railroads 
on the welding of frogs and switches it was found that of 
43 railroads replying, 29 are welding with good results— 
four still in the experimental stage; while 14 do not do re- 
claiming, and of this number four did do welding but stopped 
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being welded successfully with oxy-acetylene, at a saving. 

On the Union Pacific System (Oregon Short Line), a 
total of 90,000 joints built up by this method at an average 
cost of $2.12 each for both material and labor, resulted in 
an enormous saving as against changing out the rail, which 
would have been required in many instanees. No failures 
have been reported so far. 

The Southern Pacific Company (Pacific System) has built 
up 50,000 rails to date and is so well satisfied with the re- 
sults that one or more welding outfits have been installed 
on each of 11 divisions. This has improved the riding con- 
dition of the track immensely, and conserves the rail. Rail 
treated in this manner two years ago has been reported in 
very good condition. The majority of the welds extend three 
or four inches each side of joint, making six or eight inches 
of welding. The average cost per joint (two rail ends) is 
$2 as compared with $6 for relaying with resawed rail. 


General 


The following practices have been called to the attention 
of the committee to be included in the standard reclamation 
list: 

Class 1 B—Plane down 100-lb, angle bars to fit 80-lb. rail after 
sawing off both ends. ; 

Class 1 D—Push cars manufactured by railroad instead of pur- 
chased. 

Class 20—Welding piece of 1 by 5 iron to each side of old 5 by 
5 by 6% butt couplers to make 5 by 7 by 6%. 

Class 20—Metal roofs cut down and used on narrow gage. 

‘Class 29—The upsetting of axles and building up of tires is being 
followed on several large roads by the mechanical department 
with good results. 

Class 30—Manufacture of coal doors from reclaimed grain doors. 
Equipment required—nothing: special. 

Class 32—Oil tanks—manufactured out of old locomotive boilers. 
No pressure to be applied. 

Class 46—Baggage mats manufactured from scrap hose. 

Class 46—Consider removing of fabric from hose. 

Class 46—Consider use for scrap air brake hose. To be cut into 
smaller lengths and used on narrow-gage lines, 

Class 48—Scratch pads from obsolete forms. Equipment re- 
quired—paper cutter. 


Reports 


The general storekeeper should receive monthly reports 
from the division and district storekeepers showing the value 
of material conserved in their divisions. A consolidated re- 
port should in turn be sent to the division or district store- 
keepers by the general storekeeper, showing what has been 











Scrap value of Value Cost of é 

ni 4 mtl. reclaimed of mtl. used Labor cost supervision Shop expense Total cost New value Savings 
eclamation— 

a eS £8 ee $1,021.20 ce - 8 —s—C«s-wesewlaws eS ee $3,625.44 $13,246.03 $10,620.59 
C ao ae 8,916.20 5,515.78 10,564.28 582.99 1,049.82 26,628.77 66,268.25 39,639.48 
onservation— 

lite SR SERS RSS renee ae 0té«Cs ecccce a #8 seen 178.47 1,058.08 879.61 

Coe Foca cacstanwsicoes S07F = sewers 216.65 | ee ee 1,205.67 10,526.05 9,317.38 
because it proved unsatisfactory or too costly. It will be accomplished by each division during the month. The 


seen by the above that the welding of frog and switch points 
has been pretty generally accepted as satisfactory and a 
great saving. 

1. To what extent is the welding of switch points and frogs in 
and out of tracks being followed on your railroad. Advise where 
this work is done; that is, if removed from track and sent in to 
reclamation plant for welding. . 

_ 2. Advise if welding or built up frogs are put back into service 
in high speed tracks or sidings. 


Large savings are being secured on several railroads by 
oxy-acetylene welding of chipped ends or battered joints 
of rail in track, by reason of prolonging the life of rail. 
Data from four representative roads were presented. On the 
Canadian National (Eastern Lines), chipped ends are being 
welded experimentally and so far, the reports are favorable. 
On the Pennsylvania, chipped ends or battered joints are 


committee recommends the adoption of a combined report for 
reclaimed and conserved material, and invites attention to 
the figures showing the value of materials reclaimed and con- 
served on several railroads for one month (February, 1923). 
The members of the committee are A. S. McKelligon 
(S. P.) (chairman), L. V. Guild (O. S. L.), C. B. Hall 
(Penna.), C. C. Kyle (N. P.), R. D. Long (C. B. & Q.), 
W. D. Morehead (I. C.) and E. W. Thornley (B. & O.). 


Discussion 


The presentation of this report was accompanied by moving 
pictures illustrating the handling of scrap on the Rock Island 
and reclamation practices on the Southern Pacific. By way 
of enlarging the scope of the report the opinion was expressed 
that the welding of switch points could also be done satis- 
factorily. The practice of repairing couplers by re-enforcing 
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shank with plates was seriously questioned. A recent article 
in the Saturday Evening Post making extravagant claims 
for savings from reclamation was condemned. The Balti- 
more & Ohio has abandoned the practice of converting metal 
roofing into tinware. A saving of 60 per cent in the recla- 
mation of track spikes was reported for the Burlington. 


mm 


Store Delivery of Material 


While there are no statistics available. which indicate 
exactly the value of material used, exclusive of rail, fuel and 
ties, or the value charged annually to maintenance of equip- 
ment accounts, a survey of several lines indicates that 5114 
per cent of the total material used, or $1,030,000,000 worth 
is miscellaneous material, exclusive of rail, fuel and ties, and 
that at least 40 per cent of the miscellaneous material issued 
exclusive of rail, fuel and ties, is charged to maintenance of 
equipment accounts. This represents an annual expenditure 
of $412,000,000. 

The movement of this vast amount of material between 
storehouses and users in the shops in the most efficient and 
economical method possible is worthy of consideration. Re- 
plies to a questionnaire received from 36 railroads indicated 
that one-third of the roads maintain stores delivery of ma- 
terial to users at shops, one-third a combination system 
whereby delivery is made of certain classes of material while 
shop forces secure the balance of the material at a counter 
in the storehouse, and one-third conduct no deliveries through 
the store department. 

Recommended practice is as follows: Orders for material 
can be either telephoned to the storehouse by the shop fore- 
man or orders can be written out and deposited by the fore- 
man at stations designated and numbered, with a messenger 
to pick up these orders at stated intervals, depending on local 
conditions. These orders, when telephoned or deposited by 
the foreman, should show in addition to the usual informa- 
tion, the exact location in the shops, either by engine, ma- 
chine, car or pit number to which the material should be 
delivered. ‘These orders, when picked up by the messenger, 
shall be brought to the storehouse, distributed to the sections 
and the material delivered to the shops by a power truck or 
other means as required by the nature of the material and 
local conditions. 

The committee reported the following good practices in 
effect : 

(1) Foreman signs the material tickets or orders when delivery 
has been effected, his signature constituting both an order and a 
receipt for the material. 

(2) Material messengers wear red caps so that they can be 
easily distinguished from other employees in view of the fact 
that their work brings them to all parts of the shop grounds. 

(3) Requisitions covering items of special nature such as 
stokers, locomotive cylinders, driving axles, boilers, etc., show the 
desired time of delivery. 

(4) Requisitions are time-stamped when received at the store- 
house and also after the delivery has been made. 

(5) Delivery trucks are operated on a time-schedule. 

The following is a comparison of the costs of delivery 
by the consuming department and by the stores department 
at a shop where about two thousand men are employed: 

Otp MeEtHOop 
Number of shop requisitions ND I itn a canketnee +b ctcanensnemneas 750 


20 minutes time used per requisition equals.............0e eee ..250 hours 
Rate per hour, helper. ...ccccccccccccccccccccccvevcvccccccesecs 47 cents 
ee en SOO Ee We oan co vicé cscectcnsssontecsesesesens $117.50 
Fetal eek Her FORT CIES GGG 6 ccc ci ceccswnedcvsaceccecnsesces $35,955.00 
Store Detivery SysTtEM 
9 material messengers, at 40 cents per hour (8 hours)........ $28.80 
1 tractor operator at 43}4 cents per hour (8 hours)............ 3.50 
"Ef SR ferret rer ee -94 
OE re rn er ee 33.24 
pe rr ee 10,171.44 
SE EE SOR eg neds SERKh adr wHSs Cee dces Obs eo nRerSey aneeeeEs 25,783.56 


A test at another shop of similar capacity indicated an an- 
nual saving of $23,338.62. At a division point where 800 
men are employed a test showed a saving of $3,000 per year. 
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The inauguration of this system would mean an addition 
to the store department payroll, but this is more than offset 
by the saving effected in the mechanical department. This 
saving may be reflected in a payroll decrease or increased 
shop output. Store representatives can keep in closer touch 
with material requirements, suggest substitutions or advise 
shops of material shortages. They keep in better touch with 
material which has been drawn from stock and not used. 

This method insures better accounting, due to the fact that 
material orders are necessarily made out before: delivery is 
made, while under the old method, not under the direct super- 
vision of the stores department, material could be picked up 
and brought into the shops and no shop requisitions fur- 
nished to cover it. With the delivery system in effect, ma- 
terial is taken from store stock and delivered direct to the 
machine, locomotive or car where it is to be used. It is. 
therefore, unnecessary for the mechanics to leave their ma- 
chine or work to secure material, making it possible to secure 
an increased shop production. 

The members of the committee are H. R. Duncan (C€. B. & 
Q.) (chairman), J. W. Gerber (Southern), G. A. Secor 
(C. & A.), A. A. Taylor (M. P.) and J. G. Stuart (C. B. & 
Q.). 


Use of Metal “One-Time” Shipping 
Containers for Paints and Oils 


By J. C. Kirk 
Assistant General Storekeeper, Chicago, Rock Island & Pacific, 
Silvis, Ill. 


Late in 1920 one of the division reclamation committees of 
our railroad called attention to the heavy loss through leak- 
age of paints and oils, due to their shipment in wooden 
barrels. This report was in turn passed to the general rec- 
lamation committee. In discussing the matter in this com- 
mittee, the plan of a metal one-time shipping container was 
brought out—a container that would of necessity be low in 
cost, but substantial enough to carry its cargo through to 
destination without leakage, a container which could then 
have its head removed so that the paint contents could be 
properly mixed. 

The investigation developed that on 14 items of paints and 
varnishes which we were purchasing at that time in wooden 
barrels, we were experiencing a loss through leakage of from 
2 to 9 per cent. The annual monetary loss was estimated at 
$21,525. The investigation also developed that there were 
several different types of light metal drums on the market 
which could be used to ship this class of material in. One 
type of drum was similar to an oil drum with a small bung 
hole on one side and one end. This type, when furnished 
by the manufacturers, made it necessary to cut one head out 
in order to mix the paints properly. Another type furnished 
has a removable head secured to the drum with lugs. Some 
of the manufacturers offered to ship their paint in five-gallon 
cans. One type of can being offered is round with the top 
held by lugs, fastened down with a machine; the lugs can 
be lifted, the top removed and again replaced if desired, 
keeping the contents clean at all times. 

The final result of our investigation caused us to insist on 
all of our paints being shipped either in five-gallon cans or 
light metal one-time shipping containers. This facilitates the 
distribution of the material to the users on the line and makes 
it unnecessary to break up packages and reship the material 
in cans, etc. Furthermore, we have been able to make good 
use of the empty containers. The five-gallon cans with re- 
movable lids make very good dope and water buckets, while 
the empty one-time shipping containers are being used for 
fire barrels or, where the heads are of the removable type, 
the drums can be used for the shipping out of fuel oil and 
other like materials. 
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Taking into consideration the fact that the one-time 
shipping containers cost but little more than the wooden 
barrels, we figure our cost of paint was but slightly increased, 
and that our savings by avoiding leakages have been ap- 
proximately $20,000 per year. 


Stores Department Book of Rules 


The important recommendations of this committee are as 
follows: 

Units of Dozen and Gross—The discontinuance of the 
units of dozen and gross is fundamentally sound. From a 
better storekeeping standpoint we recommend that a unit 
of each, or ten or multiples of ten, be used in the issuing and 
pricing of material where practicable. It is recommended 
that the division take the matter up further with the National 
Association of Purchasing Agents, manufacturing associa- 
tions and others. 

Stores Department Manual—It is recommended that each 
railroad establish its own manual of detailed instructions, 
following the general headings in the standard book of rules. 
It would be impossible to make up a general set of instruc- 
tions which would answer for all railroads. It is further 
recommended that each rule issued be numbered in consecu- 
tive numerical order, printed or mimeographed and bound in 
loose leaf form at each store where these books are to be 
maintained. 

Revision of Book of Rules—It is recommended that the 
standard book of rules be revised currently, and that it 
should be bound in loose leaf form, so that when revisions 
are approved by the division, they can be made readily with- 
out the necessity of reprinting the entire book; this change 
to be made on the next reprint of the book of rules. 

The members of the committee are W. D. Stokes (I. C.) 
(chairman), C. W. Kinnear (Penna.), J. C. Kirk (C. R. I. 
& P.), H. P. McQuilkin (B. & O.) and J. G. Stuart 
(Cc. B. & Q.). 





Reclamation of Grain Doors 


By Oliver Maxey 
Supervisor Claim Prevention, 
& Pacific © 


New grain doors cost the Rock Island an average of 46 
cents each during 1922 which, based on an average installa- 
tion of nine doors, cost $4.21 per car. During the year there 
were reclaimed for the road by various agencies some 420,000 
doors (nearly 50 per cent of the number installed) at an 
average expense of 7 cents per door, which includes removal 
of nails and minor repairs necessary to restore them to ser- 
viceable condition. The type of door used and method of 
installation are substantial factors in minimizing waste of 
material and damage in the process of removal from cars 
as they are also in the prevention of claims. We have adopted 
a solid door composed of two thicknesses of 7%-in. to 1-in. 
lumber in accordance with specifications endorsed by the In- 
terstate Commerce Commission in supplemental report 9009 
and we have asked shippers to follow the method of installa- 
tion recommended by the General Managers’ Association of 
Chicago in its placard issued November 15, 1921. Copies of 
the placard have been posted in elevators along our lines 
and practices are frequently checked by our traveling rep- 
resentatives. 

We have also been active in recommending the use of grain 
door removing devices at elevators and other receiving plants, 
where the custom of chopping out doors prevails, and have 
in numerous instances proved by demonstration that time 
could be saved to the industry while conserving the doors 
removed. The installation of a grain door remover was 
recently completed at our terminal elevator at Armourdale, 


General Chicago, Rock Island 
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Kan., where an average of 10,000 cars of grain are un- 
loaded yearly. This device was installed at a cost of ap- 
proximately $2,000. 

At market and the more important receiving points, the 
reclamation of grain doors is largely in the hands of organ- 
ized reclamation companies, which, in connection with other 
operations, are able to handle the matter more economically 
and just as efficiently as could be done by the carriers. Some 
supervision is, however, desirable to determine allocation and 
to prevent accumulation of material. 

Supplementing the report the Burlington was cited as 
effecting approximately a 25 per cent reduction in grain door 
requirements by furnishing local stations with grain door 
lumber for use where full height doors are not required. 


Railway Stores Catalog 


By C. D. Young 
General Supervisor of Stores, Pennsylvania System 


While the catalog has been developing and growing in 
favor in the commercial world, its possibilities as a standard- 
izing and money-saving agent for the railroads have not 
been, and are not yet, fully realized. A properly maintained 
catalog, used as a basis for ordering material, will insure 
an accurate and uniform description of the material desired 
on requisitions and material transfer orders, eliminating the 
possibility of wrong material being furnished and greatly 
reducing correspondence, and by means of material clearing 
records, enabling the policing of material stock to prevent 
the accumulation of unneeded surplus, or the equally unfor- 
tunate condition of construction or repairs for lack of ma- 
terial. It will further act as a standardizing agent by insur- 
ing adherence to standard specifications and drawings or to 
approved types of commonly used material not so covered. 

The material catalog in use on the Pennsylvania System 
is a loose leaf book, in which all the items of standard ma- 
terial and supplies in general use on the system are de- 
scribed. It now contains about 82,000 items (reduced from 
approximately 150,000 at the time of inaugurating the 
bureau), each of which is assigned what is known as a 
reference number, consisting of two groups of figures 
separated by a dash; the portion before the dash being the 
material classification account number, and the portion after 
the dash the number assigned to it in that account. These 
items are grouped according to material classification, and 
each group, or stock account, is arranged alphabetically and 
in numerical sequence as to reference number; a sufficient 
number of blank spaces being left to allow for future cata- 
loguing of items that may be required because of revised 
and improved designs or new classes of equipment. 

The catalog is produced by the catalog bureau, which 
is equipped with the necessary facilities for doing nearly all 
the reproduction required. It distributes catalog informa- 
tion to approximately 190 different points. 

In order that the catalog may be a successful founda- 
tion for ordering, dispensing and policing of material it is 
necessary that the descriptive matter be correct; to this end 
the catalog, and the stationery used in connection with it, 
require constant supervision. Any changes in standards, 
specifications or blue prints, as well as the development of 
new classes of rolling stock and roadway equipment, must be 
followed immediately by corresponding changes in the text of 
the catalog descriptions. When an item of material be- 
comes obsolete, but there is stock on hand, the following 
notation is added at the bottom of the catalog description 
—(Obs., do not purchase, use........ ). This has been 
found an effective safeguard against further orders and fa- 
cilitates prompt liquidation of the old stock, when the item 
is canceled from the catalog. 

For convenience, a tracing and specification index is main- 





1224 






tained. At the top of each card appears the tracing of speci- 
fication number, followed by the reference numbers that 
are affected thereby. When a tracing is revised, a proof is 
printed, on the addressograph, of each item shown on the 
index card; compared with the blue print, and the proper 
correction made to the description. This information is 
then checked by one familiar with car and locomotive con- 
struction and repairs, after which the master plates are 
revised and from them are printed, on a job press, the neces- 
sary number of copies of bin labels, also of white gummed 
paper stickers, for pasting over the old description on all 
stock record cards and clearing house sheets on the system. 
One set of these white copies is pasted on cardboards and 
photo-lithographed on gummed paper to the proper size 
for pasting over the obsolete descriptions in the catalogs. 
These corrections are being issued in from ten days to two 
weeks after the issue of the blue prints, thus eliminating the 
necessity of a blue print file for the storekeeper. 


Discussion 


Comments on this paper indicated a considerable difference 
of opinion; while several of the speakers favored this catalog 
system a number objected to it, indicating that it is neither 
practicable nor advisable to use the manufacturer’s number 
as the index for purchasing material. One speaker favored 
the master stock book system as serving the purpose better 
than the catalog system described by Mr. Young. Reliance 
on numbers in place of names when ordering materials, he 
declared, was particularly dangerous. 


Repairing Typewriters and 
Other Office Appliances 


By W. W. Griswold 
Stationer, Chicago, Rock Island & Pacific, Chicago. 


Little attention is given the typewriter, the adding ma- 
chine and the other mechanical devices used in an office; 
yet this equipment is expected to perform properly, give 
efficient results day in and day out, until one day it fails 
and then there is a rush for the repairman. In order to 
get the lowest possible cost for maintenance of office me- 
chanical equipment, an individual record of every company- 
owned machine should be kept, starting with the date of 
purchase. The same form can be used for all classes of 
equipment. It also enables control of the transfer of equip- 
ment from one office to another, permits checking the per- 
formance of the machine, prevents passing of duplicate bills 
for repairs, and is of great value in making comparisons as to 
performance of machines of different makes, which aids the 
purchasing department when considering new purchases, 
from the standpoint of maintenance costs. 

Dust and dirt are the worst enemies of a mechanical de- 
vice, and all departments should be urged to enlist the co- 
operation of each operator in taking care of the equipment 
they use. The machine should always be kept covered when 
not in use, and by following the simple suggestions offered 
by the manufacturers longer life will be obtained, the cost 
of repairs greatly reduced, and a minimum loss of time due 
to failure of a machine resulting from a dirty condition. 

To get the most economical and satisfactory results ar- 
rangements for repairing the equipment should be made only 
with responsible companies, preferably manufacturers’ 
agencies, provided satisfactory prices and maintenance 


guarantees without extra cost can be obtained. The tendency 
of the manufacturer, today, is to realize that prompt service 
and efficient repair work with proper prices provides a lower 
cost of upkeep, which reflects in their favor in the purchase of 
new equipment. 

It is, of course, necessary that offices on the line be author- 
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ized to have emergency repairs made when necessary. On 
the Rock Island, it has been found that an expenditure not 
to exceed $5 will cover emergency handling. Where over- 
hauling is necessary, or cost of repairs will run higher than 
the authorized emergency allowance, estimates should be ob- 
tained and submitted to the stationer, who will either author- 
ize local handling or order the equipment shipped into head- 
quarters for handling, depending upon the reasonableness of 
the charge and responsibility of the local firm to handle the 
work. While price is the first consideration, it is usually 
practicable to favor local handling, due to possibility of 
damage to machines en route and necessity of recognizing 
local companies who can give service to our people when 
emergency repair work is necessary. However, where ma- 
chines must be sent to headquarters for overhauling and a 
loan machine is necessary, such loans can be obtained easily 
and quickly from the repair companies free of charge, so 
that loss of time in waiting for machines to be returned is 
accordingly minimized. 

Some railroads have installed their own repair shops, and 
indicate they have had better results and made substantial 
savings by repairing the greater part of their own equipment, 
while other lines have experimented and found that their 
repair work could be handled to better advantage and on a 
more economical basis by outside repair companies. Manu- 
facturers of calculating machines, dictaphones and similar 
equipment usually offer maintenance contracts covering in- 
spection, oiling and upkeep; but the Rock Island has not 
found such contracts to be economical, as their cost of main- 
tenance under direct repair arrangement is considerably lower 
than if handled under maintenance contracts. 


Other Subjects Discussed 


J. W. Gerber (Southern) read an interesting paper on the 
apprentice system in use on the Union Pacific for training 
storekeepers. This system was inaugurated in 1913 and has 
since been constantly maintained with highly satisfactory 
results. In the beginning two of the largest storehouses 
were selected for the employment of apprentices, the course 
continuing for four years, during which the apprentices 
were employed consecutively as office boys, supply clerks in 
the storeroom, as a helper to the foreman, as assistants on 
inventory work, followed by several months service as sub 
foremen and as clerks in various capacities in the office. Out 
of 14 applicants selected in 1913, nine completed the course, 
one died, one resigned and three have been promoted to local 
or division storekeeper positions. The apprentice system 
has cost the Union Pacific nothing and has resulted in the 
training of a class of men who are thoroughly prepared to 
take responsible positions. At the present time there are 
applications ahead for all apprentice positions open. 

The committee on Unit Piling of Material and Numerical 
Marking Systems, presented a summary of information ob- 
tained through a questionnaire sent to the various railroads, 
but did not feel warranted in advancing any definite con- 
clusion. The recommendation was offered that this subject 
be given further study during the coming year. 

Discussion of this subject developed considerable favorable 
comment on the unit filing of materials both as a space 
economizer and as a facility for decreasing the cost of in- 
ventories. Several speakers cautioned against carrying the 
system too far and favored the storage of small articles such 
as rivets or bolts on the basis of weight. 

In reply to inquiries made regarding the method of meet- 
ing agreements with labor organizations, Mr. Gerber g:ve 
the association to understand that satisfactory arrangements 
were made with the clerk and maintenance of way organ! 
tions. J. C. Kirk (C. R. I. & P.), reported that an 
prenticeship system inaugurated in 1912 is also in use 





May 


the Ro 
of getti 

D. I 
paper | 
that it 
scrutin 
storeh¢ 
and tl 


 _-. ae oe |e 











May 19, 1923 


the Rock Island and has been the solution of the problem 
of getting timber for storekeeper positions. 

D. B. Allen (U. P.) in a comprehensive and instructive 
paper on the work of the store inspector, developed the point 
that it is the function of the store inspector not only to 
scrutinize carefully the condition of stocks on hand at 
storehouses, the general conduct of the store department 
and the distribution of material, but also thoroughly to in- 
spect conditions on the line and in and around shops, repair 
outfits, etc., with respect both to the amount of material on 
hand and the practices with regard to its use and care. 
J. H. Waterman (C. B. & Q.), added that it should be the 
function of an inspector, in particular, to keep on the 
lookout for opportunities to commend the younger men com- 
ing under his observation for good work performed and to 
report this as well as to report any faults found. J. G. Stuart 
(C. B. & Q.), contended that it should be the duty of an 
inspector to correct any faults found while on the grounds, 
rather than to confine his work to a report of his findings 
and should extend himself particularly to making friends 
by striving to help in correcting faults rather than merely to 
find them. 

The close parallel which may be drawn between the busi- 
ness of any mercantile concern and that of the railway 
storekeeper, was the subject of a brief pyper by R. J. Elliott, 
purchasing agent, Northern Pacific. Referring particularly 
to the established principles of good business which must 
be observed in order to be successful in merchandising, he 
showed how these same principles must be applied to the 
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management of railway stores in order to secure maximum 
economy for the railroad. 

A brief report on the activities of the joint committee 
on fuel conservation reviewed the activities of this organiza- 
tion during last year. This report showed what had been 
done to promote the efforts for fuel conservation and re- 
ferred briefly. to the arrangements for co-operation between 
the American Railway Association and the International 
Railway Fuel Association in furtherance of this end. 

Discussion during the course of the convention developed 
the fact that universal use is not being made of the American 
Railway Association Standard Material Classification al- 
though this method was inaugurated for the Purchases and 
Stores Section. Some roads use the classification for ac- 
counting purposes but not for storehouse uses. Various 
comments indicated a considerable difference of opinion with 
respect to the practicability of the system and there was a 
general undercurrent of feeling which indicates that the sys- 
tem is not entirely popular. 

Standardization of ties and grades of railroad lumber in 
its relation to the efforts for general lumber standardization 
now being sponsored by the United States Departments of 
Agriculture and Commerce was favored by the committee 
on forest products, which urged the continued co-operation 
of the section in this work. 

The committee also presented American Railway Engineer- 
ing Association specifications for the care of cross ties and 
recommended the specification as the practice of the pur- 
chases and stores divisions. 


Hearings on Consolidation of Eastern Railroads 


A. H. Smith and Samuel Rea Testify Regarding Proposed 
New York Central and Pennsylvania Systems 


EARINGS on the eastern systems in the Interstate Com- 
H merce Commission’s tentative consolidation plan were 

begun before Commissioner Hall and Examiner 
Healy on May 16, and the proposed New York Central and 
Pennsylvania systems were covered the first day. The first 
witness was A. H. Smith, president of the New York 
Central, who discussed System No. 1 in the tentative plan, 
which includes the lines of the New York Central system 
as it existed in 1921 with the exception of the Lake Erie 
& Western, Toledo & Ohio Central, Zanesville & Western, 
Kanawha & Michigan and Indiana Harbor Belt, and also 
takes in the following other lines: Western Maryland; 
Fonda, Johnstown & Gloversville; Lake Erie & Pittsburgh; 
Central Indiana; Pittsburg, Chartiers & Youghiogheny; 
Monongahela; Boston & Maine; Maine Central and Bangor 
& Aroostook. After filing a descriptive statement and va- 
rious statistical exhibits, Mr. Smith said: 

“The system is not the result of haphazard growth but 
has been thoughtfully and carefully built up so that each 
member of it performs a definite function and we believe the 
best interests of the communities served demand that no de- 
tachments be made from this great transportation machine.” 
Pointing out that there is no suggestion on the part of 
either the commission or Professor Ripley that any detach- 
ment, except the Ohio Central lines be made, but that on 
the other hand the commission’s tentative plan makes as- 
signments, some definite and some tentative, of additional 
lines, Mr. Smith outlined the consolidation which the New 
York Central believes would be most adequate to meet 
the requirements of the transportation act and the trans- 
portation demands of the territory. This includes the 





Wasuincton, D. C. 
present lines of the New York Central system, including 
the Indiana Harbor Belt, the Chicago River & Indiana 
and the Chicago Junction, and the Central of New Jersey, 
with its leased and controlled lines, subject to trackage 
rights in favor of the Baltimore & Ohio for through busi- 
ness between Bound Brook and Jersey City and possibly 
a similar trackage right between Allentown and Easton, pro- 
viding the Lehigh & New England, Lehigh & Hudson River 
and New York, New Haven & Hartford are grouped with 
the Baltimore & Ohio, together with suitable participation 
by the Baltimore & Ohio in the Jersey City terminal facili- 
ties; also certain leased lines of the Philadelphia & Reading 
in Pennsylvania and trackage rights on portions of the 
Philadelphia & Reading. Mr. Smith also included six short 
railroads in which the New York Central lines have a joint 
ownership, which he said should be continued in that rela- 
tion. 


Views as to New England Lines Deferred 


As to the proposed assignment to the New York Central 
of the three New England lines, Mr. Smith said that the 
commission had made alternative suggestions and that as 
careful studies are being made of the subject by a com- 
mittee appointed by the New England governors and also 
by trade bodies and commercial associations, the views of 
the New York Central with respect to the possible acquisi- 
tion of these roads will no doubt be influenced by the ex- 
pression of New England public opinion. For that reason 
it has deferred reaching any conclusion with respect to this 
feature of the commission’s plan. In 1922 the New York 
Central system earned at the rate of 5.6 per cent on its 
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property investment and if the Central of New Jersey had 
been combined with the system, this percentage would have 
been reduced to 5.35 unless the reduction were offset by 
economies. Mr. Smith also pointed out some disadvantages 
under which proposed System No. 1 would be left as com- 
pared with proposed System No. 3, Baltimore & Ohio, and 
in response to questions by Professor Ripley, he said he 
had suggested the inclusion of the Central of New Jersey 
because under the plan the Philadelphia & Reading is given 
to the Baltimore & Ohio. In response to a question by 
Prof. Ripley as to the feasibility or desirability of trans- 
continental systems, Mr. Smith said such a plan would not 
be wise because this is a country of great distances and 
variable traffic density as well as great variety in kinds of 
traffic: and that this leads to natural breaking points. Traffic 
coming from the West naturally scatters in various direc- 
tions at the breaking points in such a way as to make 
through system operation impractical. He said conditions 
are so different in Canada that the Canadian Pacific situa- 
tion is not analogous. Mr. Smith said that he had not 
asked for the inclusion of the Central of New Jersey par- 
ticularly because of its water front terminals, but that he had 
particularly in mind the use of its line from Newberry 
Junction with reasonable use of its water front terminals. 
In reply to a suggestion regarding unified operation of 
terminals, Mr. Smith said that in his opinion universal 
terminals would break down the railroads, because the line 
haul and terminals must function together and a railroad 
cannot properly handle its traffic with the control of the 
terminals in the hands of someone else. He declined to 
express any definite opinion as to whether there should be 
a separate Michigan system, but said that the New York 
Central has nothing to ask in that direction. 

The New York Central is willing to accept the Rutland, 
Mr. Smith said, and although it does not advocate the in- 
clusion of the Western Maryland it is willing to co-operate 
in its acquisition upon reasonable terms if the commission 
should be of the opinion that the success of its consolidation 
plan requires such grouping. Also its proposals with re- 
spect to the Philadelphia & Reading are in considerable part 
based on the proposal of the Interstate Commerce Com- 
mission that the Philadelphia & Reading be assigned to 
System No. 3. In that event, he said, it would be necessary 
to protect the territory served by the New York Central lines 
through the Newberry Junction gateway, as against the re- 
striction of this route by a competing line. If the Phila- 
delphia & Reading remains independent the needs of the 
New York Central so far as it is concerned would be satis- 
fied by the acquisition of the Catawissa branch of the 
Reading with terminals and interchange facilities at Tama- 
nend. 

Mr. Smith also said in part: 

The New York Central Lines proposal is that the Ohio Central 
Lines should be retained in the New York Central System. This 
is advocated because it is believed that such disposition is in 
conformity with the principles of consolidation as prescribed by 
the transportation act, namely, preservation of existing routes 
and channels of trade and commerce; providing adequate trans- 
portation service for the public and earning by the various com- 
petitive systems of substantially the same rate of return upon the 
value of the respective railway properties. In addition, there is 
inter-dependence between these lines and the New York Central 
Lines in the use of each other’s facilities. 

The omission of the Ohio Central Lines would create a 
gap, reducing that breadth which, as Professor Ripley states, is 
essential for furnishing adequate transportation service by a trunk 
line system. This would be particularly felt because of the in- 
troduction of a break in the transportation system, now continu- 
ous, between the coal producing areas of the Ohio Central Lines 
and the consuming areas of Ohio and Michigan to which a con- 
siderable part of its product now goes. Deprived of the Ohio 
Central Lines the New York Central Lines would either have 
to pay the commercial rate to a foreign line on a large quantity 
of fuel coal delivered to them at various junctions in Ohio or 
to transport their coal as company material from the Pittsburgh 
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and southern Indiana and Illinois territories. In either event th 
cost of operation of the New York Central Lines would , 
increased. 


Reasons for Desiring C. of N. J. 


The management of the New York Central Lines has realize; 
for some years that with the progressive increase in traffic an 
with the great difficulties, financial and physical, of expanding jt; 
main line east of Buffalo, to meet this progressive increase jt 
would become necessary to secure an additional avenue fo; 
through traffic in order to balance the capacity of the eastery 
end of its system with that of the western end and provide ade. 
quate transportation for the territory as a whole. The Lake 
Shore & Michigan Southern owned a line known as the James- 
town, Franklin & Clearfield, extending southeasterly into Penn. 
sylvania. It was decided to extend this line with a view to 
developing a route in connection with the New York Centra] 
Railroad lines in Pennsylvania, the Philadelphia & Reading, and 
the Central Railroad of New Jersey. The line was extended 
by construction to Rose, Pa. From that point temporary trackage 
rights were obtained from the Pennsylvania Railroad and the 
Buffalo, Rochester & Pittsburgh, by which the route was extended 
to Clearfield. From that point it continued over to Newberry 
Junction, a point of connection with the Philadelphia & Reading. 
From that point the route followed the Philadelphia & Reading 
to Haucks (Tamanend), where it connected with the Central 
Railroad of New Jersey, thereby extending the route to Jersey 
City. This route is usually referred to as the Clearfield route. 
Because of the fact that the main lines of the New York Central 
east of Buffalo have not yet attained their full capacity; because 
of the necessary limitations over the trackage divisions of the 
Clearfield route, and because the New York Central ownership 
did not extend over a large part of the route, the through route 
has not been as yet greatly developed. However, it is our view 
that the development of the Clearfield route is essential to the 
balancing of the system and to the provision of adequate trans- 
portation for the territory which it serves. The capital expendi- 
tures which must be made to develop satisfactorily this alternate 
route, would include, among other things, the construction of 
new lines of railroad, for which surveys have been made, to take 
the place of the temporary trackage rights referred to, and would 
include of course such additions and betterments as double track- 
ing where necessary, reduction of grades and curves and provision 
of yard and engine terminal facilities. 

It is obvious that expenditures of this character cannot be 
made advantageously and with due regard for consistent develop- 
ment unless the entire line is under a single ownership and that 
the New York Central would not be justified in making material 
improvements in its existing facilities west of Newberry Junction 
if it were to be dependent upon traffic arrangements or even track- 
age rights with respect to that portion of the route east of New- 
berry Junction. 

The suggestion is therefore made that the New York Central 
be permitted to acquire the leased lines of the Philadelphia & 
Reading which have been described and which apparently can be 
detached from that system without serious interference with its 
corporate structure and that New York Central should also be 
permitted to acquire the Central Railroad of New Jersey, subject 
to certain equities which the Baltimore & Ohio has in connection 
with parts of that property and which the New York Central 
Lines have no disposition to ignore or minimize. 

It is recognized that this proposal runs counter to the tentative 
plan of the commission which assigns the Philadelphia & Reading 
and Central Railroad of New Jersey to the Baltimore & Ohio. 
The proposal does not, however, run counter to the same extent 
to that of Professor Ripley, who recognizes the important interest 
which the New York Central has both in the Philadelphia & 
Reading and the Central Railroad of New Jersey and proposes 
to satisfy this interest by the granting of certain trackage rights. 


Rea Urges Consolidation of Present Systems 


Samuel Rea, president of the Pennsylvania, in addition 
to discussing the proposed Pennsylvania system, No. 2 
pointed out that it would be an enormous task for the 186 
Class I railroads that now earn 91 per cent of the total 
railroad operating revenues to acquire the 1,400 smaller 
roads, and that 22 existing systems now earn nearly 85 
per cent of the transportation revenues. He indicated his 
belief that more would be accomplished by allowing the 
present systems to be compacted by the elimination of un- 
necessary corporations and then dealing with the independent 
operating companies as opportunity offers, than by any at- 
tempt to build up 20 new systems. Mr. Rea also objected to 
the proposed exclusion of the Norfolk & Western from the 
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Pennsylvania system and to the proposal to place the New 
York, New Haven & Hartford in the Baltimore & Ohio 


system. 
An abstract of Mr. Rea’s statement follows: 


Pennsylvania System—How Constituted 


System designated No. 2—Pennsylvania—in the Interstate Com- 
merce Commission tentative plan includes practically all the rail- 
roads now composing this system, wholly controlled by lease, 
stock ownership, or partly owned with other systems, which is 
in accord with its growth and public service, and its relations 
with other carriers. This system was developed along the two 
primary principles recited in the transportation act, namely, mov- 
ing the traffic through established channels and maintaining com- 

ition. 
ior about 40 years the Pennsylvania System has been extended 
into its present territory, with the exception of a direct entrance 
into the city of Buffalo, acquired through the purchase of stock 
and income bonds of the Western New York & Pennsylvania 
Railway in 1901, and the purchase of practically a controlling 
stock interest in the Norfolk & Western and the Long Island. 
The work since that time has been largely the compacting of 
the system and the building of short branches and feeding lines 
to develop and serve the territory. 

With this as a groundwork it will, therefore, be very clear 
that the Pennsylvania System, as indicated in the tentative plan, 
represents a gradual creation of 75 years and, I think, in accord 
with the basic consolidation requirements of the transportation act. 
It serves 13 states and the District of Columbia. It exchanges 
freight traffic with 157 railroad and terminal companies and at 
exchange points exceeding 750 in the aggregate. From the list 
of companies recited as tentatively assigned to this system, it will 
be noted that there are strong and some weak companies. Among 
the latter the Toledo, Peoria & Western Company (in which the 
Chicago, Burlington & Quincy also has an interest) is in receiver- 
ship, and so is the Central Indiana Company, in which the Big 
Four has an equal interest with the Pennsylvania System. The 
Lorain, Ashland & Southern, owned by the Pennsylvania and the 
Erie, is also a weak road. Then there are the jointly owned 
roads such as—Lake Erie & Pittsburgh, the Pittsburgh, Chartiers 
& Youghiogheny and the Monongahela Railroads which are owned 
jointly by the New York Central and Pennsylvania Systems. 
These and several other relatively short railroads, and important 
terminals, in which the Pennsylvania and other railroads are 
jointly interested, were built, or acquired, by their owners, to 
avoid duplication of railroads and terminals, and to effect econo- 
mies, and should remain as neutral properties, for joint use. 

In the past 30 years 127 companies have been eliminated by 
the Pennsylvania, chiefly through consolidation, or absorption; 
and it also leased 20 railroads, which so far we did not deem it 
prudent to absorb, because of legal or financial questions. Con- 
solidation which required the formation of new corporations and 
the exchange of re-issue of large amounts of securities has al- 
ways been avoided. In this way we have been compacting an 
operating system. From the financial side it is not yet clear 
that one system company could, or should, issue all the capital 
stock and bonds, to provide for the whole system not merely the 
new capital for improvements but for refunding all maturing 
issues. It is one task to sell $10,000,000 of stock or bonds per 
annum at a good price, and have them absorbed easily by the 
investing public, and quite a different task to sell $50,000,000 or 
more per annum with equally satisfactory results. As a result 
of such compacting of corporations forming the Pennsylvania Sys- 
tem, what were originally about 600 corporations, most of them 
promoted or financially assisted by the parent railroad company, 
have been reduced to 70 transportation companies now constitut- 
ing the Pennsylvania Railroad System. With every desire to re- 
duce unnecessary corporations, the system still has 70 transporta- 
tion companies with their separate organizations. These in turn 
have to be supplemented by water supply companies; short electric 
lines to reach adjacent points; and warehouse companies, all de- 
pending upon the various physical and legal requirements that 
have to be met, so that the system still has over 100 active cor- 
porations of various kinds essential to carry on the transportation 
service, and many more inactive corporations whose lines are not 


constructed. 
Norfolk & Western 


In the tentative plan of the commission, and the appended re- 
port of Professor Ripley, suggestions are made that the Norfolk 
& Western be excluded from the Pennsylvania Railroad System, 
and independently extended from Columbus to Lake Erie, either 
by a grant of trackage rights or actual lease of that part of the 
Pennsylvania Railroad System between Columbus and Sandusky, 
and the other suggestion recommended for adoption in the tenta- 
tive plan, is that the Norfolk & Western System should utilize 
the Toledo & Ohio Central Lines, which would obviate the 
necessity for the disruption from the Pennsylvania of the Colum- 
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bus-Sandusky Line. Professor Ripley’s report shows that the 
Norfolk system at its Eastern and Western termini connects with 
the Pennsylvania System and exchanges more traffic than with 
any other system, and in many ways both systems supplement 
each other, not as competitors but as connecting lines. To my 
mind his report conclusively demonstrates, from every standpoint, 
the advisability of continuing the Norfolk in close co-operation 
with the Pennsylvania. Nevertheless, the foregoing suggestions 
were made, respecting the “Norfolk,” and I am bound to regard 
them as unwarranted by the facts, and, if adopted, would be hurt- 
ful to the interests of both systems and to the public which they 
serve, and to the traffic and business relations which have been 
established for many years. 

The Pennsylvania, following its policies of many years, ob- 
tained financial interests in many of its principal connecting lines, 
including the Norfolk & Western. For over 20 years the Penn- 
sylvania System has had a considerable stock interest in the 
Norfolk & Western, and representation on its board of directors, 
and in part through that informed and helpful counsel, the Nor- 
folk & Western’s property has been developed with respect to coal 
terminals and other facilities, and has been kept equal to public 
requirements, and the Norfolk & Western has become strong finan- 
cially and very effective in its operation. 

I respectfully urge that to sever the Norfolk & Western from 
Pennsylvania System would disrupt the movement of traffic from 
its normal channels and would deprive it of a large amount of 
revenue which is necessary to maintain its present net return on 
its property investment; would leave it with expenditures made 
for the enlargement of its system west and north of Columbus 
but stripped of a large part of the Norfolk & Western traffic. 
The situation of the Norfolk & Western and the Pennsylvania 
would not be helped by attaching the Norfolk to the Toledo & 
Ohio Central Lines to afford a lake connection for the Norfolk 
from Columbus to Toledo. An examination of the line will show 
that its grades would have to be revised, and the line rebuilt in 
part to handle the coal trains of the Norfolk, and new dock 
facilities would have to be constructed at the lake, and I further 
assume that the segregation of the Toledo & Ohio Central from 
the New York Central System, and its use for this purpose, would 
not be beneficial to the latter system. 

Both suggestions would put an increased handicap and unneces- 
sary expense upon the public, and would disrupt a service for 
which the road, equipment and lake facilities are already suited. 
In addition, this tentative proposal to disrupt natural connections 
with the Pennsylvania System, and substitute an enforced con- 
solidation with an unsuited lake line, and also leave the Penn- 
sylvania System with an investment of over $54,000,000 par value 
in the stock of the Norfolk & Western does not, in my opinion, 
assist in carrying out the consolidations according to the trans- 
portation act, and is hurtful to all concerned. The chief reason 
assigned for this divorce is undue magnitude, but mere magnitude 
is concerned chiefly with organization, which experienced man- 
agement can provide; and in this case Professor Ripley has 
demonstrated that the relationship of the two companies is essen- 
tially that of connections, and he points out, more clearly than I 
can that the real test of successful consolidation is the return that 
can be earned on the property investment. 


Western Extensions 


It has been suggested that the Pennsylvania Railroad System 
might have some interest in going west of the Mississippi river 
and also east of New York into the New England region. So 
far as the west is concerned, our policy has been to regard Chicago 
and St. Louis as our gateways and rely upon our traffic relations 
with the other roads. I think that is a wise and a reasonable 
view in maintaining an efficient system within reasonable scope 
for administration, particularly in view of the dense traffic and 
population of the Eastern district. 

For such a large system as the Pennsylvania, with termini at 
Chicago and St. Louis, it may be in the public interest to round 
out the system of including a direct line connecting the North- 
western region of the system at Chicago with its Southwestern 
region at St. Louis. The Chicago & Alton—only between those 
cities—or the Chicago & Eastern Illinois would fulfill this sug- 
gested requirement. 


Trafic Exchanges With Other Railroads 


The preservation of open gateways with the Pennsylvania’s 
chief connections is very essential. In the single month of March, 
1923, it delivered to its connections 260,756 loaded cars, and re- 
ceived from them 287,636 loaded cars. In its consideration we 
have the benefit of Professor Ripley’s report, because he puts side 
by side the traffic statistics of the several gateways, and the 
amount of car interchange between the various carriers, whether 
competitors or not. 

The New England situation is another illustration of the bene- 
fits of Professor Ripley’s work, in putting side by side the traffic 
statistics of its several gateways at the Hudson River, which 





convey a better idea of the car movement to and from New 
England than any statistics heretofore published. It is surprising 
to note the volume flowing to and from the Boston & Maine, 
which is the primary system for Central and Northern New Eng- 
land, and aside from its interchange with the New York Central, 
it handled practically all the freight between that section and 
points west of the Hudson, via the Delaware & Hudson, the Erie, 
the Lehigh Valley and the Lackawanna Systems, and through 
these roads traffic from the Pennsylvania. The Pennsylvania is 
deeply interested in keeping the Boston & Maine as a gateway 
and open traffic exchange, notably through the Delaware & 
Hudson System and the joint Wilkes-Barre Gateway in Penn- 
sylvania. 

It is also very important to the Pennsylvania System that its 
traffic relations with New England through the New Haven rail- 
road be continued, both through New York harbor and, looking 
to the future, through the New Haven’s western gateways that 
now serve the Lehigh & Hudson River Railway and the Lehigh 
& New England. Pennsylvania has a small stock ownership in 
the New Haven, and it has had established passenger and freight 
traffic relations with it for about 50 years. It is the New Haven’s 
chief westbound connection, and a wide market for the latter’s 
traffic is found chiefly in the Pennsylvania Railroad territory, 
and the connections it reaches. The Pennsylvania is also its 
chief feeder of products from the other states, including coal, 
steel, food and materials of all kinds for its factories. 

Our long established mutual relations have built up a large ex- 
change traffic, and as a consequence well established commercial 
relations on a large scale have resulted between both territories, 
so that any proposition to assign the New Haven and its traffic 
to any other system would be a public calamity, as well as hurtful 
to the Pennsylvania System. It is true, as Professor Ripley points 
out, that the New Haven’s financial condition is not strong, and 
under existing limited net earnings the Pennsylvania could not 
carry its own burdens and financially carry the New Haven as 
well. However, under the proposed consolidation plan, which 
requires valuation and assumably re-capitalization of the consoli- 
dated systems, the financial questions must be faced, and if ad- 
justed in other cases, similar action will be taken for New Haven, 
and in that event I am sure it will be found that all relationships, 
public and corporate, will unite the New Haven with the Penn- 
sylvania System as the best method of giving the broadest trans- 
portation service. Even if that result should be brought about, 
the requirements of the territory demand a separate operating 
organization dealing with New England problems right at home. 
Further, I cannot see how the New Haven could be assigned to 
another system without assigning with it the guarantees, traffic 
relations and the important facilities which the Pennsylvania pro- 
vides. I also feel that the tentative outline which in the West 
would. strip the Pennsylvania of the Norfolk & Western traffic, 
and in the East would strip it of the New Haven traffic, is not 
in accord with the aims of the transportation act to keep the 
transportation systems in full vigor. 


Consolidation Requirements of Transportation Act 


My statement has been directed chiefly to the Pennsylvania Rail- 
road System, recognizing that this system works into and with 
so many railroads for the movement of traffic to all sections of 
the country, but I feel that I should, out of a long experience, 
say this alignment and creation of new systems by consolidation, 
as proposed in the transportation act, does not deal with many 
of the financial and other questions that corporations usually de- 
cide before recommending consolidations. The proposed group- 
ing of roads and their consolidation into large systems must keep 
plainly in view the special requirements of the transportation act 
of 1920. 


Compacting 1600 Companies into’ 22 Systems 


Let us look at the existing situation to be dealt with. 

The act authorizes consolidation into a limited number of sys- 
tems but does not prescribe the number. That means all of the 
railroads of the country are to be dealt with, and according to 
the commission’s tentative outline and Professor Ripley’s report 
about 20 systems are formulated. The present actual situation 
is the railroads of the United States consist of about 1,600, or 
more, separate railroad operating and lessor corporations, but in 
addition there are about five hundred more rather unimportant 
companies, and, therefore, I have not considered them as an es- 
sential part of the transportation system. In practical operation 
the 1.600 or more companies have been reduced practically to the 
186 Class I railroad companies, 7. e., operating companies earning 
over $1,000,000 per annum in gross revenue, and about 14 impor- 
tant switching and terminal companies. These 200 companies 
originate over 91 per cent of the freight traffic, probably a higher 
percentage of the passenger, mail and express traffic, and earn 
about 97 per cent of the total railroad operating revenues of 
the country. It would have been no inconsiderable task to have 
laid down a policy in the transportation act by which the 1,600 
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companies would be acquired by the 186 Class I carriers, as q 
first step, either by direct purchase, or exchange of securities, byt 
so that about 1,400 companies would have been disposed of. Byt 
consolidation is intended to produce such far reaching results 
that none except those who have realized the enormity of the 
task would be satisfied with even 186 carriers. Therefore, I can 
state it differently—about 22 recognized railroad systems now earn 
nearly 85 per cent of the transportation revenues of the country. 

The total operating revenue of Class I railways and large 
switching and terminal companies for year ending December 3], 
1922, were $5,617,252,656, of which 84 7/10 per cent was earned 
on the Class I roads embraced in the following systems: 


1. Pennsylvania-Norfolk & Western System. 

2. New York Central. 

3. Baltimore & Ohio. 

4. Delaware, Lackawanna & Western. 

5. Erie. 

6. Lehigh Valley. 

7. New Haven—Boston & Maine. 

8. Reading—Central Railroad of New Jersey. 
9. Atlantic Coast Line—Louisville & Nashville. 
10. Chesapeake & Ohio—Nickel Plate, etc. 

11. Illinois Central. 

12. Southern. 

13. Atchison, Topeka & Santa Fe. 

14. Chicago & North Western. 

15. Chicago, Milwaukee & St. Paul. 

16. Chicago, Rock Island & Pacific. 

17. Great Northern—Northern Pacific—C. B. & Q. 
18. St. Louis-San Francisco. 

19. Southern Pacific. 

20. Union Pacific. 

21. Missouri Pacific. 

22. Missouri, Kansas & Texas. 


Of course the real test is not the size, but the net return earned 
on the property investment, and the ability to give a reliable trans- 
portation service. 

It would be a task to reduce through consolidation, or what 
might be simpler by merger, absorption, and exchange of securi- 
ties, or by purchase, the 186 Class I carriers into the 22 existing 
railroad systems. Most of the 186 carriers already either connect 
with them as feeders or are allied with them through stock owner- 
ship, lease, traffic relations, etc. What I hoped for at the time 
of the passage of the transportation act was an act broad enough 
to eliminate restrictive federal and state laws and, provided the 
existing railroads had the necessary earnings, to gradually, by 
absorption or by purchase of their physical property or of their 
stocks, compact within the existing systems the numerous sub- 
sidiary corporat‘ons now allied to the foregoing 22 systems, and 
abolish the separate work of accounting, reporting, financing and 
dealing with state and federal bodies as well as with their own 
respective owners. Then deal with the independent operating 
companies as opportunity offered. 

It needs no words from me to say that sufficient earnings and 
credit will be required; nor need I point out that in the past 
when the companies had sufficient earning power and credit, con- 
solidations, mergers, leases, etc., were a common ocurrence un- 
til stopped by restrictive laws and poor earnings. I need hardly 
say that the present carriers sustain many weak branches and 
companies within their own systems. Most of them can support 
no more under existing earnings. I assume that before final 
formulation of these systems, some review will be made of the 
necessity for continuing many weak roads and branches in view 
of decreased business brought about by new highways and water- 
ways, exhaustion of lumber, coal, agricultural products, changes 
of business and industries. 


Conclusion 


(1) That the real test of successful consolidation is that effi- 
ciency and economy will be increased; that the initiative of man- 
agement and operation will be preserved; and, above all, that the 
net earnings will be sufficient in normal years to earn a fair re- 
turn on the property investment, so that at all times sound credit 
may be maintained to provide present and future adequate trans- 
portation facilities, and keep the railroad transportation service 
in full vigor. 

(2) That judged by what the Pennsylvania Railroad System 
has gradually accomplished in compacting its system from six 
hundred companies to about 70 transportation companies, con- 
solidation can be accomplished under permissive consolidation laws 
provided the carriers are allowed to earn the financial basis to 
undertake consolidation. A similar proof is afforded by the 
record of thousands of railroad corporations that have been elimi- 
nated in a 20-year period by other railroads. 

(3) That in considering consolidation and the creation of new 
consolidated corporations, it is well to keep in mind that we have 
at present about 22 chief railroad systems which could be com- 
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pacted so as to eliminate many unnecessary corporations. That 
the railroads are owned by the public and their institutions; are 
regarded all over the world as conservatively capitalized com- 
pared with their real value; are most efficiently operated and 
their rates lower than in any other civilized country. That they 
have been the main instruments for the settling and developing 
the entire country; and notwithstanding the small return of less 
than 4 per cent on the property investment in the last 15 years, 
their efficiency and vigor should be a matter of national satisfac- 
tion. That they could have done far more with larger earnings, 
and better credit, is beyond all question. 

(4) That with liberal laws, and with fair returns on their 
property investment, they can prove one of the most important 
instruments in developing the trade and commerce of the country 
and promoting its progress; and that they will require no special 
financial aid from the government beyond the freedom given to 
other corporations, but under reasonable regulation, to preserve 
full vigor and initiative of management and operation. 

(5) The Pennsylvania System as it exists today is one of 
the most important of these carriers, and has been developed to 
meet the requirements of trade and commerce, and to exchange 
traffic with most of the large systems in the country; and its 
maintenance in its practical integrity will tend to maintain and 
preserve the competition designed by the transportation act. That 
for such purpose its traffic exchange relations with the New 
Haven system and New England generally, should be preserved; 
and equally important to its operating and financial stability and 
public service, is the maintenance of its relations with the Nor- 
folk & Western Railway. The holding of a large stock owner- 
ship in that company by the Pennsylvania, would naturally tend 
to facilitate consolidation between it and the Pennsylvania Sys- 
tem, and this important point should not be overlooked, as 
Professor Ripley points out the purpose mainly sought to be 
subserved by the grouping, so as to best serve the public, is to 
bring about voluntary consolidations by the companies affected. 
Further, the separation of these traffic relations and properties 
from the Pennsylvania group would result in giving it a property 
investment return below many of the other groups tentatively 
outlined, and thereby would not comply with one of the main re- 
quirements of the transportation act. 


W. A. Colston, vice-president and general counsel of the 
New York, Chicago & St. Louis, whose lines are included in 
System No. 5 in the tentative plan, filed with the commis- 
sion a plea stating that as the company is a consolidated 
corporation with power under state laws to make further con- 
solidations which are not prohibited or restrained by any 
law, state or federal, the Interstate Commerce Commission is 
without jurisdiction except to the extent of preparing, 
adopting and amending a plan for consolidation and upon 
application of two or more carriers proposing a consolida- 
tion, to enter an order approving and authorizing such con- 
solidation and upon such terms and conditions as it may pre- 
scribe. It was stated that the company would co-operate 
with the commission in connection with this plan of con- 
solidation and has no objection to the permissive inclusion in 
System No. 5 of the lines therein included in the tentative 
plan, but that it is advised that all of the lines included in 
that system may be consolidated under state laws without 
restraint or prohibition of any law. In order to enable it 
to build up a system which may most adequately compete 
with the largest systems now existing or contemplated and 
most efficiently serve the public, it may be necessary to in- 
clude and consolidate with other lines than those included 
in System No. 5. In this respect it may be necessary to 
secure relief from the anti-trust laws. It urges that any 
plan adopted should not be rigid or exclusive, but that pro- 
vision should be made for facilitating and expediting in 
proper cases extensions, changes or modifications. 

M. C. Byers, president of the Western Maryland, gave a 
statement regarding the history and development of the 
road but expressed no opinion as to where it should be 
assigned. 


A FIRE, which is thought to have been caused by defective 
or crossed wiring, destroyed the storehouse of the Chicago, 
Burlington & Quincy at Aurora, Ill., on April 12. The loss is 
estimated at between $400,000 and $500,000 and includes a 
60. ft. by 300 ft. frame building. 
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Hearing on Nickel 
Plate Consolidation 


Wasuincrton, D. C. 

HE JURISDICTION of the Interstate Commerce Com- 

mission to prevent a consolidation authorized by state 

laws was challenged by W. A. Colston, vice-president 

and general counsel of the New York, Chicago & St. Louis, 

at the hearing before Director Mehaffie of the commission’s 

Bureau of Finance on May 15 on the company’s application 

for a certificate authorizing its acquisition and operation in 

interstate and foreign commerce of the railroads of its con- 

stituent corporations, the New York, Chicago & St. Louis, 

the Chicago & State Line, the Lake Erie & Western, the Fort 

Wayne, Cincinnati & Louisville and the Toledo, St. Louis & 
Western, and for authority to issue securities. 

Mr. Colston filed a brief stating that the authorization of 
consolidation of interstate railroads is not a regulation of 
interstate commerce; that Congress could not if it would 
exclusively occupy the field of railroad consolidation; and 
that the present application is entirely unaffected by any 
questions which may arise under section 5 of the interstate 
commerce act. The application for a certificate of public 
convenience and necessity is filed under section 1 he said, 
and the application for authority to issue securities is under 
section 20-a of the act; and no other sections of the act are 
involved. The legalities relating to the creation of the cor- 
poration, the grant of corporate existence and power, the 
exercise of the power of eminent domain, the title to property, 
etc., rest exclusively within the jurisdiction of the states, he 
argued, “for, even if we grant that Congress by appropriate 
legislation might exercise concurrent jurisdiction in the 
creation of federal corporations, Congress has not sought in 
any way to occupy this field. Congress in substance refused 
so to do by rejecting the Senate plan for federal incorporation 
in the conference upon the transportation act, 1920.” 

An engineer representing Coverdale & Colpitts  testi- 
fied regarding a valuation of the properties involved made 
for the Guaranty Trust Company, which placed the cost. of 
reproduction less depreciation at $219,965,691, as compared 
with a total of outstanding stock and long term debt of 
$160,915,900 before consolidation and $142,432,000 after 
consolidation. J. J. Bernet, president of the New York, 
Chicago & St. Louis outlined the advantages to be derived 
from consolidation, which he said would come from expedited 
traffic, the elimination of transfers from one line to another, 
standardization of operating practices, elimination of dupli- 
cate solicitation, etc. He said it might be possible to reduce 
the operating ratio by one per cent. 
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G. J. Gould, Railroad F inancier, Dies in France 


Son and Successor of Jay Gould—Was Never Able to 
Complete Transcontinental Line 


~™ EORGE Jay GouLp died on Wednesday, May 16, at 
t; his villa at Mentone, France, at the age of 59, follow- 

ing a lingering illness of pneumonia. 

Mr. Gould was the son and successor of Jay Gould and 
as such received a careful business training at the hands of 
his father and was in active charge of much of his parent’s 
affairs for a period of years prior to the elder Gould’s death. 
In his father’s will he was made trustee of the estate and he 
endeavored to carry on the grandiose plans which his father 
had formulated. Unfortunately, as a result of rivalry with 
other financial interests and 
of other reasons, he was un- 
able to bring these plans to 
successful fruition. The 
financial difficulties put 
several of the Gould rail- 
roads in receivership about 
1915 or 1916 and Mr. Gould 
retired from active manage- 
ment. In recent years he 
had also been engaged in 
considerable litigation with 
the other members of his 
family. 

George Jay Gould was 
born in New York, February 
6, 1864. He was educated 
at private schools and grad- 
uated from the Cornell 
school in New York City, in 
1880. He entered business 
at the age of 16 and was for 
a short time a clerk in a 
stock exchange house. Be- 
ginning about 1888 he be- 
gan to take the place of his 
father in the management 
of the latter’s various in- 
terests including, notably, 
the Missouri Pacific, the 
Denver & Rio Grande, the 
Texas & Pacific, the St. 
Louis Southwestern and the 
Wabash, and also of 
the Manhattan Elevated Railroad and the Western Union 
Telegraph Company. The outstanding task to which Mr. 
Gould set himself was the linking up of a transcontinental 
railway system and it was upon the difficulties attendent 
upon the carrying out of this project that the Gould prestige 
was broken. As part of the plan, George Gould and his as- 
sociates acquired various lines, in addition to those forming 
the original Gould system, and also built or extended other 
lines. Under his direction, the Denver & Rio Grande built 
and financed the Western Pacific from Salt Lake City to the 
Pacific coast. Similarly, they acquired the Wheeling & Lake 
Erie, they built the Wabash-Pittsburgh Terminal, to reach 
the Pittsburgh district, and as an eastern outlet they had 
the Western Maryland. Unfortunately, it never proved pos- 
sible to link the Pittsburgh & West Virginia with the 
Western Maryland, and the transcontinental project was 
never brought to complete fruition. 

Naturally enough, the proposal to carry out a plan of this 
extensive character brought Mr. Gould into conflict with 
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the other railway financial interests, notably E. H. Harri- 
man and J. P. Morgan. The invasion of the Pittsburgh dis- 
trict created a rivalry with the Pennsylvania interests, al- 
though it seems that for a while Mr. Gould was brought in 
close alliances with Andrew Carnegie. For many years Mr. 
Gould had close dealings with John D. Rockefeller but dif- 
ficulties finally arose between them. 

It will be difficult to explain the reason for the lack of 
operating success of the several Gould properties. The gen- 
eral impression is presumably epitomized in the statement 
that George Jay Gould was 
far from being the sort of 
railroad builder that E. H. 
Harriman was. Others have 
said that one of Mr. Gould’s 
greatest faults was his in- 
ability to allow his operating 
executives proper freedom of 
action, which fault the man’s 
otherwise great _ business 
sagacity was unable to 
counteract. 

The breaking up of the 
Gould properties began ap- 
proximately about 1909 
when he turned his control 
of the Western Union Tele- 
graph Company over to the 
American Telephone & Tele- 
graph Company. In 1913 
he had to give up the 
Manhattan Elevated Rail- 
way and control of that 
company was secured by the 
Interborough Rapid Transit 
Company. The Missouri 
Pacific which has _ been 
termed the ‘nucleus of the 
Gould transcontinental sys- 
tem went into the hands of 
receivers in 1915, about at 
‘which time also similar dif- 
ficulties befell practically all 
of the other companies 
under Gould control. Several of the companies have 
been reorganized, the latest being the International & Great 
Northern. The Denver & Rio Grande and the Western 
Pacific are still engaged in litigation arising out of the 
D. & R. G. financing of the western extension. It cannot 
be said that any great degree of prosperity has as yet graced 
the several railroads which were at one time under Gould 
control, although the recent improvements in the situation 
of the Western Maryland, now under Rockefeller control, 
and of the Pittsburgh & West Virginia, the successor of the 
ill-fated Wabash-Pittsburgh terminal, should not pass with- 
out mention. 

The death of Mr. Gould marks the passing of one of the 
most interesting characters in American railway financ 
Unfortunately, the Gould record has not proved to be 
of accomplishment. 





A FirE at Wilmington, Del., on May 15, damaged the statiot 
the Baltimore & Ohio; estimated loss $50,000. 
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In a fire in the yards of the Southern at Pinner’s Point, 
Va. last Saturday, 31 loaded freight cars, a large warehouse 
(abandoned) and other property were destroyed. 


Martin F. Ryan, president of the Brotherhood of Railway 
Carmen of America, has been elected vice-president of the 
American Federation of Labor and a member of its executive 
council. 


Reimbursement of employees for property losses sustained 
through the changing of train terminals or division points 
is the subject of a bill which has been passed by the upper 
house of the Legislature of California. Amendments intro- 
duced to make the measure apply generally to all large in- 
dustrial plants were defeated. 


At the annual meeting of the Baltimore section of the 
American Society of Civil Engineers on Monday evening, May 
7, J. H. Waterman, superintendent of timber preservation of 
the Chicago, Burlington & Quincy, Galesburg, IIl., presented 
a paper on recent developments in the preservation of timber 
for railway uses. Earl Stimson, chief engineer maintenance 
on the Baltimore & Ohio system was elected president of the 
section for the ensuing year. 


The System Accounting Department of the Pennsylvania 
Railroad is to be concentrated in Philadelphia, and employees 
of this department now in Pittsburgh will be transferred. An 
officer of the road says that the change will be gradual. 
Attempts to carry on the business of this department with the 
forces divided among three offices in Pittsburgh, and the 
records divided between that city and Philadelphia, result in 
delays and additional expenses, and otherwise have proved 
very unsatisfactory. Careful arrangements have been made to 
move small numbers at a time, and to give the employees 
the best possible advice and assistance respecting the renting 
or purchase of homes in and near Philadelphia. The removal 
of these forces to Philadelphia will enable some of the regional 
forces in Pittsburgh to move into the general office building; 
and all available space will be fully occupied. 


C. P. R. Resumes Service in New Brunswick 


The Canadian Pacific resumed regular train service between 
Montreal, Que., and St. John, N. B., on May 8, after a suspension 
of nine days because of the serious floods of April 28 and 29. 


P. R. R. Women’s Aid Holds Annual Meeting 


The Women’s Aid of the Pennsylvania Railroad held its annual 
luncheon and business meeting at Philadelphia on May 10, with 
an attendance of about 1,500 women from all parts of the Penn- 
sylvania Railroad system. Mrs. W. W. Atterbury, director of 
the Aid, presided. 


Pay Increase on the P. R. R. 


lhe Pennsylvania has made a general increase in the pay of 
employees at the Altoona shops, said to amount to three cents an 
hour. The increase is retroactive to May 1, and piece-workers as 
wel! as other employees, are advanced, the estimated total number 
cf men affected at Altoona being 10,000. 


The Pennsylvania in Detroit 


lhe Pennsylvania Railroad began running regular freight and 
passenger trains to and from Detroit, Mich., on May 14. Detroit 
is by this line about 54 miles from Toledo, of which distance 20 
miles consists of a new railroad and the balance trackage rights 
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over the Ann Arbor (4 miles), the Pere Marquette (25 miles), 
and the Wabash. This Detroit connection was described in the 
Railway Age of June 24, 1922. 


Penalized Restaurant at Erie Station, 
Susquehanna, Pa., Not Owned by Railroad 


An officer of the Erie advises that the restaurant at Sus- 
quehanna, Pa., which was mentioned in a news note published in 
the Railway Age of April 28 as having been penalized for viola- 
tion of the law regulating the working hours of women, does not 
belong to the railroad company. It appears that the restaurant 
occupies premises leased from the railroad. 


New Officers of Canadian Railway Club 


At the annual meeting of the Canadian Railway Club at Mont- 
real on May 8 the following officers were elected: H. R. Naylor, 
assistant works manager, Angus shops, C. P. R., president; C€, E. 
Brooks, chief of motive power, C. N. R., first vice-president; J. 
A. Shaw, general electric engineer, C. P. R., second vice-president; 
W. A. Booth, chief draughtsman, mechanical department, C. N. R., 
secretary; and P. C. Reynolds, chief clerk to chief of motive 
power, C, P. R., treasurer. 


Railroads Urge Governor to 
Veto New York Electrification Bill 


The railroads operating in New York City, are urging Governor 
Smith to veto the act which has been passed by the legislature re- 
quiring the substitution of electric for steam locomotives within 
the city limits by 1926. The roads most seriously affected under 
the act are the New York Central, The New York, New Haven & 
Hartford, the Baltimore & Ohio and the Long Island. Two or 
three other roads which operate steam switching locomotives at 
their New York piers would also be affected to some degree. 


Committee on Investigation of Coal Storage 


Appointment of four members of the committee to conduct an 
investigation of the storage of coal has been made by the Fed- 
erated American Engineering Societies. They are: P. F. Walker, 
dean of engineering, University of Kansas; S. W. ‘Parr, professor 
of applied chemistry, University of Illinois; H. Foster Bain, di- 
rector of the United States Bureau of Mines; L. E. Young, Union 
Light and Power Company, St. Louis. The chairman is W. L. 
Abbott, chief operating engineer of the Commonwealth Edison 
Company, Chicago. Four or five additional members of this com- 
mittee are yet to be selected. Consideration is being given to 
recommendations by member organizations, and it is probable that 
the committee will be completed in the near future. 


Students in Central of Georgia Shops 


Students of the Georgia School of Technology, Atlanta, 
Ga., will be able henceforth to earn their way through school. 
By an arrangement between the school and the Central of 
Georgia Railway the student will be enrolled in what is known 
as the “Co-operative Plan of Engineering,” and will alternate be- 
tween four weeks of classroom work and four weeks in the Cen- 
tra! of Georgia shops. The “co-operative plan” leads to graduation 
in five years, instead of the usual four years. The railway pays 
the students 30 cents an hour upon entrance, and this is increased 
at each six-month period throughout the five years. The student 


apprentices are regular employees of the railway and are entitled 
to transportation, group life insurance, pension benefits and other 
features that make employment with the Central attractive. Young 
men who reside in the cities where the Central has shops may 

















spend half of their time at their homes, during their college course, 
and their earnings will be sufficient to pay their expenses at school 
during the time they are on the campus. 


A. F. of L. Shop Craft Workers Seek Increases 


Railroad shopmen belonging to or affiliated with the American 
Federation of Labor have sent notices to a number of prominent 
roads proposing a general increase of pay because of the increased 
cost of living; the application being based also cn an assertion 
that men in similar classes of work outside the railroad service 
are now receiving rates which justify the request for an increase. 
The first road concerning which this notice was made public was 
the Pittsburgh & Lake Erie, but it appears that the leaders intend 
to make the same request on all roads which settled last Summer’s 
strike with the brotherhocds. 


Group Insurance on the K. C. S. 


A co-operative insurance plan for its employees has been in- 
stituted by the Kansas City Southern. Policies totaling $17,000,000 
have been contracted for under a plan by which each employee 
is given an ordinary life policy, effective for 30 days, the railroad 
paying the premium. After the first month the employee com- 
plying with the regulation may share in the co-operative plan, 
which includes life and total disability, accidental death and dis- 
memberment, and health and accident weekly benefit. The cost 


of insurance is to be paid, part by the railroad and part by the 
employee. 


President to Drive Golden Spike on Alaska R. R. 


President Harding will drive a golden spike celebrating the 
completion of the Alaskan Railroad when he visits the territory 
this summer. Plans for an immense jubilee have been completed 
by the citizens of Alaska in commemoration of the construction 
of this railroad, at which President Harding will be the central 
figure. The ceremonies will culminate in the driving of this 
golden spike, which was presented by the people of Anchorage. 
Whether it will be driven by the President upon the site of the 
railroad at Anchorage or at the great Tanana River bridge near 
Nenana, has not been definitely decided. 


Report on Arkansas Strike 


The committee appointed by the state legislature of Arkansas 
to investigate the depredaticns and acts of violence incident to the 
recent strike on the Missouri & North Arkansas, has filed its re- 
port, but without fixing responsibility for the trouble. The com- 
mittee finds that “neither the strike sympathizers nor the mem- 
bers of the citizens’ committee were able to conduct their side of 
the controversy withcut lapses from that which is lawful.” The 
lynching of union strikers, the destruction of railroad property 
and other forms of lawlessness were set forth as deplorable, but 
neither side was blamed. The report absolved both the citizens, 
committees and the labor union from acts of lawlessness or violence 
as organizations, declaring that the evidence collected tended to 
show that all acts of violence sprang from seemingly innocent 
beginnings. . 


Inspection Party Studies Ties on the Reading 


About 70 railway and timber preservation men participated in 
a two-day inspection trip on the Philadelphia & Reading on May 
9 and 10 for the purpose of studying the various tests which that 
road has been conducting with treated ties. The party was in 
charge of J. D. Landis, purchasing agent, and C. M. Taylor, super- 
intendent of timber preservation. The morning of the first day 
was spent on the tracks of the Public Service Electric Railway in 
the vicinity of Blackwcod, N. J., where extensive installations 
of ties treated with water gas tar were made in 1911 and 1912. 
About 18,500 ties are included in this installation, the details of 
the treatment of which were given in the report of the Committee 
on Wood Preservation of the American Railway Engineering 
Association in 1917. So far as the records cf the railway show, 
none of these have been removed for decay. The afternoon was 
spent on the Atlantic City Railroad near Stratford, N. J., in- 
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specting a test section of track laid in 1911 and 1912 with ties 
of oak, ash, pine, and other woods, which had been subjected 
to full cell and empty cell treatments. Each tie was plainly 
marked as class of wood, treatment and retention of oil in pounds 
per cubic foot. On the following day the party inspected several 
sections of track on the New York division laid with various 
classes of ties treated with creosote and with zinc chloride. The 
party was then taken to the treating plant at Port Reading, N. J, 
where an opportunity was afforded to visit the plant and its 
facilities and particularly to study the treatment of ties with a 
mixture of fuel oil and creoscte oil which this plant is now using 
experimentally. This preservative consists of 30 per cent Grade 
B English creosote oil and 50 per cent California fuel oil cut 
with 20 per cent of California gas oil. 


Cities Speaking Their Minds 


The Chamber of Commerce of Harrisburg, Pa., by vote of its 
Board of Directors, will protest before the Interstate Commerce 
Commission against the carrying out of any consolidation scheme 
under which the Philadelphia & Reading would be consolidated 
with some other company. 

The Chamber of Commerce of Norfolk and Portsmouth (Va.) 
proposes to make objection to the consolidation of the Virginian 
Railway with either the Chesapeake & Ohio or the Norfolk & 
Western. 

The Bourse, the Board of Trade and several other commercial 
organizations in Philadelphia, have joined in a petition to the 
Interstate Commerce Commission opposing, in behalf of the city 
cf Philadelphia, the proposed consolidation of large railroad com- 
panies. 


Revenues and Expenses for March 


The Interstate Commerce Commission’s summary of railway 
revenues and expenses (Class I roads) for March and three 
months is as follows: 





March Three Months 
Cc on — en 
Item 1923 1922 1923 1922 
\ver. number of miles 
ee 235,812.62 235,475.58 235,801.13 235,449.27 
evenues: 
0 —e $398,535,772 $354,305,537 $1,092,102,348 $926,128,372 
PE Sieneacunane 188,229,190 280,563,182 258,491,735 4237,931,512 

Dt stececeeeueuwns 7,885,714 7,742,247 22,659,235 22,116,426 
DE. scscrseccens 14,349,441 9,383,189 35,089,299 22,218,879 
All other transporta- 

CE icknccdeeeces 16,084,584 14,283,525 45,333,675 38,577,692 
Incidental .......... 9,900,967 8,246,133 29,223,759 24,072,592 
Joint facility—Cr.... 838,807 896,681 2,488,042 2,286,727 
Joint facility—Dr.... 283,044 173,770 692.920 524,716 

Ry. op’tng rev.... 535,541,431 475,246,724 1,484,694,573 1,272,807,484 


Expenses: 
Mainte1ance cf way 
and structures .... 57,140.357 


53,276,591 158,382,147 148,635,288 


Main. of equipment. 126,301,488 106,195,148 361,463,089 291,804,976 
WUE -wsenencacuas 7,685,401 7,180,920 22,534,335 21,154,535 
Transportation ..... 209,970,720 177,679,827 610,507,275 512,567,256 
Misc. operations..... 4,065,981 3,764,954 11,922,966 10,965,004 
OS aa eae 13,572,776 13,532,832 39,852,454 39,732,468 
Transportation for in- 

vestment—Cr, .... 823,536 467 ,093 1,833,929 1,313,001 


Ry. operating exp. 417,913,187 361,163,179 1,202,828,337 1,023,546,526 
Net revenue from rail- 


Way operations...... 117,628,244 114,083,545 281,866,236 249.260,958 
Railway tax accruals.. 26,613,628 24,852,973 76,327,896 70,391,870 
Uncollectible ry. revs. . 145,035 132,611 406,074 304,507 

Ry. operating inc.. 90.869,581 89,097,961 205,132,266 178,564,581 
Equip.. rents—Dr, bal.. 5,582,284 4,293,848 17,278,059 13,519,246 
Joint facility rent—Dr. 

ea ee 1,718,824 1,321,010 4,729,342 4,214,380 

Net railway operat- 

ing income ..... 83,568,473 $3,483,103 183,124,865 160,830,955 
Ratio of expenses to 
revenues (per cent).. ” 78.04 75.99 81.02 80.42 





1Includes $2,935,635, sleeping and parlor car surcharge. 
2Includes $2,581,248, sleeping and parlor car surcharge. 
3 Includes $8,237,930, sleeping and parlor car surcharge. 
‘Includes $6,953,614, sleeping and parlor car surcharge; 


New York Central Sues Labor Agent 


In a suit begun in the Supreme Court at New York City on 
May 16 the New York Central claims that John J. Ascher, who 
procured workmen for the road on the occasion of the shopmen’s 
strike last Summer, has defrauded it to the extent of hundreds of 
thousands of dollars. It is charged that Ascher padded his bills 
from 500 per cent to 900 per cent. The charges were made in 
opposing an application by Ascher for the examination of certain 
of its officers before trial. Ascher is suing for a balance of $382,331. 
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The railroad not only contends that all just bills have been paid 
in full, but makes a counter-claim for $251,055 for alleged over- 
payments on bills presented by Ascher in previous years. Ascher 
wants to question the officers as to their process of checking up 
and verifying his bills. 

The answer filed by the railroad alleges further that in 1920 
the railroad paid $273,485 to Ascher and was overcharged $100,000 
through false representations as to the bills, and in 1917 overpaid 
him $150,000 on a total of $321,429. 

John A. LaRock, who has been in charge of the examination 
of the bills, told of lists cf groceries and merchandise purchased 
where in nearly every case the bills submitted to the railroad by 
Ascher were for larger amounts than he bought, and the price 
was increased many times. The list began with 100 pounds of 
sugar, for which it is stated, Ascher paid $23, and for which he 
charged the railroad company for 200 pounds at $60. Other alleged 
jtems are a case of sardines at $4, and a charge fcr two cases at 
$18: one case of soap at $5.50, increased to five cases at $42.50. 
A Victrola, for which Ascher is alleged to have paid only $65, 
was charged to the company at $250, and a $121 washing machine 
at $500. 


Some Interesting Averages 


Good work by safety committees is to be commended, even if it 
never saves a cent. Preserving lives and limbs is a valuable re- 
sult even when the saving is estimated on the lowest basis; and 
when the moral, educational and humanitarian aspects are properly 
appraised no one denies that every bit of the intelligent and 
energetic safety-committee work that has been done on our rail- 
roads in the last dozen years has been amply justified without 
striking any financial balances. 

Apclogizing for keeping silent on this feature of his work, 
A. H. Young, manager of industrial relations for the International 
Harvester Company, in an address before the Chicago Safety 
Council safety supervisors’ schocl, on April 23, gave some in- 
teresting estimates of the financial saving effected by modern 
safety methods. Starting with the statement that the United 
States Steel Corporation, in a period of about 10 years, has 
spent for accident prevention work $9,763,063, the speaker made 
calculations to show that, without doubt, the corporation had 
saved during that time $14,609,920, or a 50 per cent dividend on 
its expenditure. 

These amounts are calculations, not extracts from actual 
records or statistics; but the calculations seem reasonable. Tak- 
ing the frequency rate for serious injuries to persons, prevailing 
before the accident committees were organized, and multiplying 
by that the average number of employees in each subsequent year, 
the result, theoretically, shows the number of serious injuries that 
would have occurred had not the frequency rate been lowered by 
safety work. Subtracting from this the actual number of serious 
accidents that did occur, the remainder shows what has been saved. 
These estimates include only cases involving a disability of more 
than 35 days. The number of employees saved from serious in- 
jury in the ten-year period was 28,535. Judging by the records 
of the Harvester Company, it is fair to estimate the cost of 
settling cases of this kind at $512 each. This makes no account 
of large expenditures for surgical attendance, legal expense, etc. 

In that same 10-year period, it is estimated that 193,232 men 
were saved from less sericus accidents; cases of enough con- 
sequence to take the man away from his work at least for the 
remainder of the day; estimating the cost of these at $10 each, 
there was a further saving of $1,932,320. Beyond this we have a 
saving based on the loss to the company due to competent men 
being suddenly taken out of the service. The average cost for 
the replacement of an individual worker in industry is estimated 
at from $50 to $200. Thus the grand total saving accomplished 
by the United States Steel Corporation would amount to over 
seventeen millions, at an expenditure for safety work of less than 
ten millions. 

Mr. Young quoted from a letter which he had received from 
the Safety Department of a prominent Northwestern railroad to 
the effect that on that road, during the past six years, the money 
saved as a result of the activities of the safety committees averaged 
$88,000 a year. But, even one who is not satisfied with a financial 
estimate of this kind, certainly must admit the importance of an 
actual reduction of 60 per cent in the number of casualties to’ per- 
sons. The writer of this letter called attention to the fact that 
$88,000 a year was equal to the gross revenue on a train of 82 
Pullman cars operated for 1,000 miles. 
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The Pennsylvania announces that through sleeping cars are to 
be run regularly between Chicagc and Atlantic City. 


The Birmingham Traffic & Transportation Club has been or- 
ganized at Birmingham, Ala. The first president is A. S. Lucas, 
traffic manager of the U. S. Cast Iron Pipe Foundry Company. 


The Seaboard Air Line, through its Development Department, 
has issued, for the benefit of farmers along its lines, a circular 
describing an improved method of combating the ravages of the 
boll weevil. 


The railroads of Canada have announced a reduction of 2.5 
cents per 100 Ib. in the freight rate on flour, for export, which 
is made from wheat shipped from the west and stopped for milling 
in Ontario. 


The average distance traveled by each passenger was 62.17 miles. 
Had one passenger ridden the entire distance that the passengers 
were carried, he would have traveled more than 44,000 times the 
distance around the earth. 


The Southern Railway reports that in 1922 a total of 17,668,605 
passengers were carried on its trains, without a single fatality to 
any passenger as the result of an accident to a train or negligence 
on the part of the railway. 


In the Federal Court at Boston, on May 15, the Interstate Com- 
merce Commission entered its appeal of the recent decision of the 
court enjoining the use of interchangeable mileage tickets at 20 
per cent below regular fares. 


A number of representatives of farmers’ organizations, at a 
conference with members of the Interstate Commerce Commission 
at Washington on May 15 urged an immediate general reduction 
in freight rates on farm products. The organizations were the 
National Grange, National Non-Partisan League, National 
Farmer’s Union, National Milk Producers’ Federation and United 
Farmers of Montana. 


The Georgia Southern & Florida and the Southern Railway 
have secured an injunction from the United States Circuit Court 
of Appeals, suspending the Georgia Public Service Commission’s 
rule relating to continuous hauls over two roads, requiring that 
they shail be charged the same freight rate that would apply if 
they were one and the same road. The rule was to take effect 
May 1. The railroads filed a petition for an interlocutory injunc- 
tion, setting forth that they were separate corporations. It was 
admitted that the majority of stock in the Georgia Southern & 
Florida is owned by the Southern, and that certain of their officers 
are the same. 


The standard size for bills-of-lading has been set by the 
Freight Claim division of the American Railway Association, at 
8% in. in width and any length necessary to meet the require- 
ments of the particular business for which they are printed. It 
is also suggested that where a list cf commodities is printed on 
the bill a space of not less than %-in. between each two items 
should be allowed; this because of trouble encountered in many 
cases of bills on which a large number of commodities were printed 
so closely together that, due to the imperfect registering cf the 
carbon, the second and third copies did not agree with each other 
and did not include all the items on the original. 


The new fruit auction room and warehouse which is being built 
by the Southern Railway at Front and Vine streets, Cincinnati, 
Ohio, is to be ready for use on July 1. The building has been 
leased for a term of years by the United Fruit Auction Company, 
of Cincinnati, and will become the center of the fruit and vegetable 
trade of Cincinnati. It will be 242 ft. by 90 ft., and will include 
25,780 sq. ft. of warehouse space and 20,356 sq. ft. of office space. 
Cincinnati is the principal reconsignment point for fruits and vege- 
tables from the South to the West, and as the through and local 
shipments are handled by the same dealers, this improvement will 
have an important bearing on the whole perishable movement. 



















Denver Consolidated Ticket Office Discontinued 


The Consolidated Ticket Office, 17th and Welton streets, 
Denver, Colorado, has been discontinued. The Union Pacific has 
taken a portion of the space and will continue its city ticket office 
at that place. The Burlington and the Colorado & Southern 
have cpened an office in the Railway Exchange Building, three 
blocks north. The Santa Fe has opened a city ticket office in the 
Kenmark Hotel, while the Rock Island and the Denver & Rio 
Grande will have an office in the new Patterson Building. 


Freight Traffic Breaks Record 


Freight traffic on the railroads of the United States during the 
first three months this year was the heaviest in history for that 
period of the year. According to reports received by the Bureau 
of Railway Economics from the carriers the total of net ton miles 
for the three months was 109,546,090,000; an increase of nearly 
24 per cent over the first three months last year and also an 
increase of 3.6 per cent over the total for the corresponding period 
in 1920. In the Eastern district the increase was 22 per cent over 
the same months last year; in the Southern, more than 33 per 
cent, and in the Western district, nearly 24 per cent. 


Vacation Fare-Rates on Southern Pacific 


Reduced local summer excursion fares on the Southern Pacific 
to the principal resorts will be only a little higher than the regular 
one way fare. Season tickets will be limited to three months 
from date of sale, but not beyond October 31. Fifteen-day tickets 
will be on sale Fridays and Saturdays. These will be limited to 
15 days and the going trip must commence on the Friday or 
Saturday for which sold. As an example of the large reductions 
for summer travel, the one way fare from Los Angeles to San 
Francisco or vice versa is $17.04, while the season round trip 
ticket will only cost $22.50 and the 15-day ticket only $19. 


Truckmen Opposed to Store Door Delivery 


The Merchant Truckmen’s Bureau, of New York City, Thomas 
F. Barry, secretary, believes that store door delivery of freight in 
Manhattan is utterly impracticable, and has issued a statement to 
that effect. The statement says that the plan would put the rail- 
roads in the trucking business. It continues: 

“There is no question in our minds that we shall be accused of 
being obstructionists and standing in the way of business progress 
and advancement; but this organization and its members have sat 
on innumerable committees which have analyzed store-door de- 
livery during the last five years and we are convinced that it is 
absolutely impracticable and visionary as applied to this port. 

“We grant that there is tremendous traffic congestion in this 
city but we submit that this congestion is caused far more by the 
huge number of cruising taxicabs and aimless pleasure cars than 
it is by motor or horse drawn trucks engaged in hauling freight.” 


Anthracite Shipments—April, 1923 


The shipments of anthracite for the month of April, 1923, as 
reported to the Anthracite Bureau of Information, Philadelphia, 
amounted to 6,173,774 gross tons as compared with 7,183,518 gross 
tons during the preceding month of March, a decrease of 1,009,744 
gross tons or 14.06 per cent. This decrease is partially accounted 
for by fewer actual working days during the month of April, 
and to operations being almost entirely suspended on the Eight- 
hour day, April 2. Continued button strikes also contributed to 
the decreased production. Comparison with the month of April 
last year cannot be made on account of entire suspension of 
operations pending new wage agreement, which was signed Sep- 
tember 11], 1922. 

Shipments by originating carriers were as follows: 


April, April, March, 
1923 1922 1923 
Philadelphia & Reading .........-.eeeeeees 1,170,925 Ss 1,370,476 
Lehigh Valley ‘ 7 a ar eeeniewlteredneas 1,088,783 U 1,279,599 
Centsal Railroad of WW. J. wn cccccccccccvces 508,683 Ss 622,710 
Dela., Lackawanna & DO. Kckvcukeoenes 906,203 Pp 1,146,217 
Delaware & Hudson......---seeeeeeeeeeees meee g oaaae 
prance tinker eaeneeeamenne daa 647,707 $818,817 
eS ae OE B.S 146,9 cs 
Lehigh & New England. .........cccscsccece 325,389 Oo 304,186 
MEE SGeekeehaveussad desenveresantess 6,173,774 N 7,183,518 
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Interstate Commerce Commission 


Oral arguments were heard by the Commission at Washington 
on May 11 in the case in which the Kansas and other state public 
utilities commissions and the American Farm Bureau Federation 
have asked the commission tc make a further reduction in the 
freight rates on grain, grain products and hay in the western 
district by eliminating the remainder of the increase allowed in 
the general rate advance case of 1920. The commission in 192] 
reduced these rates by about half of the advance. 


Personnel of Commissions 


A. R. McDonald, of Kaukauna, has been appcinted a member 
of the Railroad Commission of Wisconsin. 


Ulysses Butler has been appointed chief examiner of the Inter- 
state Commerce Commission to succeed Robert E. Quirk, who has 
resigned and is going to practice law. Charles F. Gerry has been 
appointed assistant chief examiner to succeed Mr. Butler. 


State Commissions 


The Public Utility Commissioners of New Jersey, following an 
investigation of a collision of passenger trains on the Erie Rail- 
road, near Jersey City, on April 4, when 40 passengers were 
slightly injured, have ordered the railroad company to submit 
within 60 days a plan for replacing all wooden passenger cars 
with cars of steel. The announcement of this action by the com- 
mission says that of 613 passenger cars in use by the Erie on 
trains running to and from Jersey City, 406 are wooden. Of the 
remainder, 78 cars are of steel and 129 have steel underframes. 


The Louisiana Public Service Commission, following an investi- 
gation of several months, has issued an order requiring the 
Standard Pipe Line Company (owned by the Standard Oil Com- 
pany) to do business as a common carrier; to charge for transport- 
ing oil certain rates prescribed by the commission, which are to 
include gathering charges and storage for 48 hours; to accept oil 
in quantities of 1,000 barrels or over and to reduce the valuation 
of the property (as a basis for rate making) from $21,620,181 to 
$12,500,000; and the commission limits the total amount of securi- 
ties which it will approve. The order takes effect on May 15 
but is declared to be temporary and subject to further hearing. 


Court News 


Liable for Ejection of Negro Passenger 


S., a negro passenger on a Rock Island train, entered the negro 
smoker, in which several white men were riding. For this reason 
the conductor ordered S. to leave the compartment, and on his 
refusal, forcibly ejected him. On the trial of an action for dam- 
ages for the ejection, the Director General was substituted for the 
company as defendant by stipulation. On appeal from judgment 
for $200, the Oklahoma Supreme Court held that S. was right- 
fully in the compartment; his removal therefrom was unlawful, 
and the railroad company was not exempt from damages by the 
provisions of the Oklahoma “Coach Law.”—Chicago. R. I. & P. v 
Sharp (Okla.), 209 Pac. 646. 


Assault on Passenger—Railroad Not Li- “le as Insurer 


The Florida Supreme Court holds, by a court divided three to 
two, that a stenographer employed in the office of a division super- 
intendent, whose duties are purely clerical, is not classed as an 
active agent of the corporation in its work of transporting pas- 
sengers. An assault made by such employee on a fellow passenger 
does not fall within the rule making the railroad’s liability to the 
passenger assaulted that of an insurer. The court follows the rule 
that the relation of the carrier to a passenger as insurer of the 
latter from assaults and indignities exists only when as between 
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the carrier and the person guilty of committing the act complained 
of the relation of master and servant engaged in the general work 
of transportation exists—Hall v. S. A. L. (Fla.), 93 So. 151. 


Texas Statute Requiring Mufflers Applies 
to Prevention of Collisions at Crossings 


In an action for damages resulting from a collision between an 
automobile and a train at a crossing, the Texas Commission of 
Appeals holds that a finding that the running of the automobile 
without a muffler, contrary to the Texas statute of 1917, c. 207, 
§ 12, caused or contributed to cause the injury, necessarily includes 
a finding that it was a proximate cause of the injury, and being 
a violation of the statute and therefore negligence per se, con- 
tributory negligence would follow the finding of the jury. The 
Texas statute requiring the use of mufflers on automobiles in 
incorporated cities and towns is absolute, leaving no discretion 
to the user, and its purpose is not merely to prevent a nuisance 
but any undesirable result, including collisions at railroad cross- 
ings—Hines v. Foreman (Tex.) 243 S. W. 479. 


Train Need Not Delay Starting Till Station is Cleared 


The Pennsylvania Supreme Court holds that by giving due 
warning and using care according to the circumstances, a train 
may move at any time after the passengers have made their exit 
or entrance, and need not remain stationary until the platform 
has been cleared; and that it may have so remained on other oc- 
casions is immaterial. The movement of the train when it was 
moved being lawful, it is not rendered unlawful by delay in doing 
so at other times. There is no rule requiring a railroad company 
to retain its passenger trains at a station the same length of time 
on every occasion, and the mere failure to do so is not evidence 
of negligence in an action for injuries to a passenger struck by a 
train at the edge of a congested platform.—Windle v. Davis (Pa.), 
118 Atl. 503. 


Election to Collect Freight from Consignee 
Bars Recovery of Undercharge from Consignor 


A railroad sued the consignor to recover an undercharge on 
10 carloads of coke shipped from Holt, Ala. to Mayer, Ariz. 
The consignee paid the freight demanded and nearly two years 
afterward suit was brought. The consignee was solvent and no 
sufficient reason for failure to ascertain the facts and proceed 
against him was shown. The Circuit Court of Appeals, Fifth 
Circuit, holds that: “Where, under circumstances such as those 
of this case, the carrier delivers to the consignee and collects the 
freight then considered due, though by error an undercharge, such 
conduct on the part of the carrier will be an election to collect 
from the consignee, and it will not be permitted to sue the con- 
signor for the balance. Yazoo & M. V. v. Zemurray, 238 Fed. 
789, 151 C. C. A. 639.” Judgment for the defendants was there- 
fore affirmed.—Louisville & Nashville, 284 Fed. 250. 


Chaining Standing Cars Is Not 
a “Coupling” Within the Law 


A car with a defective coupler was waiting with others on a 
dead track for transfer to the repair shop, attached to the next 
car by a chain. A foreman of car inspectors, passing, went be- 
tween the cars to shorten the chain, without setting out a flag, 
as the rules required. The movement of another car on the track 
caused a collision, resulting in his death. The Circuit Court of 
Appeals, Sixth Circuit, holds that the proximate cause of death 
was the failure to set out the flag, and not the defective coupler, 
and the company was not liable under section 4 of the Safety 
Appliance Act. 

To chain together two cars which have stood for hours and 
may stand for hours more untouched upon a track unused save 
as a receiving station for the car hospital is of course, in a cer- 
tain broad sense, to “couple” them; but the word usually de- 
scribes the operation which accompanies the approach of one car 
to the other. A crushing impact is the expected incident of the 
normal coupling, and safeguards are constantly necessary; not 
so, necessarily of a “coupling” which calls for no impact.—Mc- 
Calmont v. Pennsylvania, 283 Fed. 736. 
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Sporadic Strikes in Belgium 


Belgium is suffering from sporadic strikes of railway, postal, 
telegraph and telephone workers who are dissatisfied with the 
government’s refusal to raise wages. 


British Unions Ask Rate Reductions 
Before Wages Are Lowered 


Replying to the request of the railways that wage decreases be 
accepted and working rules changed in order to make possible the 
reductions in freight rates and passenger fares that the public 
demands, the British railway unions have suggested that the rate 
reduction be made first. Their view is that rate reductions may 
so stimulate traffic that wage reductions may not be necessary. 


British Railway Places Heavy Equipment Orders 


The London & North Eastern, according to Modern Transport 
(London), has recently ordered the following equipment: 

800 covered goods wagons from the Metropolitan Railway Car- 
riage, Wagon & Finance Company, Ltd., Birmingham. 

750 mineral wagons of 12 long tons’ capacity from Clayton 
Wagons, Ltd., Lincoln. 

750 mineral wagons of 12 long tons’ capacity and 500 open goods 
wagons of the same capacity from the Midland Railway Carriage 
& Wagon Company, Ltd., Birmingham. 

500 open goods wagons from Charles Roberts & Company, Ltd., 
Wakefield. 

300 mineral wagons of 18 long tons’ capacity from the Hamilton 
Wagon Company, Ltd. 

30 goods brake vans from the Birmingham Railway Carriage & 
Wagon Company, Ltd., Birmingham. 

In addition, the company has ordered 10,635 freight cars, 272 
passenger train cars, two twin sleeping cars, six single sleeping 
cars and 78 locomotives from its own shops. 


British Railways Suffer from High Local Taxes 


The railways of Great Britain are forced to pay local taxes 
which in many places are extortionate, according to a discussion 
appearing in the Times (London) Trade Supplement. The taxes 
paid by the railways in some parishes amount to 80 or 90 per cent 
of the total. In the following table counties are listed in which 
there are parishes which collect 79 per cent or more of their total 
taxes from the railways: 


Total amount Amount of taxes 


of taxes levied paid by railway Per 

County in parish companies in parish cent 
Buckinghamshire ............ £3,965 £3,215 81 
OS Ee eee 3,718 3,222 87 
POIROINEEE,  oac0:0-0 0015-0 wee 000 1,982 1,565 79 
Monmouthshire .......0..-00. 796 705 89 
NoOttim@namshive ....cccccerce 1,592 1,320 83 
eer ene 1,774 1,433 81 
SN e6 -AGiala sing ean 1,315 1,075 82 
NEE Sicisicaneesne bn va 467 388 83 


Another instance may be quoted in support of the argument 
that railway companies are burdened with too heavy a share of 
the cost of road upkeep. A certain railway company has an im- 
portant highway running parallel to a section of its system, and 
along this road the local authority has laid a tramway. The tram- 
way is run at a loss, which is met out of local taxes, of which the 
larger proportion is contributed by the railway company, which 
means, in effect, that the railway company, having provided its 
own track at considerable cost, has also to find a large share of 
the cost of the construction and maintenance of a competing trans- 
port undertaking. In another case the cost of compensating the 
victims of a collision on a municipal tramway was largely defrayed 
by the railway company in its capacity as ratepayer. 

The capital value of roads and road bridges in the British Isles 
is estimated at £900,000,000, while that of the railways is £1,350,- 
000,000. The point is that the railways have been built by private 
capital, while the cost of road construction and maintenance is 
defrayed out of taxation. The estimated cost of maintaining Brit- 
ish highways today is, in round figures, £50,000,000 a year, to which 
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owners of motor vehicles contribute between £11,000,000 and £12,- 
000,000, while the railway companies, who are taxed to the extent 
of £8,000,000, are denied the extended use of ‘the highways for 
purposes of motor transport. The position in regard to mainte- 
nance of roads is therefore a distinct grievance with railway pro- 
prietors, 

The motor vehicle, which represents about 90 per cent of the 
traffic on main roads and is regarded as being mainly responsible 
for wear and tear, as well as for the demand for more costly high- 
ways, contributes less than a quarter of the cost of maintenance. 
Taxpayers, particularly farmers and other inhabitants of rural dis- 
tricts, are being heavily taxed to pay for improved highways, the 
maintenance of which has risen to as much as £400 per mile per 
year, mainly for the convenience of through traffic. These tax- 
payers are interested equally with the railway companies in bring- 
ing about a more equitable system of taxation, 

It is often overlooked that railways are likely to have their 
efficiency impaired by the growth of motor transport, for which 
it is recognized there is an increasing field, and it is claimed that 
the railway companies ought in common fairness, quite apart from 
the fact that they contribute so largely to road upkeep, to be per- 
mitted to take an adequate share in the transport of goods, if not 
passengers, by road. The obvious sequel to the increase in the 
tonnage of traffic passing by road, unless the railway companies 
are permitted to take a share in this new development, must be to 
divert traffic from the railways and make it difficult for the man- 
igements of the four great railway groups to give the concessions 
in rates and fares which are being demanded by the public. 


Scottish Concern to Build and 
Equip Portuguese Railway Shops 


William Beardmore & Company, Ltd., of Glasgow, Scotland, 
have secured a contract for the supply, construction and 
equipment of the general workshops of the Portuguese South 
& South Western Railway, at Barreiro. The workshops in 
question are for the construction, maintenance and repair of 
locomotives and cars. When completed, the establishment 
will comprise an erecting shop, foundry, machine shop, tool 
room, carpenters’ shop, paint shop, paint mill and store, mate- 
rial store, boiler shop, forge and blacksmith shop, finishing 
shop, coppersmiths’ shop, carriage and wagon shop, uphol- 
sterers’ shop, timber shed, pattern shop, and will be the 
largest building of its kind in Portugal. 

The present shops are to be demolished to make way for 
the new buildings, but the contract calls for the work of the 
railway being carried on in the old shops while the new shops 
are being built, and the transference of old plant and the 
installation of new plant being carried out in such a way that 
the repairs and upkeep of railway plant will not be interfered 
with. The buildings are to be equipped with modern electric 
overhead cranes, air compressor plant, and fire installation. 
Diesel motor and generator for the power station, mechanical 
coaling appliances capable of coaling two locomotives at one 
time, reinforced concrete water supply tank, dock pump, etc., 
will be provided. Rails, points and crossings have also to 
be provided, for direct access to the different shops and for 
the intercommunication between each shop and in order to 
facilitate the rapid handling of the work to be undertaken. 


FOREIGN-BORN EMPLOYEES of the Philadelphia Terminal Division 
of the Pennsylvania Railroad, to the number of 58, received their 
certificates of full American citizenship at a public meeting in the 
Railroad Branch Y. M. C. A., 18th and Filbert streets, Philadel- 
phia, last Tuesday evening. These men have met all the legal 
requirements and are now prepared to assume the rights and duties 
of American citizens. Judge Oliver B. Dickinson, of the United 
States District Court, addressed the new citizens, welcoming them 
to the great fellowship of American freemen. Large numbers of 
railroad employees and members of their families were present. 
When an alien enters ‘the service of the Pennsylvania he is urged 
to become an American citizen. If he desires to learn English 
the company has provided correspondence courses and local classes 
and over 5,000 foreign-born employees are now taking advantage 
of these educational courses. Of the 27,000 foreign-born employees 
on the Pennsylvania over 70 per cent have become American 
citizens. Americanization work in the Eastern Region is in charge 
of Vincent Colelli, a naturalized citizen of Italian birth, and a 
graduate of Yale. 
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Locomotives 


Tue CENTRAL or Georcia has ordered five Mountain type loco- 
motives from the American Locomotive Company, 


Freight Cars 


THE SOUTHERN CarBoN Company, Monroe, La., has ordered 25 
tank cars from the Standard Tank Car Company. 


Tue PitrspurcH & Bessemer Coat Company, Pittsburgh, Pa., 
is inquiring for from 250 to 500 hopper cars of 50 tons’ capacity. 


THE PHELPS DopcE CorPORATION is inquiring for 66 concen- 
trate cars of 60 tons’ capacity. These cars are to have wood floors 
and roofs. 


Tue 'New Haven Gas & Licut Company, New Haven, Conn.. 
has ordered two tank cars of 10,000 gal. capacity from the Stand- 
ard Tank Car Company. 


Tue Fruit Growers Express, reported in the Railway Age 
of March 10 as inquiring for 500 refrigerator cars, has decided 
not to purchase this equipment. 


THE SEABOARD Arr LINE, reported in the Railway Age of March 
31 as inquiring for 25 caboose cars has ordered 28 caboose cars 


. from the Magor Car Corporation. 


Tue Cuicaco, Burtincton & QuINCy is inquiring for repairs 
on 600 to 800 coal cars. This company is also inquiring for 200 
compcsite ballast cars of 50 tons’ capacity. 


THE * MEXICAN PETROLEUM COMPANY, New York City, has 
ordered 50 tank cars of 10,000 gal. capacity and 25 tank cars of 
8,000 gal. capacity from the Standard Tank Car Company. 


Tue Hockine VALLEY, reported in the Railway Age of April 
28 as inquiring for 1,000 steel frame, single sheathed, automobile 
box cars of 40 tons’ capacity, has decided not to order this equip- 
ment. 


Tue ATLANTIC Coast LINE, reported in the Railway Age of- 


May 5 as having ordered 50 ballast cars of 50 tons’ capacity from 
the Rodger Ballast Car Company, has decided not to purchase 
this equipment. 


Passenger Cars 


THE SOUTHERN Paciric is inquiring for 16 steel buffet and bag- 
gage cars, 75 ft. long. 


Tue Missouri Paciric has ordered repairs to 25 passenger cars 
from the American Car & Foundry Company. 


THE ATCHISON, TOPEKA & SANTA FE, reported in the Railway 
Age of April 14 as inquiring for 25, 70-ft. baggage cars, has 
ordered this equipment from the Pullman Company. 


THE New York CENTRAL is having five dining cars built in its 
West Albany, N. Y., shops, three of these cars are for use on 
the Michigan Central and two on the Cleveland, Cincinnati, Chi- 
cago & St. Louis. The New York Central has also let a contract 
to the Merchants Dispatch, Rochester, N. Y., for repairs to 100 
baggage cars. 


Iron and Steel 


Tue Battimore & Ouro is inquiring for 1,000 tons of structural 
steel for bridge work. 


Tue Norrotk & WEsTERN is inquiring for 1,000 tons of struc- 
tural steel for bridge work. . 
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Tue Cxuicaco, Rock Istanp & Paciric is inquiring for 2,690 
tons of structural steel for bridge work. 


Tue GREAT NORTHERN is reported to have ordered 7,000 tons of 
steel rail from the Illinois Steel Company. 


Tue PERE MARQUETTE is reported to have ordered 5,000 tons 
of steel rail from the Bethlehem Steel Company. 


Tue ToLepo, St. Lours & WESTERN is reported to have ordered 
4,000 tons of steel rail from the Lackawanna Steel Company. 


Tue CuHicaco, MILwauKeEE & St. PAvL is reported to have 
ordered 10,000 tons of steel rail from the Illinois Steel Company. 


Tue GREAT NORTHERN has ordered 210 tons of structural steel 
consisting of two, 98 ft. plate girder spans from the American 
Bridge Company. 


Tue New York CENTRAL is asking for bids until 12 o’clock 
nocn, May 23, for 175,000 tons of open-hearth steel rails, with the 
necessary angle bars. 


THE INTERNATIONAL-GREAT NoRTHERN has ordered 175 tons 
of structural steel for a bridge over the Guadalupe river near 
New Braunfels, Tex., from the Wisconsin Bridge Company. 


Machinery and Tools 
Tue LEHIGH VALLEY is inquiring for one 30-ton electric crane. 


THE PENNSYLVANIA has ordered one 30-ton locomotive crane 
from the McMyler Interstate Company. 


Tue ATCHISON, TopEKA & SANTA Fe has ordered one 20-ton 
locomotive crane from the Browning Company. 


Tue CLEVELAND, CINCINNATI, Cuicaco & St. Louts has ordered 
one 20-ton locomotive crane from the Browning Company. 


Tue Cuicaco, Burtinctron & QuINcy has ordered one, 25-ton 
electric traveling crane for use at Beardstown, IIl., from the Whit- 
ing Corporation. 


Tue SouTHERN Paciric has ordered three 25-ton locomotive 
cranes, one each frem the Browning Company, the McMyler Inter- 
state Company and the Industrial Works. 


THE Denver & Rio GRANDE WESTERN has ordered four, 120-ton, 
six, 15-ton and four 10-ton electric traveling cranes and cne, 100-ton 
transfer table for use at its Denver, Colo., and Salt Lake City, 
Utah, shops from the Whiting Corporation. 


Signaling 


THE New York CENTRAL has ordered from the Federal Signal 
Company a mechanical interlocking for Amsterdam, N. Y., style 
A machine, 64 levers. 


Tue Intrnors CENTRAL has ordered 1,250 relays and 15 style L 
motor signals for installation between Memphis, Tenn., and Lake- 
view, Miss., and at other points, from the Hall Switch & Signal 
Company. 


Tue Dowtinc LuMBER Company has ordered from the Federal 
Signal Company the materials for a cabin door interlocking at 
the crossing of its railroad with the Atlantic Coast Line near 
Odessa, Fla. 


Tue CuHicaco, Burtincton & Quincy has contracted with the 
Federal Signal Construction Company for the installation of auto- 
matic block signals between Losey, Wis., and Diamond Bluff, Wis., 
five miles, single track. 


Tue New York CENTRAL has ordered 110 style L motor sema- 
phore signals, four single-unit three-color searchlight signals, 560 
switch boxes, 1,400 relays, 35 universal crossing flasher lamps and 
100 electric locks from the: Hall Switch & Signal Company. 


Tue CANADIAN Paciric has ordered from the Federal Signal 
Construction Company material for the installation of automatic 
block signals between Leanchoil, B. C., and Golden, B. C., 18 
miles ; 32 mechanisms, 70 relays, 18 switch boxes, etc. The signals 
are 3-position, upper quadrant, type 4. 
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The American Car & Foundry Company will construct a 
one-story assembly building at 2416 South Paulina street, 
Chicago, at an approximate cost of $100,000. 


Robert Huff, representative at New York City of the 
McConway & Torley Company, Pittsburgh, Pa., has removed 
his office from 39 Cortlandt street to 2 Rector street. 


The Pittsburgh Machine Products Company, Oliver Build- 
ing, Pittsburgh, Pa., has been appointed district representa- 
tives, of the Conveyors Corporation of America, Chicago. 


The Morton Manufacturing Company, Chicago, manufac- 
turers of railway appliances, is building an addition to its 
Chicago factory which will give 18,000 square feet of additional 
floor space. 


The Morden Frog & Crossing Works, Chicago, has been re- 
organized and will issue $1,500,000 of preferred, 7 per cent 
cumulative stock and $2,000,000 of no par value common stock. 
There has been no change in personnel. 


F. V. Shannon has been appointed western manager of the 
Massey Concrete Products Corporation in charge of the 
territory comprising the states of California, Oregon, Wash- 
ington, Idaho, Nevada, Arizona, Utah, Wyoming and Mon- 
tana with offices at 65 Market street, San Francisco, Cal. 


W. D. Creider has been appointed sales manager of the 
Oilgear Company, Milwaukee. Mr. Creider was formerly 
in charge of the Milwaukee, Wis., office of the Federal Machin- 
ery Sales Company of Chicago. A. L. Ellis, for the past year 
acting sales manager of the Oilgear Company, has been ap- 
pointed eastern representative of the company with head- 
quarters in New York City. 


Stovel & Brinkerhoff announce the addition of H. M. Van 
Gelder as a partner and a change of name to Stovel, Brinker- 
hoff & Van Gelder, engineers and constructors, 136 Liberty 
street, New York City. Mr. Van Gelder has had an active 
experience of over 20 years in electrical engineering and con- 
struction. He was formerly electrical engineer and manag- 
ing engineer of Westinghouse, Church, Kerr & Company and 
recently project engineer on railroad electrification work with 


Gibbs & Hill. 


At a meeting held on May 11, the directors of the American 
Locomotive Company, unanimously resolved to recommend to 
the stockholders the exchange of the present common capital 
stock, consisting of 250,000 shares $100 par value, for 500,000 
shares of common of no par value. Holders of the present 
common will receive two shares of new stock for each share 
of old. A meeting of the stockholders to act upon the recom- 
mendation has been called for June 11. The directors also 
declared a quarterly dividend of $1.75 on the preferred and 
the quarterly dividend of $2.50 on the present common, both 
payable June 30 to stock of record June 8. The common 
dividend is equivalent to a dividend of $1.25 a share on the 
new stock, should the proposed change be authorized by the 
stockholders. 


Obituary 


C. M. Trawath, chief rail inspector of Robert W. Hunt & 
Co., engineers, with headquarters at Pueblo, Colo., died on 
May 12. 


H. Woodland, secretary and treasurer of the Allis-Chalmers 
Company, with headquarters at Milwaukee, died in that city 
on May 14. 


Frederick A. Guild, former New York representative of the 
Galena Signal Oil Company, died on May 14, at his home in 
Greens Farms, Conn., at the age of 77. Mr. Guild retired 
frem active service about five years ago. 
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CANADIAN Paciric.—This company has authorized the construc- 
tion of the first section of 50 miles of a branch line from Tuffnele, 
Sask., tc Prince Albert, and the construction of a branch line 
from Kipp, Alta., to Retlaw. 


THE CARNEGIE STEEL COMPANY has awarded a contract to 
the Roberts & Schaefer Company, Chicago, for the construc- 
tion of an electrically operated cinder handling plant at 
Duquesne, Pa. 


CHESAPEAKE & Ounio—This company will add three 100-car 
tracks to its Taplin, W. Va., yards. A 100-ft. turntable, a water 
station and a cinder conveyor will likewise be installed. The 
total cost of the work is estimated at $200,000. 


Cuicaco & ALton.—This company will construct new freight 
and passenger stations at Mason City, IIll., and Normal, and con- 
templates the construction of other stations at several points on 
the Western division. The stations at Mason City and Normal 
will cost approximately $15,000 each. 


CHICAGO, BuRLINGTON & QuiIncy.—This company will soon call 
for bids for the construction of a brick storehouse at Aurora, IIl. 
The new storehouse will be built to replace the one recently 
destroyed by fire. 


Cuicaco & EASTERN ILLINOoIs.—This company will close bids 
on May 21 for the construction of a freight house at West 
Frankfort, Ind. 


Cuicaco & NortH WESTERN.—This company has awarded a 
contract to the Charles W. Gindele Company, Chicago, for the 
construction of a brick office building in Chicago, as reported in 
the Railway Age of March 31. The company alsc contemplates 
the construction of three new passenger stations on its Ashland 
division. 


Cuicaco, Rock IsLanp & P.,ciric.—This company has closed 


a contract for the construction of a roundhouse at Shawnee, 
Okla. 


ILLINOIS CENTRAL.—The Interstate Commerce Commission has 
announced that cral arguments will be heard before Division 4 at 
Washington on June 2 on the application of the Southern Illinois 
& Kentucky and of the Chicago, St. Louis & New Orleans for a 
certificate authorizing the construction of the proposed line in 
Southern Illinois and authcrizing the Illinois Central to operate 
the line. 


ILLINOIS CENTRAL.—This company is calling for bids for the 
construction of a 300-ton coaling station at Dubuque, Iowa. The 
company has closed bids for the construction of an enginehouse 
at Central City, Ky., to cost approximately $300,000. 


Loncview, PortLAND & NorTHERN.—This company has pur- 
chased three steel bridges of a total weight of 414 tons, for use in 
the vicinity of Kelso, Wash., from J. Norman Jensen, Chicago. 


MARSHALL, ELysIAN FieLps & SOUTHEASTERN.—This company, 
which operates between Marshall and Elysian Fields, Texas, has 
asked the Interstate Commerce Commission for a certificate 
authorizing an extension of 10 miles from Elysian Fields to 
Lorraine. 


MICHIGAN CENTRAL.—This company is calling for bids for 
additions and extensions to the roundhouses at West Detroit, 
Mich.; Palmer avenue, Detroit; and Bates City Junction. 


PHILADELPHIA & ReapiInc.—This company has awarded a con- 
tract to the Fish-Rutherford Co., Inc., for the construction of a 
footway tunnel under its main line and the tracks of the Penn- 
sylvania Railroad south of Douglassville, Pa. The contract for 
the waterproofing of this structure has been awarded to Martin 
& Breen, Inc. The company has just completed the construction 
of an overhead crossing at this point and the footway tunnel is 
part of the same project. 





ATCHISON, ToPEKA & Santa FeE—Authorized to Acquire 
Control—The Interstate Commerce Commission has authorized 
this company to acquire control of the Dodge City & Cimarron 
Valley by lease. 


AtLanTic Coast LineE.—Six Months Guaranty Certified —The 
Interstate Commerce Commission has issued a final certificate stat- 
ing the amount of this company’s guaranty for the six months 
following federal contrcl as $8,131,967. The commission also 
issued a certificate for $3,231,967 as the balance due. 


BaLtimorE & Oun10.—Authorized to Issue Bonds.——This com- 
pany has been authorized by the Interstate Commerce Commission 
to issue $3,770,000 of refunding and general mortgage 6 per cent 
bonds to be pledged and repledged from time to time as collateral 
security. Authority was also given subsidiaries to issue various 
bonds and deliver them upon the order of the Baltimore & Ohio 
to trustees under certain mortgages. 


BLack Mountain.—A cquisition—See Louisville & Nashville. 


Boston & ProvIDENCE.—-Authorized to Issue Bonds—The l|n- 
terstate Commerce Commission has authorized this company to 
issue $2,170,000 of 5 per cent gold debenture bonds, to be sold 
at par and the proceeds used to retire a like amount of 6 per cent 
debenture bonds which will mature on July 1. 


Cappo & CHoctaw.—Asks Authority to Abandon Line—This 
company has filed a petition with the Interstate Commerce Com- 
mission for authority to abandon its line from Rosboro to Cooper, 
Ark., 13.75 miles. 


Cambria & INDIANA—Asks Authority for Equipment Obliga- 
tions —This company has applied to the Interstate Commerce 
Commission for authority to guarantee an issue of $1,700,000 of 
equipment obligations. 


Cuicaco & NortH WESTERN.—Interest on Equipment Trust 
Certificates Reduced—The Interstate Commerce Commission at 
the request of the company has issued a modification of the order 
in which it authorized an issue of $5,250,000 of equipment trust 
certificates, to authorize not exceeding $5,175,000 of certificates. a 
reduction of the interest rate from 5% to 5 per cent, because of 
changed conditions, and sale of the certificates at not less than 
96% per cent instead of 9714 per cent. On that basis the annual 
cost to the company will be approximately 5.58 per cent instead 
of 5.9 per cent. 


Cuicaco & WESTERN INDIANA.—Annual Report—The annual 
report for the year ended December 31, 1922, shows a net income 
of $694,475 as compared with $640,140 in 1921. A selection of 
the principal items in the income account follows: 


1922 1921 
ND MIR Fon nitacumaee weed tabeeemeees $320,467 $296,456 
CE NO wn icatccc Saad ecseeenmbeneeeee 383,378 463,649 
Pee SOON THUD GUNN, 6 bin ciic acco cnetvecses ‘ 62,911 167,192 
i NE oe ce adedecune seem kee hare 4,487,134 4,726,215 
EE: Ai cGibe Cib Ge Ress 460s emeeweanee sees 4,424,223 4,559,022 
NN TES eee er 3,729,747 3,918,882 
I IN a5 ascitic, a coving ascent eta accodk dees? aetna bar & 6% 694,475 640,140 
Total appropriations ......... sn ecanac eco ian imc ane aaa’ 210,709 204,104 
POE CE ne Vbwi cae eases essere seeders. 483,766 436,036 


Cuicaco, INDIANAPOLIS & LovutsvILLE— Annual Report—The 
annual report for the year ended December 31, 1922 shows a sur- 
plus of $153,963 as compared with a surplus of $353,339 in 1921. 
The condensed income statement follows: 


Increase 
1922 1921 or 

Decrease 

Gross operating revenues.......... $16,031,586 $15,162,870 $868,716 
Total operating expenses........... 12,161,144 12,181,950 —20,806 
Net operating revenues............ 3,870,44 2,980,920 889,523 
pO EES ae ae 775,302 738,000 37,301 
Net operating income.............- 3,095,141 2,242,919 852,221 
Other operating charges........... 1,285,293 964,333 320,961 
_Net railway operating income.... 1,809,847 1,278,587 531,261 
Non-operating income ............ 146,775 181,941 —35,166 
Guaranty from U. S. Government.. ........ 459,751 —459,751 
BOOM GTO0G MGOEEE. 6c ccccccccece 1,956,622 1,920,279 36.344 
Deductions from total gross income. 1,261,855 1,196,715 65,140 
Balance of income over charges.... 694,768 723,564 —28,796 
Dividends declared ...... pae uen nes 540,805 370,225 170,580 
Serpe CereRR) ..cecccccsce ae 153,963 353,339 —199,376 
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Cuicaco, MitwauKEE & St. Paut.—Asks Authority for Equip- 
ment Trust Ccrtificates—This company has applied to the Inter- 
state Commerce Commission for authority to issue $13,500,000 of 
5% per cent equipment trust certificates to be sold at 95% to 
Kuhn, Loeb & Co. and the National City Bank. 


Cuicaco, Rock Istanp & Paciric.—Authorized to Issue 
Bonds—The Interstate Commerce Commission has authorized an 
issue of $1,000,000 cf general mortgage gold bonds to be delivered 
to the trustee under the first and refunding mortgage and $1,000,000 
of first and refunding mortgage gold bonds to be pledged and re- 
pledged from time to time as collateral security. 


Erre.—Equipment Trust Authorized—This company has been 
authorized by the Interstate Commerce Commission to assume 
obligation and liability in respect of $7,860,000 of 6 per cent equip- 
ment trust certificates to be sold at 97. 


FRANKFORT & CINCINNATI.—Asks Authority to Abandon Line.— 
This company has applied to the Interstate Commerce Commission 
for authority to abandon its line from Frankfort to Paris, Ky., 39 
miles. 

LenicH & NEw ENGLAND.—Annual Report—The annual report 
for the year ended December 31, 1922, shows a net income of 


$384,193 as compared with $702,405 in 1921. A selection of the 
principal items in the income account follows: 


RAILWAY AGE 





1239 


ILLINOIS CENTRAL.—Equipment Trust Authorized—The Inter- 
state Commerce Commission has authorized this company to 
assume obligation and liability in respect of $14,003,000 of equip- 
ment trust obligations to be sold at not less than 96%. 


LovuIsvILLe & NASHVILLE.—Authorized to Acquire Control— 
The Interstate Commerce Commission has authcrized this com- 
pany to acquire control of the Black Mountain by purchase of 
capital stock and by lease. 





MissourI-KANSAS-TEXAS.—A pplication to Lease Line.—See 
Wabash. 

Reorganization Syndicate Is Closed—Speyer & Co., J. & W. 
Seligman & Co., Hallgarten & Co. and the Equitable Trust Com- 
pany of New York, as managers, have closed the reorganization 
syndicate formed for underwriting the assessment on the stock 
of the cld Missouri, Kansas & Texas Railway Company and dis- 
tributed the profit. It is understood that the holders of less than 
434 per cent of the stock of that company failed to exercise the 
right of subscription for new securities under the reorganization 
plan. 


Missourr Paciric.—New Director—George W. Niedringhaus 
of St. Louis, president of the National Enameling & Stamping 
Co., has been elected a director to succeed H. L, Utter. 


New York, Cuicaco & St. Louis.—Asks Authority to Issue 
Bonds and Equipment Trust Certificates—This company has ap- 
plied to the Interstate Commerce Commission for authority to 














1922 1921 issue $1,769,000 of second and improvement mortgage 6 per cent 
Railway operating revenues........... See $4,597,073 $4,775,737 bonds; also for authority for an issue of $4,275,000 of 6 per cent 
Railway Operating EXPENSES. .....cccscccecccsess 3,664,039 s " . ry 
¥ Net roa from railway operations........ 933,034 ,997 equipment trust certificates. 
Total Jailway ‘operating incomes 20000001. AS'S8a—788'Se0 «OBERLIN, Hampton & Eastern.—Asks Authority to Abandon 
Total_non-operating income.........--+++--0-++5 171,833 364,610 Line.—This company has applied to the Interstate Commerce Com- 
Souk Ee an ee ene pea td Misses inissicn for authority to abandon its line which extends from 
EE ca cas ae aN cane dats ven cht ahiad 384,193 702,405 Oberlin to Hampton, La., 9.8 miles. 
Income applied to sinking and other reserve funds. 8,206 6,489 ; : 
Balance transferred to profit and loss...... 375,987 695,916 (Continued on page 1249) 
Annual Reports 
a . . al e 
Thirty-ninth Annual Report of the Southern Pacific Company and Proprietary 
+ . 
Companies—Year Ended December 31, 1922 
REPORT OF THE BOARD OF DIRECTORS 11. Maintenance of 
equipment 48,264,068.26 49,188,143.35 — 924,075.09 1.88 


New York, N. Y., May 10, 1923. 
To THE STOCKHOLDERS OF THE SOUTHERN PaciFic COMPANY: 
Your Board of Directors submits this report of the operations and affairs 
of the Southern Pacific Company and of its Proprietary Companies for the 
fiscal year ended December 31, 1922. 


TRANSPORTATION OPERATIONS 


The following table shows the Net Railway Operating Income for the year 
1922 compared with that for the year 1921: 




















Year Ended Year Ended 
December December + Increase Per 
31, 1922 31, 1921 — Decrease Cent 
1. Average miles of 
road operated.... 11,223.88 11,187.99 + 35.89 .32 
RaAIitway OPERATING 
REVENUES 
2. Freight wee eee - $180,438,951.63 $181,409,691.87 — $970,740.24 .54 
3. Passenger ...... 59,003,549.86 63,442,251.17 —— 4,438,701.31 7.00 
4. Mail and express 11,235,227.76 11,935,604.42 — 700,376.66 5.87 
5. All other transp’n  5,797,644.88 5,638,563.36 + 159,081.52 2.82 
6. Incidental ...... 5,878,419.44 6,958,343.55 — 1,079,924.11 15.52 
7. Joint facility— 
RMD. «sn ankiem ware 216,139.06 116,168.78 + 49,970.28 30.07 
8. Joint facility— 
We acdccenews 50,763.13 56,257.82 + 5,494.69 9.77 
9. Total railway 
operating revs. .$262,519,169.50 $269,494,365.33 — $6,975,195.83 2.59 
RAILWAY OPERATING 
EXPENSES 


10. Maint. cf w 


ay 
and strutcures... $36,806,129.25 $42,198.882.59 —— $5,392,753.34 12.78 


1922 
$262,519,169 


135 
+ 68,547,679 
193,664,456 
161 


+73,062,633 
68,854,713 
94 


—4,514,954 
73.77 





PRA BOM. 5 5 iaidldoi00'555 56S Roane Mae pawonaraban 
RE it I a oid oa o:ce, 3 via: w dik 00 Ware ow weceheruae Steres 
Pea, TES Semana WE TSF obs oc vis cn ese cnciesow ence 

CAIN ORIN 5a oon o's. cig} ho Se state evens o eelsiewewee 
SS SU. error rrr rr re 
Petes T9Es GOOreR WH F917 5 6.5 6.0.05 ccc cs vewsteacees 

Net revenue from railway operations. ........0.-esecceecees 
EO  2o Re ee rrerae mrt re 
Mictaal 1922 Gemagered WI 1917 6 oo e-0:0.k 0c ccaneceesie eee 
Veprtting NN EE ME iiios <.curcaon Gooranwenennbewee 

Traffic 








units (ton miles plus 3 times passenger miles), — 
INN oe eee rd a ale, Sata aid 'ak niatG. a brereuah SVdieeee TO 18,012,411 
Se SNe COM Sac aks Lod ee nnvasocamenammasinnme 86 











12. Total maint’n’ce $85,070,197.51 


$91,387,025.94 
13. Traffic 4,417,409.00 


— $6,316,828.43 6.91 
4,182,340.14 + 235,068.86 5.62 


14. Transportation 92,454,184.73 104,744,036.41 — 12,289,851.68 11.73 
15. Misc. coper’t’n’s.. 3,928,318.82 4,153,650.67 — 225,331.85 5.42 
16. Gemeral 2 ieee ccs 8,323,358.92 8,521,539.30 — 198,180.38 2.33 
17. Transnp’t’n for in 

vestment—Cr. 529,012.60 416,329.67 — 112,682.93 27.07 





18. Total railway op- ; 
erating expenses$193,664,456.38 


19. Net rev. from 
railway operations $68,854,713.12 


20. R’way tax ac 
ae $18,859,356.11 

21. Uncollectible rail 
way revenues.... 


$212,572,262.79 —$18,907,806.41 


8.89 
$56,922,102.54 


+$11,932,610.58 20.96 


$15,539,469.20 + $3,319,886.91 21.36 
124,565.69 + 3,027.56 2.43 


127,593.25 





22. R’way operating 





MOONE 6 6 ike ac $49,867,763.76 $41,258,067.65 + $8,609,696.11 20.87 

23. Equipment rents 
err ror 3,815,727.68 5,154,543.91 — 1,338,816.23 25.97 

24. Joint facility rents 
Net Baie *170,810.11 156,732.60 — 327, S4R.91 os 

25. Net railway op 


erating inccme.. $46,222,846.19 $35,946,791.14 +$10,276,055.05 28.59 


*Credit. 


_ Results of transportation operations of your company’s rail and water 
lines for 1922 compare with those of the previous five years as follows: 





192: 1920 1919 1918 1917 
$269 494,565 $282,269,504 $239,657,272 $221,611,206 $193,971,490 

139 146 124 114 100 
212,572,262 242,113,790 188,385,172 162,722,372 120,601,823 

176 201 156 135 100 
56,922,193 40,155,714 51,272,100 58,886,834 73,369,667 

7 55 70 80 100 
78.88 85.77 78.61 73.43 62.18 
17,451,417 22,010,458 20,198,015 20,836,033 : 20,876,908 

8 105 97 100 100 
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The net revenue from railway operations exceeded that of any year since 
the record year 1917, but was $4,514,954 less than in that year, which was 
the last of private management before the roads were taken over by the 
Government. 


The naticn-wide business depression of 192i became even more acute dur- 
ing the tirst half of 1922 and resulted in a decrease in the operating revenues 
of your company’s lines of more than $10,000,000 below the same six months 
of the preceding year. An offsetting increase in revenues did not accrue 
from the revival of business during the last six months of the year in 
consequence of a general reduction of freight rates, which was made 
effective throughout the country on July 1, 1922, in deference to an opinion 
of the Interstate Commerce Ccmmission, so that a net decrease of $6,975,196 
in operating revenues for the full year resulted. The reduction of rates was 
based upon a speculation as to a revival of business which did not materialize 
as evidenced by a return of only 4.14 per cent. upon the property invest- 
ment of the principal railroads of the country during the year 1922, notwith- 
standing a return of 5.75 per cent. upon the value of property held for and 
used in transportation service was prescribed by the Interstate Commerce 
Commissicn to be a fair return after March 1, 1922. 


It is estimated that the order of the Interstate Commerce Commission 
ey the sale of interchangeable scrip tickets on and after May 1, 
1923, at a reduction of 20 per cent. below the normal one-way fare, would 
result in $60,000,000 less net revenue to the railroads of the country per 
annum and that it would deprive your lines of $1,750,000 net revenue per 
annum, thereby further retarding the realization of the fair rate of return 
which has been prescribed under the law, but the effective date of the order 
has been postponed to January 1, 1924, and it is hoped that in the meantime it 
may be rescinded or nullified. 


Inroads upon revenue continue to be made by the competition of motor 
vehicles uron parallel highways, which are principally maintained by taxation 
of which the railroads contribute a substantial part, after a large expenditure 
for their construction by the Federal and State Governments. The railroads 
and other tax payers should be relieved of this unjust burden by requiring 
adequate payment for the use and maintenance of these highways by those 
who use them commercially in competition with the railroads, that is, for 
common carrier purposes. 


The competition fcr transcontinental traffic by the steamship lines operating 
through the Panama Canal has been intensified by a rate war between the 
steamship lines, and the volume of tonnage shipped through the Panama 
Canal between the Atlantic and Pacific Coasts of the United States was 
nearly 100 per cent. greater in 1922 than during the preceding year. The 
railroads are unfairly handicapped in meeting the rates through the Panama 
Canal by the long and short haul provision of the Interstate Commerce Law, 
under which they are net permitted (unless specifically authorized by the 
Interstate Commerce Commission) to make the necessary rates upon the 
traffic which is competitive with the Canal steamship lines without unnecessary 
reductions of intermediate rates upon traffic which is not competitive with 
the steamship lines. 


To the extent that the railroads are deprived of traffic by other forms of 
transportation their support and development are retarded. 


By authorizing your rail and steamship lines to make rates between Cali- 
fornia ports and fee York on certain eastbound products of California, to 
meet the competition of the Canal steamship lines, without reducing rates 
at any intermediate pcints, the Interstate Commerce Commission has recog- 
nized that your steamship lines are entitled to equal opportunity with steam- 
ship lines operating through the Canal, and that no intermediate community 
is prejudiced by rates between points of origin and destination served by 
the Canal steamship lines which merely meet their competition and permit 
your lines to enjoy a share of the traffic that would otherwise move through 
the Canal (principles for which your officers have ccnsistently contended for 
a long time), and it is expected to obtain such additional relief from the 
Commission as will facilitate the recovery of a reasonable share of this 
tratfic. 


The prospect of an increased volume of business on your company’s lines 
is encouraging, and will justify the continued development and improvement 
of facilities if not checked by unnecessary reductions of rates required by 
Governmental agencies. 


Railroad traffic throughout the country was seriously affected during the 
year by the strike of coal miners, continuing for mcre than 5 months from 
April ist, and by the general strike, effective July 1, 1922, of the railway 
shop unions against a decision of the United States Railroad Labor Board 
readjusting their wages in accordance with reduced living costs, in other 
words, applying downward the same measuring stick as used when their 
wages were raised May 1, 1920. Fortunately, as the Southern Pacific Com- 
pany uses oil as fuel, it was only indirectly affected by the coal strike; and 
as a large percentage of its shopmen remained loyal to the company, dis- 
regarding the strike order, transportation service was adequately maintained 
on yor lines throughout the strike disturbances, not a single rassenger train 
being annulled. <A large volume of perishable freight traffic, as well as 
substantial tonnage and passengers for the Atchison, Topeka & Santa Fe 
and Union Facific roads, was moved without material interruption; but there 
was great delay in securing prompt return of cars from Eastern territory, 
where disturbances incident to the ccal and railroad strikes were more 
serious than on Southern Pacific lines, which increased our difficulties in 
providing sufficient equipment to move the heavy fall traffic. 

The direct cost of the strike, including payments for watchmen, protection 
of life and limb of employes and of the company’s property, housing and 
caring for employes continuing in its service, bonus payments to loyal men 
who remained at their posts and performed extra service, etc., amounted to 
about $3,560,000. As a result, the company has retained in its service, or 
recruited, a full force of loyal emploves, who deal with it, as to terms cf 
employment, through their own organization, work under the wage rates 
and rules established by the United States Railroad Labor Beard, and pledge 
obedience to its findings. 

The Laber Board, in fixine new wage rates for shopmen. also readjusted 
compensation paid certain other classes of railway employes. The effect of 
these various changes in wage rates was to reduce operating expenses by 
$8,582,000; lower prices of material were responsible for a saving of 
$1,986,000; and lower prices of fuel oil, mainly in California, reduced ex- 
penses by $6,298.000; a combined saving in operating expenses of $16,776,000. 
The strike expenses, as stated above, were $3,500,000, and the loss in freight 
revenue threugh reductions in rates »mounted to $16,350,000. These two 
items more than absorbed the effect of reduced wages and material prices. 
Consequently the improvement in operating results, reflected by the increase 
of $11,932,610.58, or 20.96 per cent. in net revenue from railway cperations, 
may be attributed principally to increased efficiency of operation, as better 
relations are bheirg established with employes, and the normal ecnditions which 
applied previous to Federal control are being more nearly appreached. 

Maintenance of Way and Structures decreased $5,392,753.34, or 12.78 per 
cent. The prceperties were maintained in good conditicn and up to the com- 
pany’s standards during the year. The following table shows the amount 
of materia] vsed in repairs and renewals during each of the past five vears: 
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MATERIAL USED IN REPAIRS AND RENEWALS 


1922 1921 1920 1919 18 

New steel rail, miles. . 286.16 427.43 527.76 474.73 $08.44 
Ties, MUMGE ...ccccce 4,022,549 4,721,542 4,887,913 4,173,774 3,889,768 
Tie-plates, number 3,866,090 4,112,875 3,316,915 3,672,221 1,910.31; 
Piling, lineal feet.... 341,416 847,817 737,731 94,455 5.476 
Lumber, feet b.m....22,958,492 23,557,715 23,710,582 15,402,035 6,354,663 

Maintenance of Equipment decreased $924,075.09, or 1.88 per ent. 
Charges for depreciation and retirements increased $1,118,452.49, or 
per cent., and cther maintenance charges decreased $2,042,527.58, o1 461 
per cent. Transportation service locomotive mileage decreased 0.46 per cent, 
and total car mileage increased 2.00 per cent. The progress of restoring 
te normal the freight cars, the ccndition of which had deteriorated because 
of neglected repairs, due to their absence on other railways during Federal 
control, is indicated by the following table showing the number of freight 
cars in shops or awaiting shopping on September 1, 1921, fcllowing the 
relocation of equipment to owners after Federal control; also at the close 
of 1921; at the close of 1922; and cn April 1, 1923, covering the latest data 
available. This shows a reduction in shopped cars from 8,341 on September 


1, 1921, to 3,440 on April 1, 1923. 
April 1, Dec. 31, Dec. 31, Sept. 1, 


1923 1922 1921 1921 
All freight cars on line (including foreign 
ee ee ee 59,292 62,530 67,463 66,411 
All freight cars in shops or awaiting re- 
EE Ie kavce« One 3,856 6,158 8,341 
Per cent. of all “freight ‘cars in shops or 
awaiting repairs, to all cars on line... 5.80% 6.17% 9.13% 12.56% 


Traffic Expenses increased $235, 068.86, or 5.62 per cent., allocating te 
advertising and outside agencies. 

Transportation Expenses decreased $12,289,851.68, or 11.73 per cent. Total 
train mileage decreased 0.53 per cent., the net tons of all freight per train 
increased 4.69 per cent., and the average number of passengers per train 
increased 0.32 per cent. Continued increase in efficiency in the use of fuel 
also contributed to the reducticn in expenses. The number of pounds of 
fuel used per thousand gross ton miles was reduced, in passenger service 
from 176.70 in 1921 to 167.88 in 1922, and in freight service from 146.58 
to 143.37, improvements respectively of 4.99 per cent., and 2.19 per cent., 
the value cf the saving over previous year being $629,993.16. There has been 
steady progress in this direction, the 1922 per formance, for example, showing 
an annual saving from 1913 of $6,084, 298, that is, 32 per cent. more traffic 
was moved per pound cf fuel consumed in Iccomotives than in 1913. 

Miscellaneous Operations decreased $225,331.85, or 5.42 per cent., General 
Expenses decreased $198,180.38, or 2.33 per cent., and Transportaticn for 
Investment—Credit decreased $112,682.93, Bay 27.07 per cent. 

There was an increase of $3,319,886.91, 21.36 per cent., in Railway Tax 
Accruals, with decreased cperating sorte Pd and the amount now paid out 
in taxes consumes 27.39 per cent. of net revenues, and almost equals the 
total dividend payments to stcckholders. Of the increase in taxes over the 
previous year, $1,556.000 allocates to greater Federal income taxes, $1,305,000 
to greater tax paymerts in California under the King tax law, effective July 
1, 1921, increasing the rate of tax from 5% per cent. to 7 per cent. upon 
gross earnings, and the remainder is dve to increased tax payments in other 
states. 

During the year expences on account of the Federal valuaticn of railways 
to the amcunt of $722.216.41 were incurred, making the tctal disbursements 
on account of valuation work, including those of previous years, $3,935,670.83. 


NoONOPERATING INCOME 


The item of $852,740.80, shown in the 1921 column as Income frem Lease 
of Road—Standard Return (line No. 31) is made up of $1,859,646.63, repre- 
senting the approximate amount of additional compensation fcr the use of 
additions and betterments, new equipment, and rcad extensions completed 
during the period of Federal contrcl, less $1,006,905.83, representing the net 
deduction from the standard return rental (as fixed in the agreement with 
the Director General cf Railroads and taken into account by the company 
during the period of Federal ccntrel) resulting from changes and corrections 
made by the Interstate Commerce Commission in the accounts for the test 
period, which were used as a basis for the standard return. The item of 
$1,586.98. shown in the 1922 column (line No. 31), represents errrections 
made during the year in the amount of additional compensation taken inte 
account last year. 

The increase of $113,616.16 in Other Income from Lease of Road (line 
Ne. 32) is due, principily, to an increase in the rental rate for lines leased 
to nonaffiliated comnanies. 

he decreczse of $269,705.83 in Miscellaneous Rent Income (line No. 33 
is due, principally, to a decrease in the rental received frr vse of the oil 
pite line formerlv used hv the Fuel Oil Department, resulting from the sale 
last year to the Pacific Oil Company cf an interest therein. 

The decrease of $1,090,109.93 in Income from Unfunded Securities and 
Accounts (line No. 39) is the result, principally, of the liquidation during 
the year of short term securities, the income from which was credited last 
year to this acccunt; and of the investment of the proceeds of such securities 
in U. S. Treasury Notes and Liberty Ioan bends, the income frem which is 
included this year in the account Income from Funded Securities—Ronds 
and Notes. 

The item of $3,648,602.47 shown in the 1921 column as Miscellaneous 
Income—U. S. Government Gwvaranty (line No. 41) renresents adjustments 
made !ast year in the estimated amount due from the Government under its 
guaranty fer the six months ended August 31, 1920, as explained in last 
year’s report. 

The increase in Other Miscellaneous Income (line No. 42) is the result 
principally, of including in the account last year charges, made by the U. S 
Railroad Administration. renresenting adjustments cen account of revenues 
to January 1, 1918, credited to the company during Federal control 


Depuctions FRoM Gross INCOME 


The decrease cf $201,775.64 in Miscellaneous Tax Accruals (line No. 47 
represents, principally, taxes on Central Pacific Railway Company Lands 
that were scld lact vear to the Central Pacific Land Company. 

The decrease of $220,365.82 in Interest cn Funded Debt—Bonds and Notes 
(line No. 48) is the result, princinally, of the redempticn of $2,028,600 of 
Equipment Trust Certificates which matured during the year, and of the 





— during the year of $950,100, par value, of bends through sinking 
funds 

The decrease of $1.957.108.39 in Tnterest on Funded Debt—Nemnegctiable 
Debt to Affiliated Companies (line Na. 49) is the result. princinally, of the 
interest allowed last vear on deposits with Southern Pacific ry geal by 
Southern Pacific Land Company cf the proceeds from the sale of oil proper 
ties to the Pacific Oil Company, which deposits were last year paid over t 
the Southern Pacific Company either in liquidation of the Land Company’s 


indebtedness or as dividends. 
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OPERATING INCOME Year Ended Year Ended + Increase Per 
Railway Operating Revenues: December 31, 1922 Decemter 31, 1921 —Decrease Cent 
1. SPE, ac. ial< ork 4 Ghia oben Ate Maw hoes NSS OD are era ery Wikio Nae.G Seb rabs $189,438,951.63 $181%,409,691.87 — $970,740.24 a 
. ” Ce “9-ae-gaw emis s ses soiece eben the Cieatee any aa eee setae 59,003,549.86 63,442.251.17 — 4,438,701.31 7.00 
i fe a bbmiiethap etiam aH eR EERE RY 3,581,754 51 3,617,146.23 a 35,391.72 98 
4, Ee ree ee ee ee ee ey eee ee 7,653,473.25 8,318,458.19 — 664,984.94 7.99 
5. ee III a5 :5.0000 5:4. 0 01. aie wo wie o1gns ao Aleta en SioemERarsid le 5,797,644.88 5,638,563.36 + 159,081.52 2.82 
6. I tea arose aniggu: praia arp ae aes Wh a SS alelatal'e Sra wl eis Ao 5,878,419.44 6,958,343.55 — 1,079,924.11 15.52 
7. ee ee re er ee ee ere ee 216,139.06 166,168.78 + 49,970.28 30.07 
8. be re ere ee ee eT 50,763.13 56,257.82 + 5,494.69 9.77 
9, Total GEWE “GRUCENIE SOVOWIES « o.5in sii odes is ccc ceceddatewesane $262,519,169.50 $269,494,365. 33 — $6, 975, 195. 83 2.59 
Railway Operating Expenses: 
10. Maintenance of way and structures.........cccececcceccccceceees $36,806,129.25 $42,198,882.59 — $5,392,753.34 12.78 
11. NE 0 I oo yore cw icrin vice nenaldeisiealace wicca svi aenanin 48,264,068.26 49,188,143.35 — 924,075.09 1.88 
12. PI INI chat. batch aii a csie ona eemen enecbn arate ee wat acwabwince $85,070,197.51 $91,387,025.94 — $6,316,828.43 6.91 
13. I alii ae Be di Bhat le saad ase 6s ores d ow CRE Aree SW eR aI@ ia eine o ni ORI 4,417,409.00 4,182,340.14 oh 235,068.86 5.62 
14. IR i elena 1 v so. cals aba e aremee eka beard bialbalenaseo ape 92,454.184.73 104,744,036.41 —12,289,851.68 11.73 
15. DE NI: ono eee acn cd cesmreesvengidaca ean bones 3,928,318.82 4,153,650.67 — 225,331.85 5.42 
16. EN RP SRR EE ety ee ere eee ne rt ee eee ore tr eee tear 8,323,358.92 8,521,539.30 —— 198,180.38 2.33 
$7. Transportation + aA II ssc os xe ost anic otc kaw awiowerte 529,012.60 416,329.67 — 112,682.93 27.07 
18. ee ee ee eee ere $193,664,456.38 $212 572 262. 79 —$18,907,806.41 8.89 
19. Wet sevewnne Greek fAlWRY CPSFRIONE. «5 ...o6ccccccccccccecincesese $68,854,713.12 $56,922,102.54 +$11,932,610.58 20.96 
5 Sika acon sccrnccqinc cose miawinwewce Wen eagwalee 18,859,356.11 15,539,469.20 + 3,319,886.91 21.36 
25. See SIN POON, i a 6550-0, csc ob titres émriearueieeeiees scnwehenes 127,593.25 124,565.69 A 3,027.56 2.43 
DR, TGR, CONG oo o.oo iicccsind owe csciccewsesondocsocecesioeens 3,815,727.68 5,154,543.91 — 1,338,816.23 25.97 
Se Fe a SI a a ie 5.0 ais divine oS ane has Soham ee cceesiewesine ne +170, 810.11 156,732.60 a 327,542.71 
24. Shek SUR CN OIE in oo. ook 6s 8 hea hse Oe signees $46,222 2,846. 19 $35,946,791.14 +$10,276,055.05 28.59 
NoNOPERATING INCOME 
31. Income from lease of road—Standard return..........ccccecececcece $1,586.98 $852,740.80 — $851,153.82 99.81 
55. Ge Pecan Tete TOMES BE PONE sine oi ciec cerewisinccdecceceonesooeeues 159,052.67 45,436.51 + 113,616.16 250.05 
Se a ANE I aaa aroseslbr aber e re ie NR hao ae eee 883,317.32 1,153,023.15 — 269,705.83 23.39 
34. Miscellaneous nonoperating physical property.......-...eeeeeeeeeeeees 281,620.95 370,177.59 — 88,556.64 23.92 
35. Separately operated properties—Profit..........cccccccsccccccccccces 30,510.04 49,561.01 os 19,050.97 38.44 
rr ere ele walaisie:s simniele 3,174,044.10 7,996,537.76 — 4,822,493.66 60.31 
37. Income from funded securities—Bcnds and notes—Affiliated and other 
ee en EE ne Cr EAE rr eee 2,869,225.33 2,339,489.76 + 529,735.57 22.64 
38. Income from funded securitics—Investment advances—Affiliated com- 
OEE PETE TT RE ERT TTC CCR CT 382,818.52 217,658.79 + 165,159.73 75.88 
39. Income from unfunded securities and accounts...........eeeeeeeeeees 875,035.45 1,965,145.38 — 1,090,109.93 $5.47 
40. Income frcm sinking and other reserve funds.............-eeeeceece 848,925.43 803,605.66 a 45,319.77 5.64 
41. Miscellaneous income—U. S. Government guaranty.............esee0- sina 3,648,602.47 — 3,648,602.47 100.00 
NS eee re ee eer 86,395.84 *91,393.07 + 177,788.91 on 
43. TOUGE  GRORETARIN THOUGIE 5 5: 6ie:6.6.00 oe incenaerewedriednwwitweseenwn $9, 592,532.63 $193 35 50, 585. 81 — $9,758,053.18 50.43 
44, EE Ee ae ee oe ame ee ie. $55,815,378.82 ~ $55,297,376.95 + $518,001.87 94 
DepucTions FROM Gross INCOME 
i IIE 5 scree 6G: .c ora wisie. cre ins Soros wien gre ato Muar eaeutea $238,399.06 $264,436.26 + $33,962.80 16.61 
Oi I IN ae oon cence canaries ek mela ale mied ee dimewebyinen Wares 656,087.54 639,525.64 + 16,561.90 2.59 
A III OUI IN oa arg igs Gyiidras arde wahaKmn ea ore © 90 Women aerate 473.234.27 680,009.91 — 201,775.64 29.67 
48. Interest on funded debt—Bonds and notes...2........eeeeceeecceece 20,184,558.30 20,404,924.12 — 220,3€5.82 1.08 
49. Interest on funded debt—Nonnegotiable debt to , affiliated compahies. . 1,018,114.32 2,075,222.71 — 1,057,108.39 50.94 
Se. Sn Gt II IN Scie cs:cnre ca esh ae koa OG oe ere Wale kibie Seed aa wai 107,103.91 159,432.30 -- 52,328.39 32.82 
51. Amertizaticn of discount on funded debt.......cccccccccccccccccccece $7,418.73 100,490.96 — 13,072.23 13.01 
52. Maintenance cf investment organization.......ccccccrccccccccssccecs 23.389.93 25,368.30 = 1,978.37 7.80 
ee ee. re ee ere 421,922.69 389,189.10 a. 32,733.59 8.41 
54. Tatal deductions LNG STORE GCOS so. 5.c coc 65sec Kc ciesicde cee ssawes $23,215, 228. 75 _ $24, 678, 599. 30 — $1,463,370.55 5.93 
55. BOE SNE a. ov.cu vreerenobewiacan sin aia wiaegamnien ai4 bie awe nie ees $32,6¢ 600, 00,156. 07 ~ $30, 618, 1777. 65 + $1,981,372.42 6.47 
Disposition OF Net INCOME 
56. Income applied to sinking and other reserve funds..............5+04 $1,123,115.87 $1,081.559.39 a $46,556.48 4.30 
57. Income appropriated fcr investment in physical property............. ee 22,000.00 — 22,000.00 100.00 
53. TE III 0-66 Sais cS ee aie an peeten sca ose as sauees $1,128,115. 87 $1, 4103, 559, 39 oe $24, 556.48 2.23 
$9. Income balance transferred to credit of profit and loss................ $31 472 2,034.20 $29, 515, 218.26 = $1,9 956, 815.94 94 6.63 
60. Per cent. of net income on avcrage amount of outstanding capital stock 
cf Southern Pacific Company: 
es I TIN 55. or acca’ isdn gs a naten paai aioe D9 tara atwlgie wo wwiers = 7.83 6.12 + 1.71 27.94 
Oe ee ee ee AT te Tt 1.64 2.81 - 1.17 41.64 
(c) I riya Se ee RSS ia i ae ER Ame 9.47 8.93 ae 54 6.05 
*Debit. Credit. tIn arriving at the figures for per cent of railroad income and per cent of other income on outstanding capital stock (line No. 60), 


an estimated apportionment of net income was made by allocating to railroad income, as nearly as possible, the items relating sclely to that class, and 


other income the items relating solely to that class, the remaining items being apportioned between the two 





classes on an estimated basis. 


to 








The dividends paid for 1922 were appropriated from the profit and loss 
surplus, and therefore do not appear in the income account. They amount 
to $20,663,139.32, an increase, compared with dividends paid for 1921, of 
$23,889.50. This increase is caused by the payment of a full year’s divi- 
dends this year on capital stcck issued last year against the retirement of 
Five Per Cent. Convertible bonds. The figures for this year include $285, 
and those for last year $54, representing dividends on stocks of Proprietary 
Companies keld by the public. 

The Southern Pacific Company does not take into its income the interest 
on advances made by it for the construction of new _tailway by companies 
incorporated in its interest, or for the acquisition of new lines, until the 
principal of such advances, with interest, has been repaid either in cash, or 
in stocks and bonds of such companies. The interest included in the cost 
of such railways is the amount authorized to be charged to such cost under 
the accounting regulations of the Interstate Commerce Commission. 

At Decen:ber 31, 1922, the principal of advances to the Southern Pacific 
Railroad Company of Mexico amounted to $37,494,536.80. The interest 
accruing on these advances has not been taken into the income account of 
the Southern Pacific Company. 





EQUIPMENT 


To provide for increased requirements and to replace vacated equipment, 
arrangements were made during the year for the purchase from outside build- 


ers, or for the construction at company shops, of rolling stock as follows: 


Built or 
Ordered Building at 
from Company 
Builders Shops Total 
Locomotives—steam ... —_ 59 7 66 
Locomotives—electric : 2 as 2 
Freight-train cars ...... cose 64,900 427 8,327 
Passenger-train cars....... a 2s 6 6 
Electric motor Cars.......... 50 ote 50 
Company service equipment... 45 49 
pe Seer re ree $24, 150,800 


In addition to the above rolling stock the Pacific Fruit Express Company 


by 


(which is owned one-half by Southern Pacific Company and one-half 
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Assets December 21,1922 December 31, 1921 Increase Decrea 
INVESTMENTS Capit 
et: 0 SUE DE NN oon ov onic db bdS.o5000%s00%deddamwdic $1,064,914,308.43 $1,055,929,559.56 $8,984,748.87 = ...ccece. Capit 
Improvements on leased railway property.........cccccccceeccccceccceecs 4,463,538.03 4,365,285.80 98,252.23 = naccceces i 
Co re ee eee eA enn ee ee Ate, ae 17,471,158.11 16,669,768.59 $01,389.52 (§= = .cccccce 
Deposits in lieu of mortgaged property sold...........cccccccccccececeece 74,975.42 1,556,212.61 - $1,481,237.19 Peon 
EL aa 14,630,728.10 13,559,989.73 1,070,738.37 =. eee 
Investments in affiliated companies: 
INI > ae tp anv ce kc Wi Bt occa al sae cn' 6: oar icin pea anata sraclgeal ln letede Mae aoued abesaiasiare wr 6c 281,342,008.59 282,753,616.78 —- 1,411,608.19 
sont ae ee ECC OC Ey ene setneteaeeses 143,460,537.58 149,365,499.94 — 5,904,962.36 Fun¢ 
S c ‘ : 
Boxe } RIN sicsicnavegixitaterinin inhatnneas 10,151,701.70 10,7 28,251.70 _ 576,550.00 
EE Fie TRH EN s SHCA Ake Soe Kee tna hs whens hatte » 29,441,98€.17 29,849,498.81 _- 407,512.64 
SIU: ena seo Susie's cv acct wah casa IR inal te lectak avn see s 128,900.854.96 121,249,766.21 7,651,088.75 ......ee. 
Other investments: 
ee er eee a ee ee re 1,575,793.01 152,384.04 1,423,408.97  ..cssccee 
SU a2: ie GK as ae RE HRD Oa ahaa Ne eee aes ee Cass aieateeteetdeleis 52,484,406.60 19,041,736.05 33,442,67055  ...sccce. ; 
SD do teiisddhiietdhniesouseebooewebindhkiiRamuscabieddkabnnekicsos 1,613,737.74 1,740,538.99 — 126,801.25 Non 
IE  cGatinning 46 deaudeawedveteetteneses Citdebannesogdvewvedeuns 223,261.59 251,410.42 — 28,148.83 
ID ia Pe ie. ick eaves 4am ew dinw acacree hake aee Wate we ed Ecia ic meee 221,974.42 251,972.90 — 29,998.48 
Wd s Hake ehew Kha an bes Kaew abe eee Ghia seedardNebatecas $1,759,970,970.45 $1,707,465,492.13 $43,505,478.32 = ....e.ceeen, Tra 
re 
Current ASseETS a 
EE Te eT ee a ee $23,030,463.21 $15,047,421.02 $7,983,042.19 = ...e. ec eeee, I r 
GD NR 5 ack ndixcaindaciebabescuunddined Miakcanate ; 4,590,224.49 4,044,702.97 $45,521.52 eee ee “a 
i ie nas adh aa dd nee eee MS here eae hd wide bedeen Seba ba wens 305,041.78 378,993.66 —- $73,951.88 Fur 
a IS ai aie do a cha Ae ahh ad weal GS Swe bea eae eee 127,562.39 11,665,085.31 — 11,537,522.92 Un 
Traffic and car-service balances receivable. ........cccccccccccccccccccccee 2,689,564.04 2,468,475.21 221,088.83 = = ...ccccocee. Un 
Net balance receivable from agents and conductors.............ccceccccces 4,001,613.60 3,517,339.84 4B4,273.76 = —=§«-—=s rccoccceccce Otl 
Misesilameous accounts rectivable. ..ccccccccccccccccccccccceccceecceceus 7,177,480.85 9,379,727.57 _ 2,202,246.72 
i 29,781,719.17 36,039,533.02 - 6,257,813.85 
ee  - ING a. n'y wchane awed a bdo ee ee eb bad eames 2,777 ,041.08 2.£55,337.97 221,703.11  ..sceceee 
IE ie. ward se ae va, baaehie back @ Raa wr RRAEN 4k ate eieae sad died caie é 237,668.02 237,191.62 476.40 = cee ceeeee Ac 
Es he hbsecdenndee es akeees cotawedhs eisacsabetosercca: 493,034.21 372,791.13 rrr 
ND a dnieecnn cts ndciasidabestnabeuibeusdswntiveteustiadicies $75,211,412 84 $85,706,599.32 - $10,495,186.48 Ot 
U. S. Ratrroap ADMINISTRATION : — — OO OC Ts 
Accounts with U. §. Railroad Administration............... 0... cece cece $104,391,360.93 — $104,391,360.93 in 
U. S. GovERNMENT ‘ 
U. S. Government—Deficit in guaranteed income...............0ccceececes $25.120,155.10 $26,120,156.10 =... cece” kee wwe cee A 
DEFERRED Assets ee ._ 7 OO —_ — 2) 
TN TE Ss ce can och eed e Daw ReAneeibekeamnecee may hud eee $272,039.04 $233,861.06 i 
NG NE I Co bons cbc hee coreeemeeneenndetaedicnwwsewr bine 25,364.01 a PS re 
I IN oth 0b0:65 86406600508 CeorhunaedssataKeckeebirwens 12,022,096.52 10,352,522.89 EGGPSTSGS =— cceccccccves 
err ean reel | She ie weet * Lee seeders uae A 
DD etieneetsntciesceixicieneaneensasebetesiiiesevssnaaion $12.324,495.56 $10,586,383.95 $1.738,111.61 9... eee ee, 
Wi lepelbaeaai's . a ae ee i aes. a ee S 
Unapjustep Depits A 
Rents and insurance premiums paid in advance........... naiieeee ae eeaee $131,540.96 $145,197.26 — $13,656.30 
ee NE Ms we neice sve ereeePeeeaubees Sabbewheew~ eadececon 3,988,6C0.00 Ree 8 _-kkkewieeeene  eeavanbennen 
ais decnbartiounintabenhibveeiitheusseses 1,870,481.60 1,957,900.33 i 87,418.73 F 
hE ee Ce ee ee, ee eae 17,102.217.81 10,03 1,362.16 $7,070,855.65 = —=—-— a raccceceee 
Securities issued or assumed—Unpledged............ccccecccccccccece ¢*) 3,238,425.00 5,978,425.00 2,740,000.00 =—«—_—ss gee ace ceees 
Securities issued or asstumed—Pledged...........ccccccccccccecccccces (*) 102,750.00 ETP 8 =§«- Sl Rerees  coeceeeveacs 
EE ci Vabeuer ress hakheb rene esteridabens tdekaee barb aiten $2 3,092,840.37 $16,123,059.75 $6,969,780.62 =—§«-—s de cececcee 
EE doi cued ee uneesdebaesnensbadebavebanusidbladon ues $1,887,719,875.32 $1.950,393,052.18 _- $62,673,176.86 , 
*Excluded from total assets, and a corresponding amount excluded from outstanding funded debt, in accordance with regulations of the Interstate Com- 


merce Commission. 











Union Pacific R. R. Co., and which furnishes refrigerator cars to, and 
operates icing stations for, the Southern Pacific and Union Pacific Systems) 
ordered during the year 8,630 refrigerator cars, the estimated cost of which 
is $26,437,000. 

Including the Southern Pacific’s one-half of the Pacific Fruit Express 
equipment, the total estimated cost of rolling stock provided for during the 
year ior use on Southern Pacific lines amounted to $37,369,300. 


THE CONTROL BY THE SOUTHERN PACIFIC OF THE CENTRAL 
PACIFIC THROUGH LEASE AND STOCK OWNERSHIP. 


In last year’s report it was stated that the Supreme Court of the United 
States had decided that the common control of the Central Pacific and other 
Southern Pacific lines was in violation of the Sherman Anti-Trust Act of 
1890, and that the provisions of that Act required the termination of such 
control. A later act of Congress, however, known as the Transportation Act, 
1920, conferred power upon the Interstate Commerce Commission to authorize 
any carrier to acquire control over another carrier by lease or stock owner- 
ship, whenever the Commission should find, after investigation, that such 
acquisition of control was in the public interest. That Act further provided 
that a control so acquired under the authority of the Commission should be 
relieved from the operation of the Sherman law, as well as from the prohibi- 


tion of other laws, state or federal, sc far as might be necessary for the 
exercise of the control so authorized. This later legislation was not involved 
in the litigation which gave rise to the above referred to decision of the 
Supreme Ceurt. 

Believing that a common control of the properties in question was in the 
public irterest, the Southern Pacific in October last applied to the Comm 
sicn for authority to acquire control of the Central. Pacific by lease and stock 
ownership. After an extended hearing, at which were represented the states 
of California, Nevada, Utah, Oregon, Arizona, Colorado, Idaho, Nebraska 
and Wyoming, and also numerous civic associations, commercial organiza- 
tions and individuals, the representaticn including practically every interest 
concerned in transportation over the lines in question, the Commission, on 
February 6, 1923, approved and authorized the control applied for, and, as 
empowered by the statute, imposed certain conditions. The object and effect 
of the conditions were to prevent the control authorized from being exercised 
in such manner as to prevent the normal flow of traffic over the Sout! 
Pacific-Unicn Pacific lines through the Ogden gateway. The Commis 
found that the control applied for, subject to these conditions, was i1 
public interest, and that a separaticn of the properties was against the pul 
interest. So much publicity has been given to the Commission’s report : 
order that it is not necessary in this report te go further into details. It 
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SouTHERN PaciFic COMPANY AND PROPRIETARY COMPANIES, COMBINED 


LIABILITIES—DECEMBER 31, 1922, CoMPARED WITH DECEMBER 31, 1921, ExcLupING OFFSETTING ACCOUNTS 


Liabilities 
Stock 
Capital stock of Southern Pacific Company........cecceeeerecee cece eeeees 
Capital stock of Proprietary Compamies...........scceccccceccsssscccoees 


i ee AS Ry een ere (a) 


Lonc TERM Dept 
Funded debt unmatured: 
lst NE at ceieaad Riiale Sake nets Saeco eee eNO RbA eA Oseomneks 


Ege Oe er Oe Be CR eis bie eviecnesctssisceneseG0e use asinnaeio’ 


Actually cutstanding (Table No. 15): 
Southern Pacific Company 
Proprietary Companies 


NON NN I 86 tice cas inca wc esd a WRI ele sid simaein ete (a) 


Nonnegotiable debt to affiliated companies: 
Open ~éccounts 


Current LiaBiLities 
Traffic and car-service balances payable 
Audited accounts and wages payable 
Miscellaneous accounts payable 
a A I ska is 61 656.6 86%. 60 wr Hide a 5:6 GOW paeibals Wairare SNe Oe awe 
I NE INN soos hic cede so teeiino a0 ns e080 s NG WEwaaEtCoxeen 
Funded debt matured unpaid 
I I NII 6. oo 55 5:0:0 WS OA wea dows bial ews wee een wae ee 
Unmatured rents accrued........ arr 
Other current liabilities.......... . 


or) 


Perce eee eee eee eee eee ee eee ee ey 


. U. S. RatLroap ADMINISTRATION 
Accounts with U. S. Railroad Administration 


DeErerRRED LIABILITIES 
aie: Sete Ts 5 ida skal eons nad ee Ne Retin ad amen tee’ 


UnaDJUSTED CREDITS 
Nn NI iin ahs Sarah eerie cas as Orato eG aig wk NT Se ie ee Sac we ois 
RRGNERIIOS DHE GORENG SOMRCWOR Sos. ico 0 665i c cid swewePenedss.coereevewees 
NS SI ie oar 000 5. ewan heise e 000 7-H eRe ar ereR tines wreeemean 
I I 6.555 5S Saree eRe Hig Time eaeesen 4 des eew Os 
EE LE ee eee eee Pe ee 
Other asia GICTIIR. onc. 5.6ic 6 csiecieccoessicecenend a eT (b) 


CorPORATE SURPLUS 
Additions to property through income and surplus.............e.eeeeeeees 
Funded debt retired through income and surplus...........e.eeeeecceeeees 
SE CN OD Soins caren tinea cane es4-< toes eceeeaewesastneaeusiews 
Appropriated surplus not specifically invested........... cece cece e cece eens 
I SB io 0 025i sie vs OH ReRO Re RaY ens aaa 
OS | IR so ei as is os ob ace wad so wd nace bee SW aa Oa leew aes 


SO DUE MIE. 6. is's. bee kiss ein ee ce sAaeeneeaneees 


Total liabilities ......... 


(a) 
































December 31,1922 December 31, 1921 Increase Decrease 
$344,380,905.64 S944 Sep eeee = —«=s«CdSANSRRN SS 60C(itC eS 
346,832,400.00 S46,552,50000 -=§§ sk600e0se0 j#§§ i seetemewes 
$691,213,305.64 SEPE SIs c0ROk = =—siCétk SR GCKORe = (i te 
$6,304,440.00 S5,500 490.00 <<ddeeedwes |  Sairiowueede 
$697 ,517,745.64 SOs. 010,74e0e 8 = =—«.s0d enews 60CttC(“(sC were 
$575,843,341.17 $581,566,643.47 ad $5,723,302.30 
3,341,175.00 6,081,175.00 — 2,740,000.00 
$137,148,360.0C $139,183,060.00 —_ $2,034,700.00 
435,353,806.17 436,302,408.47 -—- 948,602.30 
$572,502,166.17 $575,485,468.47 —_— $2,983,302.30 


26,237,628.16 


25,004,008.35 


$1,233,619.81 





$598,739,794.33 


$600,489,476.82 





$5,433,695.67 











$3,922,967.27 














$1,510,728.40 




















15,206,336.43 14,862,407.42 343,929.01 ‘sictiadlatan 
1,311,645.17 1,724,373.58 on $412,728.41 
4,478,051.63 4,349,558.62 ene 
5,256,729.81 5,254,992.49 ew lw eeaseas 
24,713.92 16,213.92 roe 
4,758,550.72 4,832,943.21 own 74,392.48 
310,805.54 308,102.25 SF dnc 
1,436,856.38 395,500.99 ek rr 
$38,217,385.28 $35,667,059.75 $2,550,325.53 EPI 
— $101,616,789.13 ans $101,616,789.13 
$83,144.55 $88,585.60 oe $5,441.05 
$9,790,760.31 $5,795,175.25 $3,995,585.06 «ss seeceeeuee 
2,285,782.55 1,877,021.76 408,760.85 saidintecten 
6,318,106.66 5,619,793.03 698,313.63 = aascecece 
1,800,886.00 1,643,796.86 a ee ee 
62,556,708.81 58,205,617.84 4,345,090.97 «sec ceceeee 
132,135,019.26 116,483,389.46 15,651,629.80 = sssaesaee ' 
$214,881,263.59 $189,624,794.14 $25,256,469.45 va aneseees 
$1,671,197.62 $1,773,020.11 _ $101,822.49 
24,673,801.74 23,795,752.09 $878,049.65 «ss .aceaeeaee 
13,218,254.44 12,570,482.63 a Re S 
3,818,177.83 Sere —tiéh wid 





$43,381,431.63 
294,899,110.30 
$338,280,541.93 


$1,887,719,875.32 











$41,957,432.66 
283,431,168.44 


$325,388,601.10 





$1,950,393,052.18 





$1,423,998.97 
11,467,941.86 


ee 





$12,891,940.83 





$62,673,176.86 


The outstanding capital stock and funded debt include capital stocks and funded debt of system companies of the par value ef $346,770,400.00 


and $114,257,417.57, respectively. a total of $461,027,817.57, which securities are owned by the Southern Pacific Company cr by Proprietary Companies, 


or are held in sinking funds cf Proprietary Companies. 


The cost of these securities is included in the investment assets. 


Of the said amount, stocks o 


the par value of $249,653.161.00, which stand charged on the books at $232,932,667.41, are pledged against the issue of Southern Pacific Company stock and 


bonds. 
heading “Income Account.” 





(b) Represents, principally, interest cm construction advances which have not been repaid, as explained in the last paragraph but cne under the 








Suffices to say that the Commission’s order of approval and authorization, 
with the accompanying ccniitions, is satisfactory to the Southern Pacific and 
to the states and communities which were interested in preventing the 
threatened disintegration of the Southern Pacific System, and is also satis- 
factory to the Unicn Pacific and to those who, mainly interested in the 
Preservation of the Ogden route, had opposed the application on account of 
a possible use cf the control applied fcr, to the detriment of transportation 
ervice by way cf the Ogden gateway. 

rhe Southern Pacific Company has re-acquired control of the Central 
Pacific pursuant to the Commission’s order and subject to the conditions 
thereby imposed. It expects at an early date to bring the Commission’s order 
and the Company’s action thereunder to the attention of the District Court 
of Utah charged with entering a final decree pursuant to the opinion of the 
Supreme Court and the laws of the United States. ‘As the Transportation 
Act emanates from the same source as the Sherman law and is equally bind- 
ing upon the courts, it is expected that the District Court in rendering a final 
oo ee pursuant to the mandate of the Supreme Court, will recognize the 
awfulness of the control acquired under authority of the Transportation Act 
and found to be in the public interest, and will treat the executory provisions 
; the mandate, looking to separating and keeping separate the properties of 
the two companies, as having been rendered inoperative by subsequent legis- 
ation. In other words, it is not expected that the Court will reverse the 

















































will of Congress and subordinate the provisions and policy of the Act of 
1920 to those of the Act of 1890. 

It will be seen from the foregoing that, through the action of the Inter- 
state Commerce Commission and the resulting application of the Transporta- 
tion Act, 1920, to the case, we are on the eve of solving the questicn of 
the Southern Pacific’s ownership and control of the Central Pacific in a 
way which is in the public interest and in harmony with the latest expression 
of legislative policy, and which at the same time, avoids the evils of a sepa- 
ration of the properties. 


CONTROVERSY ARISING OUT OF THE OREGON AND CALIFORNIA 
RAILROAD’S LAND GRANT 


This is an accounting suit brought in 1917 by the United States seeking 
to offset against the compensation of $2.50 per acre, due the company for 
the unsold lands, moneys received by the company, in excess of $2.50 per 
acre, by reascn of past sales, leases, and otherwise, as well as taxes levied 
since the forfeiture decision in 1913 and voluntarily paid by the Federal 
Government to the State of Oregon. ‘The trial of this case in the Fi 
District Court of Oregon is now at its last stage. It is expected that by the 
time this report is received by the stockholders the case will have been 
argued and submitted in the lower ccurt. 
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SOUTHERN PACIFIC RAILROAD COMPANY OF MEXICO 


In the annual report for 1921 the total of the claims against the Mexican 
Government was stated at 32,840,272 pesos. Included in this amount, how- 
ever, was an ~~ of 4,852,032 pesos representing principal, 3,591,354 
pesos, and interest, 1,260,678 pesos, on account of unpaid Porticn of subsidy 
provided fcr in the concession under which the company’s line was con- 
structed. Our requests that the Government pay this subsidy have heen 
met with the 1eply that the completed line for which the subsidy is claimed 
contains a number of structures characterized as “temporary” by the Gov- 
ernment inspecting engineers, and that the subsidy will nct have been earned, 
and, therefore, will not become payable vntil such temporary structures shall 
have been replaced with permanent structures. It is therefore proper to 
exclude this subsidy from the claims subject to current settlement. The 
exclusicn of this item and other reductions on account of payments, correc- 
tion of claims, etc., up to March 2, 1923, have reduced the claims subject to 
current settlement to 24,065,000 pesos, equivalent in U. S. currency to 
$12,032,500, 

As a result of negctiations between the representatives of the Southern 
Pacific Railread Company of Mexico and the President of the Republic, lcok- 
ing to a settlement of all matters at issue hetween the Railrcad Company 
and the Gcvernment, an agreement was executed on March 2, 1923, which 
provides for: 

(a) The settlement of the Railrcad Company’s claims against the Mexican 
Government; 

(b) Suitable wen te the original concessions in favor of the 
Railroad Cumpany, including extensions of time for the ccmpletion of the 
lines upon which work was suspended on account of revolutionary distur- 
bances; 

(ce) Completicn by the Railroad Company within a pericd of four years 
of the 100 mile gap in the main line between Tepic and La Quemada; and 

(d) The rehabilitation by the Railroad Company within a period of two 
years of the branch line between Corral and Tonichi, about 90 miles in 
length, and the branch line between Navojoa and Alans, about 40 miles 
in length, the operaticns of which were abandoned in the spring of 1913 
because of the partial destruction thereof by revoluticnary forces. 

The company receives at cnce in notes of the Mexican Gcvernment 13,600,- 
000 pesos bearing an average rate of interest of 3.7 per cent per annum, 
which are to be paid at the rate of 2,400,000 pescs per annum; and the 
Government pledges itself to study and settle with a spirit cf absolute equity 
and reasonable promptness the balance of the claim, amcunting to 10,465.000 
pesos, the amcunt to be paid to be based on adequate evidence, and when 
agreed upen,. to be ccvered by notes. 

Under the terms of the agreement the company is required to begin the 
work of ecnstructing the main line between Tepic and Ia Quemada, and also 
the werk cf reconstructing the Alamos and Tonichi branches, within 90 
jays from the date of the amended concessiin. Work on the main line was 
begun on March 6, 1923, and the work of reconstructing the branches will 
pe commenced promptly. 

The country through which the line already operates is susceptible of 
greatly increa-ed prceduction, but a number of its products are the same as 
produced in the United States, and the duties ard other restrictions impcsed 
upon imports from Mexice limit the available markets in this country for 
the Mexican products, while on the other hard the present termination of 
the Mexican Line at Tepic affords no outlet for these products to the ecn- 
suming markets cf the Republic of Mexico. The proposed completicn of the 
line to a connection with the Naticnal Railways of Mexico will give these 
products access to the Mexican corsuming markets, and 1s expected to en- 
courage and develop increased production and a corresponding increase in 
the business to be transported and the net revenue accrving therefrom. 

Your directers consider the settlement of issves with the Mexican Gov- 
ernment, which met your representatives in a fair and broad spirit, a favor- 
able one both for our sister Republic and your Mexican property. 

Excluding interest, the investment of the Southern Pacific Cempany and 
Southern Pacific Railroad Company in the Southern Pacific Railrcad Com- 
pany of Mexico, as of December 31, 1922, was $42,889,538. During 1922, 
the gross income (after deducting operating costs) of Scuthern Pacific Rail- 
road Compsny of Mexico amounted to $1,049.614.10. Deductions from gross 
income, excluding interest due the Southern Pacific Ccmpany and Sc uthern 
Pacific Ratlread Company, and the annual charge for amortization of im- 
provements (this item being the annual payment into a sinking fund to retire 
the investment in the property at the expiration of the life cf the ccncessicn, 
under the appropriate provision of the Mexican law), amounted to $45,891.37, 
which wovld Jeave a net income of $1,003,722.73, or the equivalent of 2.34 
per cent cn the investment. 

The average miles cf rcad operated during the year was 1,106.81, as com- 
pared with 1,054.70 for 1921. 


STATUS OF ACCOUNTS WITH UNITED STATES GOVERNMENT 


On December 19, 1922, a complete and final settlement of all claims and 
accounts growing ont of the Federal control of railroads was made with the 
Director General, the company receiving in such settlement a balance due 
of $9,250 000. 

The company’s claim against the Government, under the guaranty period 
provisions of the Transportation Act of 1920, is still under investigation by 
the Jnterstate Commerce Commission. Several important questiens, raised 
by the carriers as to the correctness of the farmula used by the Interstate 
Commerce Commission in determining the maintenance allowance, were dis- 
cussed at hearings before the Commission, but no decisicn has been an- 
nounced, and the questions are still unsettled. However, it is confidently 
expected that final settlement will be obtained during the year 1923. 


PROPOSED CONSOLIDATION OF SOUTHERN PACIFIC LINES 
WITH OTHER LINES UNDER THE TRANSPORTATION 
ACT OF 1920 


The Transpertation Act of 1920 requires the Interstate Commerce Com- 
mission to prepare and adept a plan for the consolidation of the railway 
properties of the continental United States into a limited number of systems. 
A tentative plan was prepared by the Interstate Commerce Commission for 
consideration at public hearings, in which a so-called SOUTHERN PACIFIC- 
ROCK ISI AND SYSTEM was proposed, including all lines heretcfore em- 
braced in the Southern Pacific Transportaticn System. the Rock Tsland and 
El Paso & Southwestern Lines, and seme others. After an intensive study 
ef this plan for more than a year it has heen supported and advocated by 
your officers, at the recent hearings, with respect to all of the units hereto- 
fore embraced in your system, and with some exceptions, the inclusicn of 
other lines embraced in the proposed group has been conceded to he logical 
if a consolidaticn plan is to be carried cut; but the attenticn of the Commis- 
sion has been called to the interruption of existing routes and chanuels of 
trade and ccmmerce in connection with Southern Pacific Lines which would 
result from the inclusion of scme of their connections in other competitive 
groups which have been proposed, and it is hoped that these connections will 
be finally so grovped as to preserve the present interchange of traffic. 

Under the existing statute the proposed consclidations must be voluntary, 


but Supt lemental legislation to make them compulsory is being seriously dis- 
cussec 
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GENERAL 
The dividends for the year on the capital stocks of the Southern Pacific 
Company and its Prcprietary Companies held by the public amounted to 


$20,663,139.32, as follows: 
Dividends on the capital stock of the Southern Pacific Company: 
133 per cent paid April 1, 1922....... $5,165,713.58 
1% per cent paid July 1, 1922........ 5,165,713.58 





14% per cent paid October 1, 1922.... 5,165,713. = 
1% per cent payable January 2, 1923.. 5,165,713 58 
Total, Sovthern Pacific Company.............. $20,662,85 
Dividends cn stocks cf necsusiaited Companies held 
by the public...cesece eGeae ie ae eee. 285. 
Total dividend payments for the year.......... $20, 663,13 39.3 32 





Extracting the contrclling data reflecting the operation “of your property 
in 1922 from the mass of figures in this report, they may be briefed thus: 
Operating expenses were reduced by: 
1. Wages fixed by United States Railroad Labor Beard. $8,582,000 
2. Jower ccsts of fuel and other supplies............. 8,194,00( 


WE. £cdinnr wees cueenteseneneeeKaeeeue wean $16,776,000 
BUT—Revenues were reduced by: 
3. Rates prescriked by Federal and State Commissions.$16,350,000 

IN CONSEQUENCE SUBSTANTIALLY ALL THE REDUCTIONS IN 
EXPENSE, which should have lodged in the Company’s Treasury (inasmuch 
as the return on your property devoted te the service of the public was but 
4.29 per cent instead of 5.75 per cent contemplated by statute), was extracted 
therefrom and given to the public. Nor was this all: $18,859,356 was taker 
from you by the public in taxes, which are $3,320,000, or 21.36 per cent 
higher than in 1921. In cther words: 

Total dividends received by stcckhoiders...........++.- $20,663,139 
—_— gs yp ET ee 18,859,356 
91.27 per cent of dividends. 
Pn of reducticns in expenses by the public 
through rate reductions, notwithstanding return on 
property was below the fair return fixed by statute. ..$16,350,000 
or 79 per cent of dividends. 
Prt in still ancther way: 

Taxes consumed 27.39 per cent of net revenue from railroad operations. 
Had the reductions in expenses not been taken by the public, through rate 
reducticas, the return on your property devcted to public use would have 
been increased from 4.29 per cent to 5.80 per cent, or slightly in excess of 
the return fixed hy the Interstate Conunerce Commission, under the mandate 
of the Transportation Act cf 1920, as fair and rezsonable. 

Although freight rates have been reduced 8.3 per cent from their peak in 
1921, a vigorous pro,aganda is being carried cn for a general reduction of 
freight rates notwithstanding the Interstate Commerce Commission in their 





circular of February 23, 1923, assert that ‘“‘the present railroad situation 
* * * clearly dces nct warrant * * * any radical reduction in total 
charges to the public,” and that “two facts stand out prominently: (1) An 


enormous traffic has "recently been handled in Spite of the strike handicaps, 
and (2) the average revenue per ton per mile is pretty well in line with the 
general level of wholesale prices, and there is no reason tu believe that the 
general level of rates is retarding the business revival.” 

Railroads are paying wages, which ccnstitute about 60 per cent of their 
operating expenses, 120 per cent higher than in 1913, the year preceding the 
outbreak of the war. 

Railroads are paying prices of materials and supplies 56 per cent, at whole- 
sale, more tlan in 1913 

ailrvads are receiving fcr the sale of their freight transportation only 53 
per_ cent more than in 1913. 

The propagandists announce their intention to force reductions regardless 
of consequences—in the words of one of them: “We are going to have 
a reducticn in transportaticn charges and it is Up ,to the railroads and the 
Interstate Commerce Commission to provide it otherwise Congress 
will have to see to it that transpertation charges are reduced.” 

Stockholders cf Southern Pacific on the date of this report number 58,464 
and substantially each one of you has a vote; it greatly concerns ycu to 
keep a check on every holder of and aspirant to public office, and to so use 
every legitimate influence as to secure fair treatment of your interests. 
There are 863,138 stockholders of railroads in the United States; it is esti- 
mated there are 1,000,000 bondholders and that 48,000,000 other persons 
are indirectly interested in  railrcead securities through their holdings in 
insurance policies, deposits in savings hanks, etc.;: and if the influence of 
all be exerted in a demand for fair treatment of their railroads they would 
unquestionably secure it. 

Under the provisicns of the Panama Canal Act the permission of the 
Interstate Commerce Commission was required and obtained to continue your 
company's ownership and operation of its coastwise steamship lines between 
Galveston and New Orleans, and New York as extensions of your rail 
lines terminating at Galveston and New Orleans. Application for similar 
authority to carry cargo hetween these Gulf ports and additional North Atlan- 
tic ports, and between additional Gulf ports and North Atlantic ports, which 
cemmanded a large ineasure of public support, has been finally granted by 
the Interstate Commerce Commission in spite of the contest made by com- 
petitive and other coastwise steamship lines to have it denied. This recognition 
that the service is in the interest of the public and cof advantage to the com- 
merce of the people. will justify the natural and legitimate development of 
these lines and the improvement and extension of their facilities. 

To provide for the purchase of ten loccmotives, sixteen passenger-train cars, 
and thirty- five freight-trains cars, the San Diego & Arizona Railway Company, 
which is owned jointly by. your company and the J. D. A. B. Spreckels 
Securities Company. has issued and sold $600.000. par ol ol of Six and 
One-half Per Cent. Equinment Trust Certificates. These Certificates, which 
were sold January 24, 1922,are dated July 15, 1921. and mature July 15, 
1936. All such Certificates have been guaranteed jointly and severally by 
the Seuthern Pacific Company and the J. D. & A. B. Spreckels Securities 
Company. 

Your Roard announces with sorrow the death. on December 7, 1922, of 
Mr. Frank E. Batturs. Assistant Passenger Traffic Manager, who entered 
the service of your company in April, 1886. In his death the Company lost 
a faithful and ‘efficient officer. 

Under the pension system put into effect January 1, 1903, there were 
carried on the pension rolls at the end of the year 1,196 employees. The 
payments to pensioners for the year amounted to $588.434.22, which is 
equivalent to six per cent. per annum on an investment of $9,807. 237.00. 

Your Board gratefully acknowledges its appreciation of the loyal and 
efficient services rendered by officers and employes during the year; and 
particularly of the fidelity of these who remained in the service during the 
shopmen’s strike, and discharged their duties under conditions perilous to 
life and limb. By order of the Board of Directors, 

JULIUS. KRUTTSCHNITT, 
Chairman of the Executive Committee. 
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May 19, 1923 


Ricumonp, Va., March 31, 1923. 


T» the Steckholders: 
The Forty-fifth Annual Report of the Board of Directors, for the fiscal 
year ended December 31, 1922, is herewith submitted. 


The average mileage operated during the year was 2,549.1 miles, an in- 
crease over the previcus year of 3.2 miles. The mileage at the end of 
the year was 2, 2,550.7 miles, an increase of 2.6 miles over mileage on Decem- 


ber 31, 1921. 
;, RESULTS FOR THE YEAR 
Operating Revenues ......ceeeeseecceecerceeseccreeeeeees $83,511,561.02 
(Decrease $176,396.90, or .21%) ; 
Oper: iting Expense S ce wer ee er nearer reeer er eeessesesessesese 66, 118, 029.84 
(Decrease $485.046.97, or .73%) —_——— 
Net Operate TOGO. ce 6k cis cee ncicdeceicecvesvosesines - $17,3 393 531.18 
(Increase $308,650.07, or 1.81%) 
Taxes and Uncollected Railway Revenue Re ee ate ee te 3,312,404.20 
(Increase $609,534.93, or 22.55% 2 
Railway Operating on ale de Sten ~ $14, 081,126.98 
(Decrease $300,884.86, or 2.09%) 
Net Equipment and Joint Facility Bas. okey cv webicemeeseenie 329,202.87 
(Increase $1,050,288.51) —— 
Net Railway Operating IN eka o on dials ove ang nee ee oun arate $14,410,329.85 
(Increase $749,403.65, or 5.49%) cee 
Miscellaneaes: TUNGOIE 664.65c cs-viecetacseccmesevecsveseseees 2,478, 502.99 
(Increase $1,357,752.51, or 121.15%) ——_—_——— 
Paka Cee. ERS ce ev ca Ne.cis nas wae welnlsSeds cd emeimielne ~ $16, 888,832.84 
(Increase $2,107,156.16, or 14.26%) 
ceitate sae Me SINS fa. asc aceis soe noe bmieisie Aneme ers ais 369,220.79 
(Decrease $528,452.90, or 58.87%) ee 
Income for the year available for interest.............-.-0. $16,519,612.05 
(Increase $2,635,€09.06, or 18.98%) 
Interest (6J.51% of amount available) amounted to.......... 9,995,942.01 
(Increase $304,540.50, or 3.14%) ——_— 
Net Income for the year applicable ere re ~ $6,523,670.04 
(Increase $2,331,068.56, or 55.60%) 
Dividend of 1.625% on 614% Cumulative Convertible Pre- 
ferred Stock, Series A, aggregating..........cecesccceee 204,070.43 
Net Income equivalent to 10.066% of Common Stock Out- 
ey ee rere ee Tee Or ere $6,319,599.61 
Common Stock Dividend—two of 2% each, aggregating...... 2,511,264.00 
Remainder, devoted to tmprovement of physical and other 
MONE i sbia is smrdonie ! aed coat ce ace fortes ee Boe ean a) ae etree la RN ORT RTO CNN $3,808,335.61 


RETURN ON PROPERTY. 


The following table shows the amount of return to your Company, includ- 
ing subsidiary compz anies, from transportation operations only, upon its in- 
vestment in road and equipment at the termination of each year of the 
five year period ended December 31, 1922, and the average for the five 


years: 
; Property Total Operating Percentage 
Investment. ncome. of Return. 

Year ended December 31, 1922. $309,456,186.38 $14,538.298.62 4.70% 
Year ended December 31, 1921. 304,485,230.91 12,924,848.76 4.24% 
*Year ended December 31, 1920 291,179,553.14 14,410,.821.80 4.95% 
*Year ended December 31, 1919 287,864,838.63 13,725,866.83 4.77% 
*Year ended December 31, 1918 269,914,419.76 12,871,539.79 4.77% 
Yearly average for five years . 

ended December 31, 1922... 292,580,051.76 13,694,275.16 4.68% 


*The road having been operated in 1918, 1919 and during January and 
February, 1920, by the United States Railroad Administration, the com- 
pensation payable during the period mentioned has been used in lieu of 
operating and other items making up the return from transportation  opera- 
tions. In these computations, interest payable by way of compensation for 
additions and betterments completed during Federal control has been ex- 


cluded. 
FINANCIAL 


During 1922 your Company received the balance, amounting to $1,334,500, 
of the loan of $5,338,000 made to it by the United States under ‘the pro- 
visions of Section 210 of the Transportation Act, 1920, to be applied toward 
additions and betterments, and the items towards the cost cf which the 
proceeds of the loan were appropriated were all completed or contracted for. 

As contemplated at the time of the issuance of the Annual Report for 
1921 your Company contracted during the year 1922 for the following new 
equipment: 

30 All Steel Passenger Coaches; 

8 All Steel Combination Passenger and Baggage Cars; 

25 All Steel Baggage, Express and Mail Cars; 

5 All Steel Dining Cars; 
.870 40-ton Steel-underframe Box Cars; 
500 40-ton Steel-underframe Ventilated Box Cars; 
200 40-ton Steel-underframe Stock Cars; 

50 40-ton Steel-underframe Refrigerator Cars; 
,500 57%-ton All Steel Flat Bottom Gondola Cars; 
500 57% All Steel Hopper Bottom Gondola Cars; 
at an aggregate contract cost of approximately $9,561,000. 
pany’s Equipment Trust, Series T, was created during the year, under 
which Five and One-half Per Cent. Equipment Trust Certificates were 
issued to the aggregate principal amount of $7,635,000, an amount sufficient 
> provide approximately 80% of the total cost of the above-mentioned 

equipment, delivery of which is in progress at the date of the issuance of 
this sapees and will, it is anticipated, all be received during the next few 
months, 

Your Company has also arranged for the purchase of the following loco- 
motives and cars: 

2 Class J-2 Mountain Type Passenger locomotives; 
6 Class F-17 Tacific Type Passenger locomotives; 
25 Class H-6 Compound Mallet freight locomotives; 
25 Simple Mallet freight locomotives; 

2,000 70-ton Steel Coal Cars; 
at an approximate total cost of $9,844,825. Arrangements for financing the 
cost of these locomotives and cars are in progress at the date of the issu- 
ance of this report. 

A preliminary announcement was contained in the report for 1921, of 
the plans of the Company for financing a budget of additions, betterments 
_ improvements to extend over a period of four years, and estimated 
® cost approximately $17,000,000. During the year 1922 arrangements were 
completed for financing the greater part of this expenditure through the 
creation of an authorized issue of $30,000,000 preferred stock of your Com- 
pany and the issue of $12,558,500 thereof as Six and One-half Per Cent. Cu- 


Your Com- 
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mulative Convertible Preferred Stock, Series A. The Series A stock so issued 
was offered to your Company’s steckholders fer pro rata subscription at par, 
the offering being underwritten by bankers. This financial plan was re- 
markably successful, more than 90% of the stock offered being taken and 
paid for at par by the stockholders, the underwriters taking up the re- 
mainder. The addition, betterment and improvement program is proceed- 
ing as rapidly as the economical and efficient expenditure of the funds so 
provided will permit, and your Company should at an early date realize 
substantial returns from this expenditure. Your officers are glad to report 
that on the basis of present estimates the work can be completed at a cost 
substantially less than the original estimates. 

The changes in funded debt in the hands of the public during the year 


were as follows: 

Retired 
$+ per cent. Big Sandy Ry. First Mortgage Bonds............ $73,000.00 
4 per cent. Coal River Railway First Mortgage Bonds........ 32,000.00 
4 per cent. Greenbrier Ry. First Mortgage Bonds.......... 10,000.00 
5 per cent. Kanawha Bridge and Terminal Co. First Mortgage 

MOMS cic oreeionty aoamhas omas au aaaile es wat an bs he ew erame 000.00 
6 per cent. First Mortgage Terminal Bonds.............ee0% 148. 000.00 
Secured Obligations to United States Government............ 1,023, "976.03 
Equipment. Trust Opligationes coisas cccsecsseieveseesecees 2;164,660.00 

EE EL ETT PE ee ee Oe $3,451,636.03 

Other changes in obligations shown under funded debt on balance sheet 

of December 31, 1922, were as follows: 
Increase. 
First Lien and Improvement 5 per cent. Mortgage Bonds.... $2,500,009.00 
5% per cent. Equipment Trust Certificates—Series ‘T’’...... 7,635,000.00 
6 - cent. Equipment Contract—Elkhorn Piney Coal Mining 
SOS ERM aol WER Au ela enatere eos laralk eal es eee ee eee 871,860.00 
Semuvei Obligations to United States Government........... 1,334,500.00 
DN ng aio ciccrcseg-9.5-4 gists eR Rae a alae treo via $12,341,360.00 
GENERAL REMARKS 
Branch Line Extensions onue the year have been as _ follows: 
Elk Creek Branch—Wylk Va., to End of Line. 3.27 Miles 
St. Albans to Ferrell, Ww. "te ange of Line— 
New Track Constructed...s0iccssssscevscsee sev 3.66 Miles 
—————_ 6.93 Miles 

Branch Lines decreased as follows: 

St. Albans to Ferrell, W. Va.—Old Line adjusted. 4.19 Miles 
Adjustment in Mileage—St. Albans to Seth, W. Va., 
Wi RUNNNEE spp is 32 Sane cae s ces WeRe ae kewanes -12 Miles 





4.31 Miles 


making total increase in Branch Lines put into operation during 

















I eG re are wees Rai os nie ROKR SS EST RRR OA nea fel 2.62 Miles 
Additional second track mileage put into operation during the year is 
as follows: 
ae one ta Pasi Deal. We. Vee kis occ s cvien seu eaemebneusieine 9.72 Miles 
Clover Valley to Salt WRG. xicadeavedrcevennsoutyee 10.50 Miles 
making total increase in second track..........eseeceececees 20.22 Miles 
The equipment inventory as of December 31, 1922, was as follows: 
Increase Decrease 
Oe 790 estas sweet 
EROUNUNITOS TOUBEE oii cs Sei iieccwiveen es Se) = dees” Cre . 
0 Ee er eee eee eee 3 
Passenger trai cars OWE. . 2.06 cccecceseess A ae 
Passenger train cars leased........cccecceees a eee 
ay Ng serbia a kdeiip aint G wa SIONS Osha acer 415 o | Sa ° 
Freight train and miscellaneous cars owned. 41,186  ...... 04.00 
PeGeent EPRI COTE TOABOE vc ccececceceesess Nee Awe _ aeckienes 
MEME eit c Gk ond eeerth enna stn eenes 52,957 706 oon 


The changes during the year in the accrued depreciation of equipment 


account were as follows: 
Balance to credit of account December 31, 1921............ $14,292,911.46 


Amount credited during year ended December 31, 1922, by 
charges to 
COMOCRMES TSUCUNED occ ce ccs ciccsuecs $2,199,155.41 


Charges to account, for: 
Accrued depreciation on equipment retired dur- 
ing year-—617 freight train and work cars; 
1 passenger train car; 3 Iccomoctives...... $137,856.52 
——_ 2, 053,298.89 


eres $16,346,210.35 
1921 
$83,687,957.92 


Balance to credit of account December 31, 
1922 


Operating Revenues were.. $83,511,561.02 


Dec. $176,396.90 


Net Operating revenues w ere 17,393,531.18 17,084,881.11 Inc. 308,650.07 
Operating Ratio ......... 79.2% 79.6% Dec. 4% 
Tons of Revenue Freight car- 

TIO GOO MUG. <c6ccvsses 10,002,942,645  9,136,050,511 Inc. 866,892,134 
Revenue train loads, tons. . 1,190 1,090 Inc. 100 
Revenue tons per loaded car 39.4 39.3 Inc. ey 

The revenue coal and coke tonnage was 28,526,039, an increase of 18.4 


per cent; other freight tonnage was 9,400,386, an increase of 26.7 per cent. 
Total revenue tonnage was 37,926,425 tons, an increase of 20.4 per cent. 


Freight revenue was $68,671,906.57, an increase of 1.9 per cent. Freight 
train mileage was 8,405,118 "miles, an increase of .3 per cent. Revenue 
ton miles were 10,002,942,645, an increase of 9.5 per cent. Ton mile 


revenue was 6.87 mills, a decrease of 6.8 per cent. 
train mile was $8.170, an increase of 1.7 per cent. Revenue tonnage per 
train mile was 1,190 tons, an increase of 9.2 per cent; including Com- 
pany’s freight, the tonnage per train mile was 1,252 tons, an increase of 9.0 
per cent. Tonnage per locomotive mile, including Company’s freight, was 
1,110 tons, an increase of 8.2 per cent. Revenue tonnage per loaded car 
was 39.4 tons, an increase of .3 per cent. Tons of revenue freight carried 
one mile per mile of road were 3,924,108, an increase of 9.4 per cent. 

In the Annual Report for 1921, reference was made to the decrease in 
average revenue tons per train compared with 1920. In 1922 revenue ton- 
nage of coal and coke was 2.8 per cent. less than in 1920; total freight 
tonnage was 7 per cent. less than in 1920. Freight train mileage was 18.9 
per cent. less than in 1920 and average revenue tons per train was 5 per 
cent. greater than in 1920, and 9 per cent. greater than in 1921. 

There were 6,654,126 passengers carried, a decrease of 16.3 per cent. 


Revenue per freight 











































































1246 


The number carried one mile was 304,221,296, a decrease of 8.2 per cent. 


Passenger revenue was $10,586,624.77, a decrease of 9.8 per cent. 


of passengers carried one mile per mile of road was 124,543, a decrease of 
8.4 per cent. Passenger train mileage was 5,271,848, a decrease of .2 per 


cent. Passenger revenue per train mile was $2.008, a decrease of 9.6 per 


cent; including mail and express it was $2.364, a decrease of 5.5 per cent. 


Passenger service train revenue per train mile was $2.424, a decrease of 


5.9 per cent, 

There were 20,226.3 tons of new rail (7,015.4 tons of 130 Ib., 11,068.6 
tons 100 Ib., 2,133.9 tons 90 Ib., 4.3 tons 80 Ib., and 4.1 tons 67% Ib.) 
equal to 119.9 miles of track, used in renewal of existing track. 

There were 1,233,750 cross ties used in maintaining existing tracks, an 
increase of 148,703. 

There were 699,748 yards of ballast (374,045 yards stone) used in main- 
taining existing tracks, an increase of 73,714 yards. 

Due to increased application of ties, and ballast, and greater efficiency of 


labor, the general condition of roadway and track was improved during 


the year. 
The average amount expended for repairs per locomotive was $6,613.46, 
an increase of 2.2 per cent. over 1921; per passenger train car $1.958.69, 


an increase of 14.9 per cent.; per freight train car $222.62, an increase 
These increases in cost of repairs per unit of equipment 


of 21.2 per cent. 
were due almost entirely to the extraordinary conditions arising out of the 
strike of shop men. 

The nation-wide strike of coal miners paralyzed the coal mining industry 
generally for 4 months and 15 days beginning April 1, 1922. This resulted 
in abnormal demand for coal from non-union fields located on your Com- 
pany’s lines. The Logan and Kentucky fields produced 18,587,305 tons of 
coal in 1922, an increase of 4,437,365 tons over the year 1921, and 2,839,915 
tons as compared with the previous maximum production of these fields. 

The producticn of the Kanawha and Coal River fields decreased 2,344,005 


tons under 1921, due to the strike; 3,118,330 tons of coal carried in the 


month of June, 1922, exceeded any previous record. During the first six 
months of 1922, revenue coal and coke tonnage was 15,553,567 tons, an 
increase of 3,801,887 tons, 32.4 per cent. over 1921. During the last six 
months of 1922 revenue coal and coke tonnage was 12,972,472 tons, an 
increase of 649,693 tons, or 5 per cent. in excess of 1921. 

he Interstate Commerce Commission, after extended hearings, ordered 
a reduction in freight rates, approximating 10 per cent., effective July 1, 
1922, and as a result, the freight revenues for the last six months of 1922 
were about $3,488,719 less than they would have been if the rates had not 
been reduced. 

In the annual report for 1921 it was stated that your Company was tak- 
ing steps to bring about further readjustment of the wages of your em- 
ployes. The United States Railroad Labor Board on June 5, 1922, decided 
the dispute then pending between the Federated Shop Crafts and the ma- 
jority of the railroad companies, and ordered a reduction in wages of 7 
cents per hour for skilled labor, helpers and apprentices, and 9 cents per 
hour for freight carmen, etfective July 1, 1922. Your employes in these 
classes, in common with all those gn other railroads, refused to comply 
wae the decision of the Labor Board and left the service at 10. A. M., on 
July 1, 1922. 

The strike was national in scope and in absolute charge of the national 


leaders of the organizations, so that settlement by individual railroads was 


impossible, and all efforts to reach an agreement with the leaders resulted 
in failure. In the early part of September several important railroads 
settled with the strikers under the so-called Baltimore Agreement. Your 
Company made an independent settlement on September 22, 1922, whereby 
the striking employes returned to work within thirty davs from that date at 
the reduced wages ordered by the Labor Board. On October 25, 1922, 
there were 7,368 employes of these classes in service compared with 6,366 
on June 30, 1922, those who were employed during the strike having been 
retained. The officers of your Company made every effort to properly serve 
the public, and particularly to serve the ccal mines in view of the extraor- 
dinary demand for coal resulting from the prolongation of the coal miners’ 
strike. Not a single passenger train was annulled on account of the strike. 
The extra cost of recruiting, feeding and housing labor, guarding the prop- 


erty and employes, and bonus payments te loyal employes who performed 


special service outside of their regular line of duty, was $1,910,513.38, 


including such expenses in connection with clerks strike, hereinafter men- 


tioned. 

The United States Railroad Labor Board on June 10, 1922, ordered a re- 
duction of 3 to 4 cents per hour in the pay of clerks and certain classes of 
laborers, and 1,250 of your employes in these classes left the service at 10 
A. M., July 20, 1922. The positions thus vacated have since been filled by 
new men. 

The Labor Board also made a reduction of 5 cents per hour in the wages 
of certain Maintenance of Way Department employes effective July 1, 1922, 
and on October 16, 1922, after rehearing, ordered an increase of 2 cents 
per hour. These orders were made effective by your Company and ac- 
cepted by the employes interested. E 

Pursuant to Section 5 of the Interstate Commerce Act as amended Feb- 
ruary 29, 1920, the Interstate Commerce Commission has prepared and 
served upon the carriers a tentative plan for the consolidation of the Rail- 
way properties of the Continental United States into a limited number of 
systems. This tentative plan provides for the consolidation of the property 
of the Virginian Railway Company with that of your Company and the 
Hocking Valley Railway. The Commission has announced that public 
hearings will be held in this matter during the summer of 1923. 
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per passenger per mile was 3.480 cents, a decrease of 1.7 per cent. Number 
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Shortly before the close of the year a final settlement was made with 
the Interstate Commerce Commission for the so-called guaranty period, Marcy 
Ist to September 1, 1920. The amount received upon final settlement, jy 
addition to amounts received during previous years and heretofore reported, 
was the sum of $1,078,841.30, making the total payments to your Compan 
on account of the guaranty provisions (Section 209 of the Transportatio, 
Act, 1920), $4,378,841.30. 

Negotiations with the Director General of Railroads for a final settlemen; 
of the accounts between your Company and the Director General for the 
period of Federal control are still in progress. Your officers are hopeful the: 
a final settlement will be secured during the year 1923. 

During the year, a Three Mile Branch Line was completed up Elk Creek 
of Guyandot River from Wylo, W. Va., on the Logan Division. 

Sections of Third Track were completed at Catlettsburg, Ky., and throug 
Ashland, Ky., which, together with existing Third Track gives a continuoy; 
section of Third Track from Catlettsburg (Pike Crossing) to west end of 
Ashland, a distance of about six miles. 

At Gladstone, Va., new westbound yard consisting of seven 100-car tracks 
was completed end put in operation; at Peach Creek, W. Va., five new 
100-car yard tracks and engine dispatching tracks were completed; storage 
track at Big Creek, capacity 80 cars, was built; additional tracks at the 
Creovsoting Plant at Russell, Ky., completed and put in operation; yard 
tracks at Stcne Coal Juncticn extended and siding put in at Affinity on 
the Winding Gulf Branch to hold 50-car trains; passing tracks were ex. 
tended to hold 100-car trains on the Big Sandy Division at the following 
points: Kise, Richardson, Bobbs and Wagner. 

Three channel spans of Licking River Bridge at Covington, Ky., were 
replaced with heavier spans; Bridge No. 01 at White Oak Junction, W. Va, 
and Bridge No. 10 at Raleigh, W. Va., were replaced with heavier spans, 
allowing the use of heavier equipment. At Charleston, W. Va., a section of 
the trestlee over Sixth Street was replaced with steel bridge and at Monito: 
Juncticn, W. Va., trestle was replaced with steel bridge, to provide un 
dergrade crossings at both points. At Miami, Ind., a section of trestle No, 
144 was replaced with steel span to provide adequate waterway. Wooden 
foot bridge at Stevens, Ky., shops was replaced with steel foot bridge. 

At Longdale, Va., Undergrade Crossing was constructed to eliminate 
grade crossing. 

At Elk, W. Va., 150-ton track scales were installed. 

500-ton reinforced concrete coaling staticns were built at Thurmond 
W. Va., and Peach Creek, W. Va., 300-tcn frame ccaling station was installed 
at Charlottesville, Va., and cinder conveyor put in at Strathmore, Va. 

New Passenger Stations were completed at Covington, Ky., and Logan, 
W. Va.. and combined freight and passenger depot was built at Dawkins, Ky. 

New Engine House was constructed at Paintsville, Ky., new Power Plant 
at Stevens, Ky., and new store houses at Paintsville, Ky., and Shelby, Ky. 

Additional Fire Protection was installed at Fulton, Va. Shops and fire 
protection installed at Newport News, Va., for the protection of elevator 
“B” and Pier No, 9. 

AC Power Line Charlottesville, Va., to Keswick, Va., was completed, 
which furnishes current for signa! lights in connection with automatic train 
control system, now in operation between Gordonsville and Charlottesville, 
Va., 21 miles. Additional automatic train control system between Charlottes- 
ville, Va., and Staunton, Va., 40 miles, now under construction, should be 
completed in the early part of 1923, which, when completed, will give a 
continuous section of automatic train control between Gordonsville, Va., and 
Staunton, Va., a distance of 61 miles. 

There is now under construction a three mile extension of the line up 
Elk Creek of Guyandot River, which should be completed the early part of 
1923, and when completed, will make the total length of line up Elk Creek 
from Wylo, W. Va., about six miles. 

Modern shop buildings consisting of new power plant, machine shop, 
store house, boiler washing plant and five additional stalls to the round 
a are now being built at Peach Creek, W. Va., and are nearing com- 
pletion. 

At Peru, Ind., five additional stalls are being added to the round house 
and will be completed in 1923. 

Norfolk, Va., New Freight Station is being constructed, which should be 
completed in the early part of 1923. 

At Huntington, W. Va., track changes are being made through the plant 
of the American Car and Foundry Company for the purpose of relieving 
the situation at Third Avenue, where the C. & O., B. & O. and Car Com- 
pany pass that important throughfare. 

Track for st.rage of steel car parts and track for assembling frogs and 
switches are being built at Huntington, W. Va., and should be ccmpleted in 
the early part of 1923. 

Among the new local industries were the following: 


5 manufacturers of farm implements and farm products 
12 manufacturers of lumber and lumber products. 
17 manufacturers of mineral, metal and other products. 
38 new coal mines. 
Your Directors feel impelled to acknowledge this year with greater em- 


phasis than ever before the great appreciation of the Company for the faith- 
ful and efficient services of its officers and loyal employes. This was a 
year when the true test of lovalty came, and all the officers and a great 
majority of the employes responded in a manner which will never be for- 


gotten by the Company. 
By order of the Board of Directors. 
W. J. HARAHAN 


residet 
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The Hocking Valley Railway Company — Twenty-fourth Annual Report 


Columbus, Ohio, April 30, 1923. 
To the Stockholders: 
The Twenty-Fourth Annual Report of the Board of Directors, for the 
fiscal year ended December 31, 1922, is herewith submitted. 
The average mileage operated during the year was 348.8 miles, a decrease 
compared with the previous year of 1.3 miles. The mileage at end of the 
year was 348.7 miles. 


RESULTS FOR THE YEAR. 


NI igs cin wa side wd ba waren delouloaiee $13,855,463.95 
(Decrease 237,537.43 or 1.69%.) 
I cla ak dn a signe aia aCodanwe bed pes 10,747,133.16 


(Decrease $825,261.22 or 7.13%.) 


Se ain iis nncnncdvedcundecabences $3,108, 330.79 
(Increase $587,723.79 or 23.32%.) 


Taxes and Uncollectible Railway Revenue.................. 979,718.29 
(Increase $167,655.93 or 20.65%.) 

I III Na ates ale cw qulaaad °$2,128.612.50 
(Increase $420,067.86 or 24.59%.) 

Net Equipment and Joint Facility Rents.................... 116,454.46 


(Increase $264,257.84 or 178.79%.) 


Net Railway Operating Income................-ecceceecees $2,245 ,066.% 
_ (Increase $684,325.70 or 43.85%.) : 
Other Income 253,261.40 


(Decrease $2,827.19 or 1.10%.) 


OC NG iin oa ee eh oR Ke eKce ad eeneves 
(Increase $681,498.51 or 37.51%.) 

Rentals and Other Payments...................0000: 
(Decrease $3,852.93 or 4.86%.) 


Income for the year available for interest 
(Increase $685,351.44 or 39.44%.) 

Interest (71.69% of amount available)................ 1,737 
(Increase $13,695.52 or 0.79%.) 


a eee 
(Increase $671,655.92 or 4,694.83%.) 

Dividends paid during the year: 
Two dividends of 2% each, aggregating Sas 43 v.\ 


Balance, devoted to improvement of physical and other assets $245, 
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May 19, 1923 


RETURN ON PROPERTY 


The following table shows the amount of return to your Company, from 
transportation operations only, upon its investment in road and equipment 
at the termination of each year of the five year period ended December 31, 
1922. The road having been operated in 1918, 1919 and January and 
February, 1920, by the United States Railroad Administration, the Compen- 
sation payable by the Government has been used for those years and for 
January and February, 1920, in lieu of the operating and other items corre- 
sponding therewith: i 

Total Operating 





Income. 
(including hire of Per Cent 

Year Ended Property equipment and of 

December 31: Investment. other items). Return 
1922 $54,605,768.30 $2,213,542.68 4.05 
1921 54,329,923.35 1,532,557.63 2.82 
1920 53,356,347 .92 1,802,110.54 3.38 
1919 49,036,318.18 2,425,691.11 4.95 
1918 48,057,539.03 2,598,474.64 5.41 
Average $51,877,179.36 $2,114,475.32 4.08 

FINANCIAL 


The changes in funded debt shown by balance sheet of December 31, 
1922, as compared with December 31, 1921, consisted in the payment of 
$369,000 on equipment trusts; and in the addition of $612,000 face amount 
of Ten-Year Six Per Cent. Collateral Notes (secured by $816,000 face 
amount of Six Per Cent. General Ny Bonds, Series A, held by the 
Secretary of the Treasury as collateral), being the balance received this year 
ef the loan of $1,655,000 authorized by the Interstate Commerce Commission 
under the provisions of Section 210 of the Transportation Act, to which 
reference was made in the Annual Reports for 1920 and 1921. 

An analysis of the property accounts will be found on pages 16 and 17, by 
reference to which it will be seen that additions and betterments were made 
during the year to the net amount of $270,863.86, of which $501,301.45 was 
added to cost of road, and $230,437.59 was deducted from cost of equip- 


ment, 

During the past fourteen years your Company’s net addition to property 
accounts has been as follows: 
BIDDING a o0. ik. 60 0:0: 0:610.0'0:6:0.0:0 5.64: 9 0000 oes seieee eb Se eee «+++ $7,746,076.00 
Additions G60 TAGCTMEMAS oon coin civcceccevcccssceve coccces SG S66, 79008 

$16,310,867 .04 
GENERAL REMARKS 
The equipment in service December 31, 1922, consisted of: 





RE DIN. 6 56:45 0 eck wvckwceawwecueeeese 129 Increase 6 
Locomotives leased under equipment trusts........ 28 No change 
Locomotives held under other form of title........ 10 No change 

WE k:6kskwsevaN cans pastel nana Glie ae BAe bats 167 Increase 6 
Passenger train cars owned....... pplnacicwawaatins 72 No change 
Freight train and miscellaneous cars owned........ 12,131 Decrease 636 
Freight train cars leased under equipment trusts.... 2,498 No change 
Freight train cars under special trust.............. 47 No change 

Total freight train and miscellaneous cars..... 14,676 Decrease 636 


The changes during the year in accrued depreciation of equipment were 
as follows: 


Balance to credit of account December 31, 1921.............. $4,030,290.92 
Amount credited by charges to operating 

CRNINE Soo ca kk cae nese cecesveeas $488,065.10 
Amount credited by adjustment of other 

accounts 


eee eee ew eee tere reese ereeeee 


170.00 
$488,235.10 
Charges to account, for: 


Accrued depreciation on equipment re- 
tired during year—636 freight and work 


OE hiczneecaacn ane ueawasdeeeunaee $118,715.48 
Accrued depreciation on cars changed in 
GROG GUNN POW ic osc veecscsscoceves 81.54 
Amount charged in adjustment of accruals 
during Federal control.......... weet 188.32 
118,985.34 
369,249.76 
Balance to credit of account December 31, 1922........ wee ee + $4,399,540.68 


Approximately 1.68 miles of yard tracks at Toledo Dock, 9.23 miles of 
yard tracks at Walbridge and 4.79 miles of yard tracks at Parsons were 
completed and placed in service. The new lead to Parsons enginehouse from 
Mosel, a distance of approximately one mile, which was reported as well 
under way in 1921, was completed during the year. Additional sidings of 
approximately .41 miles at Prospect, .41 miles at Powell, and .86 miles at 
Dundas were completed and placed in service. Stone ballast was applied to 
2.1 miles of new second track between Owens and Marion. } 

Steam heating system was installed in the nine stall addition to Walbridge 
enginehouse om in the five stall addition to Logan enginehouse. ; 

Erection of a 100,000 gallon conical bottom steel water tank, replacing 
20 z 26 wooden tank, at Bradner, was well under way and will be completed 
early in 1923, 


1922 1921 


Operating Revenues were... .$13,855,463.95 $14,093,001.38 Dec. $237,537.43 


Net Opr. Revenues were.... 3,108,330.79 2,520,607.00 Inc. 587,723.79 
Operating Ratio ........... 77.6% 82.1% Dee. 4.5% 
Tons of Revenue Freight 

Carried One Mile........ 1,484,625,674  1,570,395,171 Dec. 85,769,497 
Revenue Train Load—Tons. 1,447 1,471 Dec. 24 
evenu 

Car ns ee 44.4 45.5 Dec. 1.1 
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The revenue coal and coke tonnage was 9,694,416 tons, a decrease ot 
10.2%; other revenue freight tonnage was 2,975,941 tons, an increase of 
49.2%. Total revenue tonnage was 12,670,357 tons, a decrease of 1.0%. 
Freight revenue was $11,637,209.32, a decrease of 2.4%. Freight train 
mileage was 1,025,853 miles, a decrease of 3.9%. Revenue ton miles were 
1,484,625,674, a decrease of 5.5%. Ton mile revenue was 7.84 mills, an 
increase of 3.3%. . Revenue per train mile was $11.344, an increase of 1.5%. 
Revenue tonnage per train mile was 1,447 tons, a decrease of 1.6%, includin 
Company’s freight, the tonnage per train mile was 1,478 tons, a decrease o 
1.6%. Tonnage per locomotive, including Company’s freight, was 1,275 tons, 
an increase of .6%. Revenue tonnage per loaded car was 44.4 tons, a 
decrease of 2.4%. Tons of revenue freight carried one mile per mile of 


road were 4,256,381, a decrease of 5.1%. 


The decrease of 10.2% in coal and coke tonnage and increase of 49.2% in 
tonnage of freight other than coal, caused a decrease of 1.6% in the revenue 
tons per train. The increase of 49.2% in tonnage of revenue freight other 
than coal and coke was the cause of the increase of 3.3% in the revenue per 
ton mile, notwithstanding the decrease of approximately 10% in freight 
rates, effective July 1st, 1922. This change in the character of freight also 
caused a decrease in average tonnage per loaded car. 


There were 701,319 passengers carried, a decrease of 31.4%. The number 
of passengers carried cne mile was 31,107,670, a decrease of 16.8%. Passen- 
ger revenue was $1,076,465.77, a decrease of 15.2%. Revenue per passenger 
per mile was 3.460 cents, an increase of 1.8%. The number of passengers 
carried one mile per mile of road was 89,185, a decrease of 16.4%. Passen- 
ger train mileage was 622,883, an increase cf 0.4%. Passenger revenue per 
train mile was $1.728, a decrease of 15.6%; including mail and express it 
was $2.062, a decrease of 11.2%. Passenger service train revenue per train 
mile was $2.133, a decrease of 11.1%. 


The decrease in passenger revenue under the previous year was largely 
due to stagnation of business in the coal fields as a result of the coal miners’ 
strike. It was not practicable, however, to make corresponding reductions 
in the passenger train service and mileage. ; 

There were 807 tons of new 130-lb, rails, equal to 3.9 track miles, 2,428 
tons of new 100-lb. rails, equal to 15.5 track miles, and 6 tons of new 90-Ib. 
rails, equal to .04 track miles, used in the renewal of existing main tracks. 

There were 254,696 cross ties used in maintaining existing tracks, an in- 
crease of 23,602. 


There were 28,357 yards of ballast used in maintaining existing tracks, 
an increase of 14,178 yards, 


The general condition of roadway and track was improved during the 
year. 


The average amount expended for repairs per locomotive was $9,275.74 
an increase of 69.6%; per passenger train car $1,503.22, an increase o: 
36.7%; per freight train car $92.48, a decrease of 47.7%. These increases 
in cost of repairs per unit of locomotives and passenger cars were due 
almost entirely to the extraordinary conditions arising out of the strike of 
shop men. 

The nation-wide strike of coal miners paralyzed the coal mining industry 
generally for 4 months and 15 days, beginning April 1, 1922. The coal 
mines located on your Company’s lines produced less than 60,000 tons of 
coal between April 1, and July 31, 1922. The production during this same 
period in 1921 was 907,335 tons. The coal strike was settled on August 15, 
and during the four months from September 1, to December 31, 1922, the 
mines located on your Company’s lines produced and shipped 1,601,206 tons 
of coal compared with 775,524 tons during the same period of 1921, so that 
the total coal shipments from local mines during the year was 2,410,551 tons, 
a decrease of 161,169 tons under 1921, 

The Interstate Commerce Commission, after extended hearings, ordered 
a reduction in freight rates approximating 10%, effective July 1, 1922, and 
as a result the freight revenues for the last 6 mcnths of 1922 were about 
$700,000 less than they would have been if the rates had not been reduced. 


In the annual report for 1921 it was stated that your Company was taking 
steps to bring about further readjustment of the wages of your employes. 
The United States Railroad Labor Board on June 5, 1922, decided the 
dispute then pending between the Federated Shop Crafts and the majority 
of the railrcad companies, and ordered a reduction in wages of 7 cents per 
hour for skilled labor, helpers and apprentices and 9 cents per hour for 
freight carmen, effective July 1, 1922. Your employes in these classes, in 
common with all those on other railroads, refused to comply with the 
decision of the Labor Board and left the service at 10 A. M., on July 1, 1922, 


The strike was national in scope and in absolute charge of the national 
leaders of the organizations so that settlement by individual railroads was 
impossible, and all efforts to reach an agreement with the leaders resulted in 
failure. The positions vacated by the strikers have since been filled by new 
men. The officers of your Company made every effort to properly serve the 
public, and particularly to serve the coal mines in view of the extraordinary 
demand for coal resulting from the prolongation of the coal miners’ strike. 
Not a single passenger train was annulled on account of the strike. The 
extra cost of recruiting, feeding and housing labor, guarding the property 
and employes, and bonus payments to loyal employes who performed special 
service outside of their regular line of duty, was $583,159.42. 

The United States Railroad Labor Board ordered reductions of 3 to 4 
cents per hour in the pay of clerks and certain classes of laborers and of 
5 cents per hour in the wages of certain Maintenance of Way Department 
employes. These decreases were effective July 1, 1922, after rehearing, the 
Labor Board ordered an increase of 2 cents per hour effective October 16, 
1922, for certain employes in the Maintenance of Way Department. These 
orders were made effective by your Company and accepted by the employes 
interested. 

Pursuant to Section 5 of the Interstate Commerce Act as amended Febru- 
ary 29, 1920, the Interstate Commerce Commission has prepared and _ served 
upon the carriers a tentative plan for the consclidation of the Railway 
properties of the Continental United States into a limited number of sys- 
tems. This tentative plan provides for the consolidation of the property of 
your Company with that of the Chesapeake and Ohio Railway Company. 
The Commission has announced that public hearings will be held in this 
matter during the summer of 1923. 

Negotiations with the Director General of Railroads for a final settlement 
of the accounts between ycur Company and the Director General for the 
period of Federal Control and with the Interstate Commerce Commission for 
the so-called guaranty period, March 1, to September 1, 1920, are still in 
progress. Your Officers are hopeful that final settlements will be secured 
during the year 1923. ; 

Your Directors feel impelled to acknowledge this year with greater 
emphasis than ever before the great appreciation of the Company for the 
faithful and efficient services of its officers and loyal employes. This was a 
year when the true test of loyalty came, and all the officers and a great 
majority of the employes responded in a manner which will never be for- 
gotten 4 the Company. 

By order of the Board of Directors: 

W. J. HARAHAN, 
President. 
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Pere Marquette Railway Company 


Detroit, Mich., March 31, 1923. 
To the Stockholders: 
- The Board of Directors respectfully submit herewith their report of the 
affairs of the Pere Marquette Railway Company for the fiscal year ended 
December 31, 1922. 

INCOME ACCOUNT 


Year Ended Year Ended 












































December December Increase 
31, 1922 31, 1921 or Decrease 
Operating Revenues ......... $38,397,933.27 $38,303,029.43 $94,903.84 
Operating Expenses .......... 28,911,264.66 30,036,300.21 —1,125,035.55 
Net Operating Revenue....... $9,486,668.61 $8,266,729.22 $1,219,939.39 
Non-Operating Income ....... 623,395.58 690,653.53 —67,257.95 
Cee BOGE. <.0ceccnsdee $10,110,064.19 $8,957,382.75 $1,152,681.44 
TE viscvepeneouseaseun ce $1,791,795.40 $1,408,480.66 $383,314.74 
Miscellaneous Income Charges. 3,298.15 3,826.90 —528.75 
Uncollectible Railway Revenues 12,796.20 4,695.86 8,100.34 
Hire of Equipment—Debit... 1,010,407.08 550,381.72 460,025.36 
PE -ekvuN eeu yereelacei es 797,458.51 839,771.28 —42,312.77 
Tota CuarGes Exctupinc 
DUD a hc teseveucéae $3,615,755.34 $2,807,156.42 $808,598.92 
BALANCE BeFrorE DEDUCTION 
GP B. écccctvesi $6.494,308.85 $6,150,226.33 $344,082.52 
Interest on Bonds........... $1,612,851.74 $1,687,754.22 —$74,902.48 
Interest on Equipment Notes. 526,309.56 639,030.13 —112,.720.57 
Interest on Bills Payable, etc. 4,587.17 57,562.02 —52,974.85 
Totat IntrREst ACCRUALS. $2,143,748.47 $2,384,346.37 —$240,597.90 
SEO - sccisivcsndwoees $4.350,560.38 $3,765,879.96 $584,680.42 
Ratio of Operating Expenses 
to Operating Revenues..... 75.29 78.42 —3.13 
Ratio of Taxes to Operating 
SOE. acveunceseesescexs 4.67 3.67 1.00 
WOU «scacceeenabicosvs 79.96 82.09 —2.13 
MILEAGE 
December December Increase or 
31, 1922 31, 1921 Decrease 
Dees OE Tae Gees oc écccvsccevees< 1,809.55 1,819.26 —9.71 
Miles of Road Controlled.............. 210.36 210.36 athe is 
Leased and Trackage Rights........... 226.87 226.86 01 
MU... scestdtehedeeckeveenceves eas 2,246.78 2,256.48 —9.70 
Less—South Haven and Lawton Branch 
leased to Kalamazoo, Lake Shore and 
Chicago Railway Company........... 33.82 33.82 
Tota MILEAGE OPERATED.......... 2,212.96 2,222.66 —9.70 


The decrease of 9.70 miles as compared with December 31, 1921, is made 
up 2s follows: P 


DECREASE: 
OwneED: 
Harrison [sranch—Harrison, Mich., to Leota, 
id I I i elit neers nary acactn Gan weet 9.43 miles 
Wye at Ferry, Mich., taken up.......cccccccccce 0.28 miles 
 avdnenetudteivawendsedeuitwebawavencers 9./1 miles 
INCREASE: 


TrackaGe RIcutTs: 
New York Central Railroad (correction in distance, 
ge eee eh eee. -01 mile 


ne 
FUNDED DEBT 


The following changes in the funded debt occurred during the year ended 
December 31, 1922. 

Temporary Equipment 6% Gold Notes Nos. 2 and 17, for $608,500 and 
$64,800 respectively, were retired by cash payment made to the Guaranty 
Trust Company of New York. 

Temporary Equipment 6% Gcld Notes Nos. 3 to 15, inclusive, for $608,500 
each, aggregating $7,910,500, issued in connection with the purchase of 40 
locomotives and 3,000 freight cars allecated to the Pere Marquette Railway 
Company by the United States Railroad Administration, and covered by 
Equipment Trust Agreement No. 63, dated January 15, 1920, were cancelled. 
In lieu thereof, there were issued Temporary Equipment 6% Gold Notes, 
Nos. 31 to 43, inclusive, for $448,000 each, Nos. 44 to 56, inclusive, for 
$159,700 each, and Nos. 57 to 69, inclusive, for $800 each. all aggregating 
a like total amount of $7,910,500. These notes mature serially on January 
15th of each year, beginning with 1923 and ending with 1935, and bear 
interest at the rate of 6% per annum, payable semi-annually on the 15th 
day of January and July in each year. 

This _re-issuance and separation of outstanding Temporary Equipment 6% 
Gold Notes Nos. 3 to 15, inclusive, was necessary in order to facilitate the 
delivery of a portion of these notes to the Guaranty Trust Company of 
New York, and to comply with the request of the Director General of Rail- 
roads for the cr | of one-third of the notes, as subordinate in lien, in 
accordance with the eleventh article of Equipment Trust Agreement No. 63, 
amended Jenuary 15, 1922. 

Temporary Equipment 6% Gold Notes No. 57 to 69, inclusive, for $800 
each, aggregating $10,400, were retired by the Pere Marquette Railway Com- 
pany on February 14, 1922. 

Temporary Equipment 6% Gold Notes, Nos. 44 to 56, inclusive, for 
$159,700 each, aggregating $2,076,100, and Nos. i8 to 30, inclusive, for 
$64,800 each, aggregating $842,400, a total of $2,918,500, were stamped in 
accordance with the eleventh article of Equipment Trust Agreement No. 63, 
amended. Temporary Equipment 6% Gold Notes, Nos. 31 to 43, inclusive, 
for $448,000 each, aggregating $5,824,000, were not stamped. 

Pere Marquette Railroad Company Collateral Trust Indenture 4% Bonds, 
maturing January 1, 1923, amounting to $2,618,000 face value, were pur- 
chased by the Pere Marquette Railway Company for $2,581,722.20. 


9.70 miles 


[ApvERTISEMENT] 


SECURITIES ACQUIRED AND DISPOSITION OF SECURITIES 


OWNED 
The following changes occurred during the year ended December 31. 1922. 
The Pere Marquette Railway Company advanced an additional amount 


ot $305,000 to the Flint Belt Railrcad Company, to be used for consi: 
work, making a total of $365,000 advanced to December 31, 1922. 

An amcunt of $327,000 was advanced to the Central Land Com; 
be used to purchase a like amount of Fort Street Union Depot Compa: 
Extension Gold Notes at par. These notes are being held by the Cent; 
Union Trust Ccmpany of New York for account of the Central Lani | 
pany, subject to the order of the Pere Marquette Railway Ccmpany. 

The Pere Marquette Railway Company received from the Toledo Te: al 
Railroad Ccmpany $52,000 par value Toledo Terminal Railroad Company 
First Mortgage 432% Bonds in partial retirement of Demand Notes and 
Certificates of Indebtedness aggregating $64,009.40. The bonds were accepted 
at a discount value of 91.78%, or $47,725.60, the difference of $16,283.8¢ 
being paid by the Terminal Company in cash. $19,000 par value cf the 
bonds were deposited with the Bankers Trust Company in lieu of Toledg 
Terminal Certificates of Indebtedness for $18,360, which were previously 
held by the Trust Company as Trustee under Pere Marquette Railway 
Company First Mortgage. 

The Company received two notes amounting to $125,000 from George B 
Yerkes, in part payment of certain property known as the Detroit Belt Line 
land, sold on Decemher 18, 1922. One of the notes is for $25,000, and 
matures cn May 1, 1923: the other is for $100,000, and matures on May 1, 
1924. Beth draw interest at 6% per annum. 

The Reorganizaticn Managers delivered tc the Central Union Trust Com 
pany of New York for accovnt of the Pere Marquette Railway Company, 
$500,000 face value United States Government Fourth Liberty Lean 44% 
Bonds, which they had been holding as security for loans obtained from 
them during previous years. 

The Cempany disposed of $2,926,400 par value United States and Cana- 
dian Coverrnment securities. hese securities were carried on the books at 
cost, viz., $2,914,859.87, and were sold for $2,968,937.04. 


DIVIDENDS 

Quarterly dividends at the rate of 144% were regularly paid on the Prior 
Preference Stock. ‘These payments were made out of surplus, and amounted 
to $560,000. 

On April 5, 1922, a dividend of 23%4% was declared cn the Company’s 5% 
Preferred Stock, 12%4% covering current dividends for the year 1922 to 
May 1, 1922. and 1% applying on cumulative dividends for the year 1921 
Quarterly thereafter current dividends of 14% and cumulative dividends 
of 1% were declared. The tctal dividends declared on the Company’s 5% 
Preferred Stock during the year 1922, amcunting to 7%%, or $890,745, 
were paid out cf surplus as of December 31, 1921. The balance of the 
cvmulative dividend for the year ended December 31, 1921, amounting to 
2%, ocr $248,580, which had been accrued and recorded on the books of the 
Company in suspense, was paid on February 1, 1923. 

PROFIT AND LOSS 


The Profit and Less surplus carried forward from December 31, 1921, 
amounted to $6.778,426.69. During the year, there was a credit from 
Income of $4.350,560.38, and there were charged to Profit and Loss dividends 
declared out of surplus as follows: 

Prior Preference Stock 5%.....cccsccccccccccs 
ld DD". ag eee 


$560,000. 0( 
890,745.01 








$1,450,745.00 

There was also credited to Profit and Loss in accordance with instructions 
of the Interstate Commerce Crcmmission, but under protest, an amount of 
$3,138,744.87, in ccnnection with final settlement with the U. S. Railroad 
Administration. The net credit of other Profit and Loss items during the 
year was $20,814.84, leaving a surplus as of December 31, 1922. of 
$12,837,801.78, an iucrease during the year of $6,059,375.09. 

TAXES 

The tax accruals amounted to $1,.791,795.40, as compared with $1,408,480.6¢ 
for previous year, an increase of $383,314.74, or 27.21%. This increase was 
due principally to United States and Canadian Government Inccme and 
Michigan State Ad Valorem taxes, as indicated by the following tabulatior 


United States Government Income Tax........... $130,799.9¢€ 
Camadian IWCOMWe Tax... .ccccscccecscccscsccwsse 78,637.26 
Michigan State Ad Valorem Tax................% 167,530.35 
I GSS ora eNiekawevers Me eeutecesseeeas 6,347.23 

TE SE, acidic win tawean tae ttealcgeeeaes $383,314.74 


The increase in the Michigan State tax is due to increases in rate and 
valuation, and to adjustment cf under-accrual for the previous year 
ADDITIONS AND BETTERMENTS 
During the year charges amounting to $835,658.38 were made to “Invest: 
ment in Road,” and $1,740,078.71 to “Investment in Equipment,” the total 


charge to “Investment in Road and Equipment” for the year being 
$2,575,737.09 : 
Charges amounting to $172,865.72 were made during the year to ‘“Im- 


” 


provements «n Leased Railway Property. 

Included in the charges to “Investment in Equipment” is $831,889.27 
covering the cost of 500 automobile box cars received during the year from 
the Western Steel Car & Foundry Company on ccntract dated December 13 
1921; also $369,414.53 covering part cost of 500 automcbile bex cars con 
tracted for with the Western Steel Car & Foundry Company on May 29, 
1922: Of the latter equipment, 50 cars were received during the year ended 
December 31, 1922. The charges to “Investment in Equipment” also include 
$855,279.03 representing the ccst of extensive repairs and additions and bet- 
terments to equipment. 

For detailed statement of additions and betterments see page 42 of this 


report. 
FLINT BELT RAILROAD 
At the end of the year 1922 the Flint Belt Railroad, 8.2 miles in le: 


on which work was begun in 1921, was about 85% completed. Wor! ne 
in 1922 consisted of grading, which was 95% completed at the end of the 
year; construction of mascnry for bridges at Kearsley Creek, Flint River 
and the Boulevard, thus completing all masonry for the line; construction 
of two interlocking towers, one at the crossing of the Detroit United Railway. 
and the other to handle the crossings of the freight line and passenger ‘ime 
of the Grand Trunk Railway; laying of 8.1 miles of main track a1 p- 
proximately €.5 miles of side track, and ballasting a portion of the maim 


track. 138 tons of new 90 pound rail were laid. on 
The amount charged to construction at the end of 1922 was $469,025 
FRANK H. ALFRED 
By Order of the Board of Directors, President 
Edward N. Brown, Chairman. 
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(Continued from page 1239) 

New YorK, NEw Haven & Hartrorp.—Asks Authority to 
Abandon Line—This company has applied to the Interstate Com- 
merce Commission for authority to abandon 6.74 miles of line from 
South Deerfield to Shelburne Junction, Mass. 

Wants B. & M. Stock Back.—A petition has been filed in 
the United States District Court for the Southern District 
of New York, asking that the original decree of October 17, 
1914, providing for separation of the New Haven and Boston 
& Maine be modified, and that the trustees be ordered to re- 
turn the Boston & Maine, Boston Railroad Holding Company 
and leased-lines stocks now in their possession. 

The New Haven bases its petition on these grounds: 


That the business of the Boston & Maine is not in essential competi- 
tion with that of the New Haven; that the proportion of stock of the 
Boston & Maine held is no longer majority, being only 28% per cent of 
the entire stock outstanding; that the Transportation Act has radically 
changed the policy of the United States towards consolidation of railroads, 
now encouraging consolidations and not requiring destructive competition. 

In view of the above changes in the situation and the policy of the United 
States, the New Haven says it is entitled to have restored to it its right as a 
minority stockholder “‘to the end that proper co-operation between the Boston 
& Maine Ralroad and your petitioner may be as far as possible assured.” 


Judge Mayer issued an order of notice to the Federal trus- 
tees returnable June 4, whereby they are ordered to show 
cause why this decree should not be modified in accordance 
with the petition. 








PerE MARQUETTE.—Annual Report—This company’s annual re- 
port for 1922 is reviewed in an article on another page of this 
issue entitled “Pere Marquette Has Record Corporate Net in 
1922.” See also Excerpts from annual report on adjacent pages. 


PirtspurcH & West Virointa.—C. E. Tuttle on Board—At the 
annual stockholders’ meeting at Pittsburgh on May 7, Clarence 
E. Tuttle, president of the Tuttle Coal Corporation, was elected 
a directcr to succeed A. L. Scheuer, resigned. Following his 
election to the board, Mr. Tuttle denied that his recent purchases 
of Pittsburgh & West Virginia common stock were made for the 
purpose of forcing a change in the management of the company’s 
affairs and declared that his relations with the present management 
were most friendly. 


ReapING ComMpaAny.—Files Third Modified Segregation Plan.— 
The third modified segregation plan of the eoal and railroad 
properties of the Reading Company was filed in the United States 
District Court at Philadelphia on May 10. The third plan makes 
no change in the relative rights of the stockholders from the pro- 
visions embodied in the second plan. The most important change 
in the new plan is a provision reached in accordance with an 
agreement with the bondholders’ protective committee calling for 
an increase in the interest rate on the railway bonds from 4 to 
4% per cent and on the coal bonds from 4% to 5 per cent. The 
Reading Company is to issue general mortgage bonds in the 
aggregate principal amount of $63,084,66624 at 4% per cent, to 
mortgage January 1, 1997. The Coal Company bonds will be 
limited in the aggregate principal amount of $31,542,333%4 to bear 
interest at the rate of 5 per cent and to mature January 1, 1973, 
these bonds to be issued only*upon the surrender of the present 
general mortgage bonds. In connection with the bonds to be 
issued by the Coal Company, there is to be established a sinking 
fund equivalent to five cents for each ton of coal mined. 

The government in a brief has protested against the increase in 
the interest rates which is estimated to amount to about $630,000,000 
yearly. Counsel for the Reading Company replied that it was 
not expected that the basis of settlement in the third plan is 
not expected to jeopardize the payment of present dividends. 


_ROME & NortHERN.—Sold.-This road, extending from Rome, 
Ga., to Gore, 19 miles, was sold at receiver’s sale on April 10 to 
a syndicate headed by H. H. Shackleton for $35,000. 


SEABOARD Air LINE.—Government Loan Approved.—The Inter- 
state Commerce Commission has approved a loan to this company 
of $6,750,000 from the revolving fund created by the transporta- 
tion act. 


SHERMAN, SHREVEPORT & SouTHERN.—Exchange of Bonds.— 
The committee for the first mortgage 5 per cent bonds, of which 
R. Walters Leigh is chairman, announces that on and after May 1 
the Irving Bank-Columbia Trust Company will make a distribu- 
tion of $150 in cash and eight shares of common stock of the 
Missouri-Kansas-Texas for each $1,000 bond. 
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SouTHERN Paciric—Six Months Guaranty Certified—The In- 
terstate Commerce Commission has issued a final certificate stat- 
ing the amount of this company’s guaranty for the six months’ 
period of federal control as $8,435,301 and also a certificate for 
$4,235,301 for the balance due. Separate certificates were also 
issued for various subsidiary companies. 


St. Lours-SaNn Francisco.—Purchase of Birmingham Belt.— 
The proposal to purchase the Birmingham Belt was approved by 
the stockholders of the St. Louis-San Francisco on May 8. 


St. Louis SOUTHWESTERN.—Equipment Trust Authorized—The 
Interstate Commerce Commission has authorized this company to 
assume obligation and liability in respect of $2,700,000 of equip- 
ment trust certificates to be sold at not less than 98.64. 


TENNESSEE CENTRAL.—Government to Pay $350,000.—By a de- 
cree of the United States Court of Appeals for the sixth circuit, 
the receivers of the road are allowed $350,000 compensation for 
the use of the property during federal control and the prior claims 
of the director general against the railroad are also allowed. 


WasasH.—Asks Authority to Lease Line—This company has 
applied to the Interstate Commerce Commission for authority to 
acquire control by lease for 99 years with an option of purchase 
of part of the line of the Missouri-Kansas-Texas from Moberly 
to Hannibal, Mo., 69.75 miles. The annual rental is to be 


$120,000. 


Waco, BEAUMONT, TRINITY & SaBInE.—Asks Authority to 
Acquire and Operate Line—This company has applied to the 
Interstate Commerce Commission for a certificate authorizing the 
acquisition and operation of the railroad formerly known as the 
Trinity & Sabine, which more recently was owned and operated 
by the Missouri, Kansas & Texas, extending from Trinity to 
Colmesneil, Tex., 66.6 miles 


Wyominc Nortu & SoutH.—Buys Short Line —The owners of 
the Wyoming North & South, which is now under construction, 
have purchased the Wyoming Railway, extending from Clearmont, 
Wyo., to Buffalo, a distance of 28% miles. 


Railroad Administration Settlements 


The United States Railroad Administration reports the follow- 
ing final settlements, and has paid out and received from the 
several roads the following amounts: 


Burlington South Chicago Terminal Railroad Co................ $47,500 
Clie: Sieens SEI C06 6h i006:4 ois cn sa seee seed 500 0eeeeesanene 1 
Louisville & Jeffersonville Bridge & Railroad Co...........e.eeee- 3,100 
Tennessee Central Railroad Company paid Director General...... 55,000 
Kankakee & Seneca Railroad Company paid Director General...... 8,000 
Tidewater Southern Railroad Company paid Director General.... 90,000 
Suort LINES 
Coma, Cos Pasir Bairead Co. 6. 6c.5 cata atisesweeaswte seve 1,250 
TSRRNG. VW MIIE MRAUPOR Ge aie 0:5 40.06 00:55:64 wb leieleie ee Niele sia wareie.s 1,000 
a NE SIRO SID 5.5, «5 ss 0:e's We SOAR Sole wwe Mbleiee 50,000 


heavawiek & Woodbury Ratiroad Co... ccc iccscectseeews cdecces 


Dividends Declared 


Alabama Great Southern.—Commen, 3% per cent, semi-annually, payable 
June 28 to holders of record May 25; preferred, 3% per cent, semi-annually, 
payable August 16 to holders of record July 13. 

Atlantic Coast Line-—Common, 3% per cent, semi-annually, payable 
July 10 to holders of record June 18. 

Cincinnati, New Orleans & Texas Pacific—Common, 3 per cent, semi 
annually, payable June 26 to holders of record June 8. 

Delaware & Bound Brook.—2 per cent, quarterly, payable May 21 tc 
holders of record May 11. 

Philadelphia, Germantown & Norristown.—3 per cent, quarterly, payable 
June 4 to holders of record May 19. 

Pittsburgh, Bessemer & Lake Erie.—Preferred, $1.50, payable June 1] 
to holders of record May 15. 

Reading Company.—2nd preferred, 1 per cent, quarterly, payable July 12 
to holders of record June 25. 

Southern Pacific—1% per cent, quarterly, payable July 2 to holders cf 
record May 31. 

Union Pacific.—Common, 2% per cent, quarterly, payable July 2 to 
holders of record June 1. 


Trend of Railway Stock and Bond Prices 


Last Last 
May 15 Week Year 

Average price of 20 representative rail- 
ee Rn tegxernnsadep comes 63.70 63.66 64.31 


Average price of 20 representative rail- 
EE 06 be Fessssncecaunencen 82.72 82.23 85.87 
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Railway Officers 
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Operating 


Harry E. Baily has been appointed superintendent of the 
New York division of the New York, New Haven & Hart- 
ford, succeeding F, M. Clark, who has been granted a leave 
of absence because of illness. 


G. C. Todd, chief train dispatcher on the New York, Chi- 
cago & St. Louis, with headquarters at Cleveland, Ohio, has 
been promoted to superintendent of telegraph of the New 
York, Chicago & St. Louis and. the Lake Erie & Western, 
with the same headquarters, succeeding W. L. Blair, whose 
death on April 4 was reported in the Railway Age of May 12. 


F. W. Urbahns, assistant superintendent of the Southern 
district of the Minneapolis, St. Paul & Sault Ste. Marie, with 
headquarters at Chicago, has been promoted to superintendent 
of the Southern district, with headquarters at Fond du Lac, 
Wis., succeeding C. M. Winter, who has been granted a leave 
of absence. C. L. Simpson has been appointed assistant 
superintendent of the Southern district, with headquarters at 
Chicago, succeeding Mr. Urbahns. 


C. L. Whiting, superintendent of the Milwaukee Terminal 
division of the Chicago, Milwaukee & St. Paul, with head- 
quarters at Milwaukee, Wis., has been transferred to the Chi- 
cago Terminal division, with headquarters at Chicago. C. S. 
Christoffer, superintendent of the Chicago Terminal division, 
with headquarters at Chicago, has been transferred to the 
lowa and Dakota division, with headquarters at Mason City, 
la. D. W. Kelly, superintendent of the Iowa and Dakota 
division, with headquarters at Mason City, Ia., has been trans- 
ferred to the Milwaukee Terminal division, with headquarters 
at Milwaukee, Wis. 


James Curtis Johnson, whose appointment as general super- 
intendent of telegraph of the Pennsylvania was announced in 
the Railway Age of May 5, page 1137, was born at Curtin, 
Centre County, Pa., on 
April 26, 1866. Mr. 
Johnson’ received his 
education in the public 
schools of Milton, Pa., and 
attended private school 
at the same place, also 
taking a course in rail- 
road and electrical engi- 
neering under private 
tutors. He began his 
railroad career as tele- 
graph operator on the 
Catawissa and Wil- 
liamsport division of 
the Philadelphia & 
Reading, on August 11, 
1883. On January 5, 
1885, he entered the 
service of the Pennsyl- 
vania, as operator on 
the Schuylkill division. 
He was promoted to 
dispatcher in 1887; assistant trainmaster in 1903, and division 
operator and assistant trainmaster in 1905. He was trans- 
ferred to chief clerk to the superintendent of telegraph on 
October 24, 1907. Mr. Johnson was advanced to superin- 
tendent of telegraph on January 5, 1910, and on July 1, 1918, 
he was transferred to Altoona, Pa., as superintendent of the 
Middle division. On the return of the railroads to private 
operation on March 1, 1920, when the Pennsylvania was 
divided into four regions, Mr. Johnson was promoted to 
general superintendent of transportation of the Eastern region, 
with headquarters at Philadelphia, Pa., in which position he 
was serving at the time of his recent promotion. 





J. C. Johnson 
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Mechanical 


H. W. Ridgway, superintendent of motive power of Uy 
Colorado & Southern, with headquarters at Denver, Col., has 
been appointed assistant to the superintendent of mot 
power, lines west, of the Chicago, Burlington & Quincy, with 
the same headquarters, with jurisdiction over the Deny 
shops. 


Amos C. Davis, whose appointment as assistant chief of 
motive power of the Pennsylvania with headquarters at Phila 
delphia, Pa., was announced in the Railway ge of May 5, 
page 1138, was born on 
March 20, 1876, at Al- 
toona, Pa. He _ was 
educated in public and 
private schools in In- 
diana County, Pa. His 
entire railroad service, 
dating from April 3, 
1893, has been with the 
Pennsylvania, his first 
position being that of 
machinist’s apprentice 
at the Altoona shops. 
At the end of his ap- 
prenticeship he was 
employed as a machin- 
ist for about two years 
and was then made 
gang leader in the 
erecting shop. After 
several minor promo- 
tions he was appointed 
acting assistant master 
mechanic at Altoona on March 8, 1909, and on April 1, 1910, 
foreman of the miscellaneous shop. For five years, from 
July, 1912, to July, 1917, he was general foreman of the loco 
motive erecting shop at Altoona. On the latter date he was 
made general foreman at East Altoona, and in October of 
that year general foreman of the Altoona machine shop. On 
October 21, 1918, Mr. Davis was appointed master mechanic 
of the Maryland division, with headquarters at Wilmington, 
Del. Two years later he was appointed superintendent of 
motive power of the Southern division, which he held at the time 
of his recent promotion to the position of assistant chief of motive 
power. 





A. C. Davis 


Obituary 


J. M. Egan, former president of the Kansas City Terminal 
and of the Central of Georgia, died at Amboy, IIl., on May 9. 
Mr. Egan was born on March 26, 1848, at Springfield, Mass., 
and entered railway service in May, 1862, as a machinist’s 
apprentice on the Illinois Central at Amboy, Ill. He sub- 
sequently served in various capacities in the freight and en- 
gineering departments and was appointed chief engineer of 
the Southern Minnesota in January, 1877. He was appointed 
general superintendent of the Western district of the Canadian 
Pacific in January, 1882, and in September, 1886, was ap- 
pointed general superintendent of the St. Paul, Minneapolis 
& Manitoba. He was appointed general manager of the Chi- 
cago, St. Paul & Kansas City, which is now a part of the 
Chicago Great Western, in February, 1888, and was elected 
president and general manager in September, 1890. After 
serving for a time as assistant to the president of the Lak: 
Superior and Ishpeming, Mr. Egan was elected vice-president 
of the Central of Georgia Railway and Ocean Steamship 
Company and in April, 1900 ,was elected president. He was 
elected president of the Union Depot Bridge & Terminal Rail- 
way Company of Kansas City, Mo., in July, 1904, when he 
was engaged primarily in the supervision of the construction 
of the Union station in that city. He resigned as president 
of the Kansas City Terminal in February, 1907, to become 
vice-president and general manager of the South American 
Railroad Construction Company of Brazil. After his retire- 
ment he returned to Amboy, IIl., where he was living at the 
time of his death. 


























